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MORE GOVERNMENT IN BUSINESS 

We published last week an interview with H. W. 
Seaman, member of the advisory board of the Inland 
Waterways Corporation, a government body that, under 
the direction of the Secretary of War, operates the 
barge lines on the Mississippi and Warrior rivers, telling 
of plans to extend the barge line service to the Upper 
Mississippi, the Illinois River to Chicago, and on the 
Ohio River. The practicability of these water routes 
having been established by engineering surveys, it is 
now proposed to learn whether they are advisable from 
a business point of view by ascertaining the probable 
tonnage that would move via barge if the lines were 
thus extended. 


If we are to have waterway improvement for the 
transportation of freight, this, as we have often pointed 
out, is the way to proceed. We have been criticized 
for insisting on such procedure, not so much because 
anyone could logically object to it as because, to water- 
way enthusiasts, anyone who says anything that may 
sound like an objection to their program is an obstruc- 
tionist with ulterior motives. As a rule, they see only 
the saving in costs on the freight that moves and pay 
little attention to facts with respect to the point that 
the benefit may be to only a few and that the rest of us 
have to pay, in taxes, for the upkeep of the agency that 
confers on them that benefit. So we-are gratified to learn 
that the government, if we may judge by what Mr. Sea- 
man says, is now proceeding along business lines, at 
least as far as these particular proposals are concerned. 
There is nothing more fundamental than that money 
should not be spent in improving a waterway unless 
there is a reasonable expectation of resulting business. 
That is the rule applied to new railway construction 
under the jurisdiction of the Interstate Commerce Com- 
mission, and it is the rule that eyery good business 
man applies to his own business. He makes extensions 


only because there is business warranting those exten- 
sions. If he makes them otherwise he is a poor business 
man and his books show it in red ink. 

But the main feature of the news given out by Mr. 
Seaman is not so gratifying. That is that the govern- 
ment is proposing to extend its barge line service. 
When the Mississippi-Warrior service was instituted it 
was as a war-time measure, intended to furnish an addi- 
tional means of transportation in order to relieve the 
railroads. It was also, as time went on, defended as an 
experiment, at government (taxpayers’) expense, for the 
purpose of determining whether river transportation was 
practical and could be made to pay. Many persons who 
are opposed to government being in business defended 
this venture for just that reason. Someone had to take 
the initiative, they insisted, if it was to be demonstrated 
whether the rivers could once more operate to any extent 
as transportation agencies; private capital was timid; so 
it was up to the government to see what could be done. 
That was well enough, perhaps, but it seems that the 
government—whatever it thought at first—does not now 
look on the barge line service as an experiment. 

Always, up to this time, we have been told that the 
government did not propose to stay in the business of 
carrying freight on the rivers; it was merely doing some 
pioneering to show what could be done, and, if it proved 
that something worth while could be done, it would not 
be difficult to turn the enterprise over to private capital, 
and that was what it wished to do. But now we find 
the government actually planning extensions of this serv- 
ice. Up to date it has not proved its service such a 
business success as to tempt private capital, either to 
take it over or to start competing lines. It has been 
made recently to show some profit, because of the 
absence of much of the overhead expense that has to 
be reckoned with in other business—the competing rail- 
roads, for instance. The taxpayers take care of this 
expense. But, even so, it could hardly be called a proved 
business success. Does the government think there 
should be still farther experiment in demonstrating the 
efficacy of this mode of transportation, or has it forgot- 
ten that it is an experiment and is it now proceeding on 
the theory that it is in the waterway transportation busi- 
ness to stay? If the former, we should say that its plan 
was without good reason; if the latter, we should say 
it was still worse. 

We call on those interested in sane transportation 
policies to note what is taking place. It is through fail- 
ure to note and act on situations like this in their infancy 
that we often have foisted on us some policy that is 
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The volume of freight shipped by Traction 


is showing a wonderful increase, but the Illinois Traction 
System will never grow so large that it will not watch over each 
individual shipment with a personal interest. 


There is nothing quite so satisfying for the 
shipper as to know he is getting this personal service. 


There is nothing like clasping the hand of 


the shipper and knowing his particular problems. It is to 
the interest of the railroad that it does know them. 


There is nothing more substantial in industry 


or railroading than to properly take care of the business 
entrusted to it. 
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FOR SATISFACTION SHIP BY TRACTION 
W. H. Wylie, Traffic Manager, Ninth and Adams Streets, Springfield, Illinois 


May 23, 1925 


objectionable and that is hard to shake off after it is 
established. It is like a bad habit—easy to form and 
hard to get rid of. 

Government itself is an indefinable thing. It con- 
sists of a changing.lot of men, elected or appointed to 
office, often without fixed ideas or definite theories. This 
or that policy is adopted, with or without good reason, 
and then forgotten, or the reasons behind it forgotten, by 
those in power. In this case the facts seem to be that 
the operation of the government barge lines has been 
turned over by law to the Inland Waterways Corpora- 
tion. Like any other body charged with a definite func- 
tion, it is anxious to expand and, so to speak, make a 
job for itself. It may or may not know the reason 
behind the barge line in the first instance and the prom- 
ises that have been made that it was only an experiment 
and would be turned over to private capital as soon as 
possible after it was a demonstrated success. At any 
rate, it is proceeding like any other permanent govern- 
ment agency or bureau to do the thing assigned to it— 
and a little more. Who is to check it, if it is to be 
checked? Are we to sit by and allow the government 
to grow in its capacity as an owner and operator of 
transportation lines? Such a policy is contrary to ac- 
cepted American institutions. That it should not be 
permitted in this case is important, not only because of 
this situation itself, but because of the precedent it will 
set. “Less government in business” was a popular 
slogan a short while ago, but since we learned to shout 
it we have been having more government in business 
than ever. Here is an example. The railroads don’t 
fight it because they are afraid their motives will be 
misconstrued. The shippers who would use the barge 
line extension don’t fight it because it is money in their 
pockets to have the service; the shippers who could not 
use it don’t fight it because they do not wish to be con- 
sidered selfish; and the ordinary public doesn’t fight it 
because it knows very little about it and it is so used to 
being told that it pays, in taxes, for this, that, and the 
other thing, that it pays little attention. It is hard to 
get anybody to fight either for or against a thing of this 
sort unless he feels his pocketbook vitally affected. 

But we venture to point out that here is a thing that 
affects the public pocketbook materially in order that a 
comparative few may profit and a government bureau 
may work out its academic ideas, while another rivet is 
driven into the structure of government interference in 
business and government ownership of business. Hav- 
ing done so, we have little idea that anything will come 
of our effort. Hot weather is approaching and every- 
thing is somebody else’s business anyhow. 


THE HOCH-SMITH RESOLUTION 


And still the briefs and statements roll in giving 
advise to the Commission as to what its interpretation 
of and procedure under the Hoch-Smith resolution shall 
be. Reading them, one gets an almost unbroken impres- 
sion that, able as some of them are, they are dictated 
chiefly by interest, either individual pocketbook interest 
or the wider public interest that the status quo shall be 
preserved, regardless of what Congress has said or meant 
to say. In other words, the wish is father to the thought. 
Some of those who are making their representations that 
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the resolution directs the Commission to no new course 
of action may be right, but over all of them hangs the 
fear that they may not be right or that the Commission 
may not think so, and that, as a result, we shall have 
a vicious sort of rate revision. 

Another class of briefs is filed by those who believe 
Congress meant what it said and said what it meant in 
directing an investigation by the Commission of the 
rate structure of the country with a view to relieving 
the poor farmer from oppressive freight rates. They 
believe so, of course, because such a construction would 
be to their interest, just as those who do not believe so 
are influenced by their own interest, be that interest 
individual and commercially selfish, or be it dictated by 
pure desire for sensible regulation. 

In trying to look at this thing fairly, after divesting 
ourselves of interest or prejudice, we are inclined to 
agree with those who are pleading, under the Hoch- 
Smith resolution, that the Commission should direct its 
efforts toward reductions in rates on agricultural com- 
modities—not because we believe that would be a wise 
course, but because we believe that is what Congress 
has told the Commission to do. If it sees its duty other- 
wise and, in thus seeing it, does not make Congress so 
angry as to result in even more definitely vicious legis- 
lation, we shall be pleased. But we should be still better 
pleased if the legislation had never been put on the books 
and we think, now that it is there, no time should be 
lost in convincing Congress that the people think it has 
made a mistake. So far as any resentment on the part 
of Congress may be a factor in the-situation, our judg- 
ment is that Congress would much less resent being 
told that the people think its resolution is unwise and 
should be repealed, than being told that it didn’t know 
how to say what it had in mind and that its resolution 
is foolish. 

One of the briefs that meets the situation squarely 
is filed by the American National Live Stock Association, 
which, of course, is interested—or thinks it is interested 
—in lower rates on live stock, one of the so-called agri- 
cultural commodities. It declares what it believes Con- 
gress had in mind with respect to the “existing depres- 
sion in agriculture” and says there is no constitutional 
inhibition against Congress providing for any sort of rate 
relationship it pleases. Congress, it points out, is, in this 
matter, taking.the side of an unorganized and helpless 
industry. 

Again, the Michigan State Farm Bureau, in its state- 
ment filed with the Commission, says the resolution must 
be interpreted as a declaration of new law and that it is 
lawful for Congress to prescribe that agricultural rates 
shall be segregated and established at the lowest possible 
level—that is, a level that just clears confiscation. 

And so it goes. Why temporize with this thing? 
Since the Commission has asked for advice as to inter- 
pretation and procedure, advise it, by all means, as to 
the course you think it should pursue. But don’t lose 
sight of the fact that, however sound you may think 
your advice, it may not be followed and, whether it is 
followed or not, we shall still have a pestiferous piece 
of legislation on the books that ought to be removed. 
Let’s set the machinery in motion for its removal, no 
matter what the Commission does. 
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NICKEL PL ATE MERGER HE ARING pod company — it would be unable to raise the money to { 
: take care of a bond issue maturing in June. The order, other i 
The Trafic World Washington Bureau than the purely formal parts setting forth the day on which it H 
Just before cross-examination of John E. Oldham, of Boston, was made, the secretary’s signature and attest, is as follows: 
was concluded by counsel for protesting Chesapeake & Ohio and h . \ 
Hocking Valley stockholders, questions asked by counsel caused ,, wo ong ees a. SSS panelling = % 
W. A. Colston, vice-president and general counsel of the Nickel practices of the Chicago, Milwaukee and St. Paul Railway Company; 
Plate, to state that there was no dispute as to the right and duty It is ordered, That a proceeding of inquiry and investigation upon b 
of the Commission to inquire into the fairness of the terms of — panacea A ~— hse be, and _ a a) a ie into ; 
the Nickel Plate plan and to modify the terms if it decided that @n¢ concernin > Seet?, Sear, Sener See Sere. Seera~ 
changes should be made in the interest of fairness to minority oo , aaa “edie “in cele — pee gy ggg > ~ 
stockholders. Mr. Colston said he was not trying to jam any- method in which the business of said company has been conducted . 
thing down anybody’s throat. Counsel had asked Mr. Oldham hea Ryd Dd —— a report and such order or orders as ." 
Pa a record; 0 
whether he thought that the Commission had the right to in It is further ordered, That the Chicago, Milwaukee and St. Paul th 
quire into the fairness of the terms. Railway Company, and H. E. Byram, Mark W. Potter, and Edward 
H. A. Osgood, vice-president of the Fulton Iron Works of J. Brundage, receivers thereof, be, and they are hereby, made re- Ww 
St. Louis, testified as to advantages that would result to ship- Spondents to this proceeding; that this order be served on said . 
pers if the Nickel Plate plan were approved by the Commission. Copy of thig order in the office of the secretary ‘of the Conmistor : 
He pointed out new routes that would be opened up and said And it is further ordered, That this proceeding be assigned for - 
better service would be afforded by the unified system. hearing at such times and places as the Commission may hereafter WwW 
An effort will be made to speed up the hearing on the Nickel ‘rect. tl 
Plate merger application when the taking of testimony is re- A spoke , w 
sumed May 25. When adjournment until that date was taken yf 4 oe Pe SE, CO a, Se Whtie D 
ouse, May 19, that the President had no comment to make with a 
late May 15, agreement having been reached theretofore that respect to the Commission’ i : 
. F n’s order instituting an investigation of k 
no hearings would be held the week of May 18, it was generally the Milwaukee, and that 
3 at the President was not advised as to the a 
agreed by counsel that unnecessary delay should be avoided. jatter other th 
} a an having general knowledge that the Com- fl 
Commissioner Meyer advised counsel that it was not necessary mission would 
& Ree . uld take such action as was necessary to protect the tl 
to resort to “strategic” presentation of testimony in hearings bl 
onl tay Dg ment public interest and to conserve and restore that road for its 8) 
H. W. Anderson, of counsel for the committee representing the present and future usefulness in the northwest, to protect the n 


protesting C. & O. stockholders, said the hearing could be 
speeded up if the Nickel Plate would put some one on the stand 
who could tell how and why the terms and conditions underlying 
the proposed plan were formulated. He asked Mr. Colston if he 
intended to put one of the Van Sweringen brothers on the stand. 
Mr. Colston said it was his intention to put one of them on the 
stand. He referred to the prolonged cross-examination of wit- 
nesses by counsel for the protesting stockholders. Mr. Anderson 
said one reason for such cross-examination was that counsel for 
the protesting stockholders had been trying to get information 
from witnesses who did not know how the basis for the terms 
and conditions were formulated. 

Mr. Colston submitted for the record statements showing 
transfer of C. & O. stock to members of the committee repre- 
senting the protesting C. & O. stockholders after the Nickel 
Plate plan had been formulated by the Van Sweringens. 


MILWAUKEE TO BE INVESTIGATED 
The Trafic World Washington Bureau 


A proceeding of inquiry and investigation, on the Commis- 
sion’s own motion, has been instituted into and concerning the 
history, management, financial and other operations, accounts 
and practices of the Chicago, Milwaukee & St. Paul Raiilway 
Company. The investigation is to be known as formal docket 
No. 17021. The corporation, H. E. Byram, Mark W. Potter and 
Edward J. Brundage, receivers thereof, were made respondents, 
and notice given to such of the public as might be interested by 
posting a copy of the order instituting the investigation in the 
office of the Commission’s secretary. 

Announcement of the inquiry was made late on May 16. The 
order, however, was agreed upon in the Commisision’s regular 
conference May 12. Nothing other than a copy of the order was 
given to the public. It was understood, however, that the re- 
cently ordered receivership of the Milwaukee, together with the 
opinions of some persons interested in the stocks and bonds of 
that company, that the receivership was not necessary and could 
have been avoided had the stockholders been given an oppor- 
tunity to do something for the company, caused the Commission 
to exercise its right to inquire into the operation and manage- 
ment of a carrier corporation. Chairman Aitchison when asked, 
said there was nothing to be said about the order of the Com- 
mission, because, as he said, it spoke for itself. 

It is understood the Commission will set the matter down 
for hearing at a comparatively early day and be prepared to have 
its own accountants file figures, if necessary, to show conditions 
preceding the receivership. 

Representatives of dissatisfied stockholders, in their com- 
ments on the receivership, have drawn attention to the optimistic 
remarks of Mr. Byram as to the value of the Milwaukee and par- 
ticularly to his observations seemingly intended to convince the 
public that the Milwaukee had no water in its capitalization. It 
is believed that that phase of the subject will be brought forward 
for close scrutiny. However, so far as information directly from 
the Commission is concerned, the purpose back of its ordering 
of the investigation is hidden in the minutes of the Commission’s 
conference on the subject, if any were made showing anything 
other than the entry of the order. The order specifically men- 


within the scope of the inquiry, the negotiations between th 


rights of investors in the road and to devise a Reasonable plan 
for the return sf the road to its normal functions. 





NEW LINE OPPOSED \ 
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e New York Central, in a statement filed with the Com- 
mission, has expressed opposition to the application of the New 
York, Pittsburgh & Chicago Railroad for authority to build a 
line of railroad in Pennsylvania. It said construction and op- 
eration of the line would afford to the territory that. would be 
served additional facilities at a disproportionate cost, which 
facilities as needed could be provided at much less cost by the 
utilization and unification of existing lines. As to relief of con- 
gestion of through traffic between New York and the West, the 
New York Central said it was well known that Pittsburgh was 
at times a highly congested point and that the applicant did not 
show how the building of another railroad into Pittsburgh would 
relieve such congestion. Furthermore, the New York Central 
said, it was of opinion that the construction of an entirely new 
line of railroad across the state of Pennsylvania in an easterly 


and westerly direction was unnecessary at presert or in the . 


approximate future and consequently would involve an unwar- 
ranted expenditure of capital. ee , 


“At the present time and since the enactment of the trans- 
portation act, the railroads in the eastern group have not been 
earning the fair return contemplated by the statute,” the New 
York Central said. “The effect of large expenditures for the 
proposed new lines would be to increase the amount of income 
necessary to yield a fair return upon the aggregate value of all 
railroad properties. At the same time, to divert traffic from the 
existing railroad systems would impair their ability to earn a 
fair return upon the value of their individual facilities.” 

The Lehigh Valley Railroad Company has filed a statement 
also opposing the application. It said it believed that sufficient 
and adequate routes and lines of communication by railroad 
existed for the convenience and accommodation of the various 
cities, towns and villages proposed to be reached by the railroad 
of the applicant and that no sufficient public demand existed to 
warrant the construction of the proposed new line of railroad. 
It said an adverse effect on public interest would result because 
the amount expended for the line would not show a sufficient 
return on the investment, and secondly, that the line, if built, 
would not only show a sufficient return on investment, but would 
nevertheless take some traffic away from other lines of railroad, 
none of which were receiving an adequate return. The Lehigh 


Valley also said the line would not be justified as a new through 
or connecting carrier. 


The proposed line of the New York, Pittsburgh & Chicago 
would extend from Allegheny to Easton, Pa., a distance of 283 
miles, with a branch from Allegheny City to North Sewickley, 
a distance of 31 miles, and a branch from Pittsburgs Junction 
into Pittsburgh, a distance of 30 miles. It is proposed to build 
the line under charters controlled by the estate of EB. H. Harri- 
man. L. F. Loree, president of the Delaware & Hudson, repre- 
sents the estate in the matter. The applicant estimates that the 
cost of the project will be $260,344,2338, including equipment. If 


about July, 1926, and complete the project by July, 1930. 
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tions financial operations, thereby, it is understood, een the, the application is approved, the company expects to begin work 
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bankers and the railroad company just prior to the beginning of \ The Commission has set the application for hearing June 22, 
the receivership proceedings, begun it was suggested because \in Washington, before Director Mahaffie, of the bureau of finance. 
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; Current Topics 
in Washington 









And Now It is Choke-Smith Resolution.—In the last days of 
the period allowed by the Commission for the filing of views as. 
to the meaning, if not the merit, of legislation enacted at the 
last session of Congress, things happened the net result of which 
has been to suggest still another name for that eruption of legis- 
lative wisdom, So many shippers and railroads took advantage 
of the Commission’s generosity, in the matter of latitude, that 
the routine channels of the Commission came near being choked 
with the mass of material offered at the last minute. In three 
days about three score sets of views were dumped on the Com- 
mission’s table, with the result that only the most superficial 
scrutiny was accorded to any one of the productions by those 
who aimed to make themselves conversant with the central 
thoughts in each. The permission to file views on the subject 
was seized by railroads and shippers to make suggestions about 
pending, recently pending, or about to be pending complaints or 
applications for further hearing or further proceedings of one 
kind or another. There are so many of that sort as to suggest 
a wonder whether those who have applied for reopening or 
further hearing or reargument have been told by some one that 
the Commission has repealed all its rules of practice and sub- 
stituted one to the effect that, whatever one wishes done, all he 
need do is to invoke the resolution, which stands as a monument 
to the wisdom of the man from Kansas and the man from South 
Carolina. To be sure, the fact it was taken as a substitute for 
all the rules of practice and all the sections of the interstate 
commerce act seemed to support those who contended that the 
resolution did no more than tell the Commission to go ahead and 
do exactly what it had been doing since the teeth-adding revision 


. of the law in 1906. Use of it as a substitute for the interstate 


commerce law and the rules of practice may have been intended 
by those who made such use as conveying the construction they 
placed on it. If so, however, it has been suggested that they 
wasted much ink and paper in doing what they did because 
such a view could have been expressed with fewer words and 
the consumption of much less paper and ink. Such a construc- 
tion, however, is an insult to Congress. No one, it is believed, 
would desire to suggest that that body would do a vain or useless 
thing—except for the fact that it contains a large percentage of 
men whose success in life has been due, their neighbors believe, 
to the spread of hokum and unctuous appeals to their fellow 
citizens to indulge in self-pity. That the resolution was to be 
applied as a salve to the wounds of western farmers, self-in- 
flicted in many instances, it is believed, is beyond dispute among 
men willing to be truthful with each other. The fact that the 
resolution may so choke the other business of the Commission 
as to cause real damage, however, is not likely to afflict the 
hokum spreaders with any regrets. 





Eastward the Hump Takes Its Way.—After Admiral Dewey, 
at Manila, that May Day in 1898, had hastened toward the scrap 
heap that part of the Spanish fleet lying in the capacious bay, the 
ranking Spaniard wired his government that it had been a sad 
but glorious day for Spain, or words to that effect. No one in 
Indiana or Ohio thought to send a message of that kind to either 
Indianapolis or Columbus the day the Commission adopted the 
Disque Central Freight Association class scale. No one in In- 
diana or Ohio seemed, at that time, to suspect the trouble it 
was about to make for shippers in those states. However, per- 
centage advances since then have played hob with things east 
of the Indiana-Illinois line and the end, seemingly, is not in 
sight. No one took much notice, apparently, when Illinois was 
on a rate level higher than Indiana—at least, no one other than 
the Illinois commission, which, it may be remarked, is still act- 
ing, at times, as if it did not believe the transportation act had 
tied its hands so as to make it practically helpless. But when 
the hump that existed at the Indiana-Illinois line called for a 
climb in westbound traffic, there was not much appealing to the 
federal Commission. When the condition was reversed, trouble 
began. Indiana moved first. In the matter of rates on oil from 
the mid-continent field, Indiana has obtained an order that gives 
her a more favorable adjustment; also on class traffic to the 
Twin Cities and a considerable part of Western Trunk Line ter- 
ritory. Grandiosely, however, the rate hump takes its way 
eastward. Wherefore, the Ohio State Industrial Traffic League, 
in one week, makes two protests, one against the rates filed by 
the western lines to take care of, nominally, the situation about 
which Indiana complained so successfully that a revision was 
ordered, and the second against declarations made by the Chi- 
cago Association of Commerce about the rates being the result 
of conferences between carriers and shippers. Mr. Macomber 
takes to task his friend, Haynes, of the Chicago Association of 
Commerce, for making such statements in face of the fact that no 
Ohioans were consulted about rate adjustments that the Ohioans 
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think prejudicial to them. If and when Ohio gets concessions, 
unless the Commission sets stakes to prevent the further east- 
ward movement of the rate hump in all its majesty, it will be 
time for Pennsylvania and West Virginia to take up the refrain 
about undue prejudice. That eastward movement of the hump 
suggests the query whether the time will not soon come when 
rates will be on about the same level from the Atlantic Ocean to 
the foothills of the Rockies in a territory composed of Trunk 
Line, Central Freight Association, Illinois Classification, Western 
Trunk Line, and the northern part of Southeastern territory, 
which, for many purposes, is treated as part of the Trunk Line, 
Illinois Classification, and Central Freight Association territories. 
It is true that there are mountains in Trunk Line territory but 
they constitute a small ridge, in a rate sense, between two parts 
of a heavy traffic density area. Purely local rates might be 
made for use in the mountainous country. By the same sign, 
purely local rates might be made for the flat prairie country. 
Of course, the aggregate of intermediates part of the fourth sec- 
tion might come in as a plague. However, there is a respect- 
able company that thinks too much attention is paid to that 
fourth section anyhow. At times, it seems to give rates to local- 
ities for which there is no justification other than the fact that 
there are words on a piece of paper called the fourth section. 





Advice to McDuff Timely.—Although the Federal Trade Com- 
mission is only a little more than ten years old, it refuses to 
look to the Interstate Commerce Commission or the Supreme 
Court of the United States for lessons in manners. It is divided 
into two factions, one composed of three and the other of two 
members. Each faction is publicly and lustily whacking the 
other over the head, what with, it might not be regarded as 
seemly to mention, because the five are right earnest in their 
public demonstrations of disagreement. The division is between 
the ultra reactionaries, who call themselves radicals or progres- 
sives, and those who, being really progressive, are unwilling to 
go back to days when suspicion and denunciation of witchcraft 
or any other offense, meant conviction, unless the suspected one 
could prove himself innocent. In a statement given out this 
week by the majority, Commissioner Nugent, a former senator 
of the United States, apparently, is convicted of joining in a 
flailing of his colleagues for doing exactly ‘what he thinks the 
Commission should do, He said the Commission should never 
enter into a stipulation with business men to be good, when 
those men, knowingly, were guilty of the unlawful acts to which 
he referred. No sooner had he put this out than his colleagues 
on the other side called the attention of the public to the fact 
that they specifically had said the commission should never 
take the word of men who had violated what are commonly 
known as blue sky laws. The majority said agreements with 
such men would be worthless because the commission would be 
warranted in believing that no agreement would be kept by such 
men. The majority also pointed out another bull its members 
said had been made by Commissioner Nugent. He said he was 
unalterably opposed to that part of a rule, saying no publicity 
should be given to a refusal by the Commission to enter a com- 
plaint. The majority pointed out that that was not a change— 
that it had always been the rule of the commission to refrain 
from publicity in instances in which it had refused to make a 


complaint, and that, therefore, vulgarly speaking, Mr. Nugent had 
been talking through his hat. 





Judges Losing Their Tongues.—A feeling of sorrow prevails 
among lawyers interested in questions of law raised by decisions 
of the Commission against the Director-General. Judges are dis- 
posing of suits brought on orders of the Commission, without say- 
ing why. The case in Chicago involving the question of interest 
on reparation, is the most notable one in which a judge ap- 
pears to have lost the power of speech. After having the case 
twice argued, the judge disposed of it, against the shipper, with- 
out an inkling as to the ground on which he based his judgment 
for the Director-General. Now comes a judge in the eastern 
district of Oklahoma, in Empire Refining Company vs, Director- 
General, with a judgment for the shipper based on an order 
founded on the ‘principle in the Sligo Iron Store Company case 
(62 I. C. C. 648), the first brought for the enforcement of an 
order of that kind. The Director-General would like to carry 
the case to the higher courts but, thus far, the information con- 
cerning the record made in the Oklahoma court is too frag- 
mentary to warrant a decision to appeal or not to appeal. That 
is wholly aside from the question as to why the judge gave judg- 
ment for the plaintiff. The decision was made a month ago. The 
claim was an assigned one. The complaint before the Commis- 
sion was Standard Asphalt and Refining Company vs. Director- 
General (74 I. C. C. 274). Assignment, broadly speaking, is for- 
bidden by statute when the party against whom the claim is 
made is the government. The amount involved, $64.32, is a trifle. 
But if the point was made in the lower court that the claim was 
an assigned one, the appellate court might dispose of it on that 
ground and thereby spoil the main purpose of the appeal— 
namely, that of obtaining a decision on the point of law raised by 
the Sligo case. The uncertainty, it is believed, could be dis- 
pelled by the trial judge writing an opinion on that point and 
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a tacit agreement on the part of the parties that the assignment 
of claim part of the matter ignored should be so there might be 
a declaration on the question whether the Commission’s decision 
in the Sligo case is the law of the matter. 





Rights of Minorities—The Commission’s determination to 
inquire into the affairs of the Milwaukee, coming so soon after 
that road was placed in receivership, has suggested, the thought 
that financial managers, hereafter, will have to give much more 
thought to the reaction of the Commission to what they have 
proposed than heretofore since the organization of corporations 
to build railroads. Another is that the law, apparently, makes 
the Commission a house of refuge to which minorities may fly 
for protection in the event they think they have not been fairly 
treated, not for direct relief, but for the effect their representa- 
tions may have on the Commission when it considers the applica- 
tion for issuance of securities needed for reorganization. The 
thoughts on that subject have nothing to do with whether any of 
the Milwaukee stockholders have or have not been treated fairly. 
While the Commission, in announcing its investigation, omitted 
reference to anything that has been said by either those who 
favored or those who opposed receivership, it is believed, that it 
took note of the things appearing in the newspapers, if it did not 
give ear to those who believe the receivership could have been 
avoided, Prior inquiries by the Commission into the affairs of 
railroads that have gone through the receivership reorganization 
mill were made before it had any power to supervise issues. In 
the Rock Island receivership the minority stock interest alleged, 
among other things, that there was undue haste in applying to 
the court; that, if the minority had had the opportunity, it could 
have made arrangements for keeping the company solvent and 
thereby avoided the loss following the receivership. On account 
of allegations made by minorities, the public has been led, or 
misled, into believing that the operations of financiers savored 
of Captain Kidd operations. The inquiry ordered by the Com- 
mission into the affairs of the Milwaukee will afford an oppor- 
tunity to the dissatisfied to show the facts on which they have 
based their criticisms. It will also afford the financial managers 
opportunity to show the facts on which they based their conclu- 
sion that the salvation of the property depended on its being put 
through the judicial machinery for bankrupts or near bankrupts. 
—A. E. H. 


SPECIAL GRAIN PERMISSION 


The Traffic World Washington Bureau 


Sixth section permission was given the Canada Atlantic 
Transit Company, May 21, authorizing it te file and change rates 
on bulk grain from Chicago and Milwaukee to Depot Harbor 
and other Canadian lake ports on one day’s notice, applicable 
to traffic going back into the United States. The permission, 
No. 72241, is in accordance with the application. The authority 
expires with the end of navigation this year. The Commission 
said it was without prejudice to such other or further action as 
it might consider proper. In announcing the issuance of the 
permission the Commission did not mention the fact that the 
Shipping Board had asked for oral argument on the questions 
it thought had been raised by the application, 


SOUTHERN STEEL RATES 


The Traffic World Washington Bureau 

Suspension of reduced rates on iron and steel, in I. and S. 
No. 2408, from Birmingham and Atlanta to Memphis (see Traffic 
World, May 16), brings before the Commission what seems to 
be regarded as a serious matter by the steel manufacturers on 
and north and east of the Ohio river. It was upon their protest 
that the cut, seven cents, was suspended until September 12, 
pending investigation. Among the protestants were the Pitts- 
burgh Steel Company, Laclede Steel Company, Jones & Laughlin 
Steel Corporation, Wheeling Steel Company, Belfont Steel & 
Wire Company of Ironton, O., and the American Rolling Mill 
Company. 

Among the declarations made by the protesting manufac- 
turers was one by the American Rolling Mill Company that at- 
tracted attention among those who took an interest in the pro- 
ceeding before the Federal Trade Commission that resulted in 
the abolition of the “Pittsburgh plus” selling basis upon which 
the iron and steel industry had done business for more than a 
generation. That basis put the steel market in the attitude 
of assuming that Pittsburgh was the point at which all iron and 
steel was produced. Practically every sale made, while the 
market was fairly brisk, was made as if the steel to be delivered 
was at Pittsburgh and therefore the buyer had to pay the Pitts- 
burgh price, plus the freight rate, 

The American Rolling Mill Company asserted that if the 
cut from Birmingham and Atlanta to Memphis were allowed to 
become effective the result would be the making of Birmingham 
the controlling origin group so far as iron and steel were con- 
cerned. The Pittsburgh Steel Company said the cut was unjusti- 
fied by any commercial condition. The Laclede company said 
the change in rates would seriously curtail, if it would not de- 
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stroy, its business in the affected territory, the Mississippi Val- 


ley, for, while the tariffs are usually mentioned merely as mak- 
ing a reduction to Memphis, the reductions apply to other points 
in the Mississippi Valley. Jones & Laughlin said the proposed 
rates would increase its disadvantage and the Belfont company 
said the new rates would compound the present discriminations, 
treating the subject as if it were admitted that there were dis- 
criminations against shippers situated such as it was. 

The rates from Atlanta and Birmingham constitute part of 
the three-phase situation produced by the competition of the 
barge lines on the Ohio and Mississippi rivers (see Traffic World, 
May 9, p. 1228). The Commission declined to suspend reduced 
rail-and-water rates from Pittsburgh and Memphis and they be- 
came effective in April. It suspended rates from the southern 
producing points to Texas and other coastwise destinations via 
rail-and-barge to Mobile, in I. and S. No. 2403. Correspondence 
concerning the rates therein suspended has created the impres- 
sion that they would be withdrawn, in which event the case 
would be disposed of without formal hearing, leaving only the 
Memphis situation for consideration and disposition. 


SUSPENDED TARIFFS 


In I. and S. No. 2409, the Commission has suspended from 
May 15 until September 12 schedules as published in supple- 
ments Nos, 30 and 31 to Delaware, Lackawanna & Western tariff 
I. C. C. No, 18375. The suspended schedules propose to cancel 
joint through lake-and-rail rates from Western points to stations 
on the Maine Central Railroad which would result in the ap- 
plication of combination rates which are higher. The following 
is illustrative: 


Grain products, carloads, from Dollar Bay, Mich., to Rockland, 
Me., present 35, proposed 6244; from Duluth, Minn., to Woolwich, Me., 
present 35, proposed 59. 

In I. and S. No. 2410, the Commission has suspended from 
May 15 until September 12 schedules as published in supple- 
ments Nos. 4 and 7 to joint tariff, Galligan’s I. C. C. No. 43 and 
Jones’ I. C, C. No. 1607. The suspended schedules propose to 
cancel the proportional commodity rates on fiber cans, carloads, 
from Keokuk, Ia., Chicago and Joliet, Il., to the Ohio River 
crossings on traffic destined to points south thereof, and in the 
future to apply proportional class rates thereon. The following 
is illustrative: 


From Keokuk, Ia., to Cairo, Il., present 44, proposed 74; to Cin- 
cinnati, Ohio, present 44, proposed 74; from Joliet, Ill., to Cairo., IIl., 
and Cincinnati, Ohio, present 404%, proposed 6814. 

In I, and S. No. 2411, the Commission has suspended from 
May 15 until September 12 schedules as published in supple- 
ment No. 23 to Gomph’s I. C. C. No. 655 and in his I. C. C. No. 
753. The suspended schedules propose to cancel rates on poles, 
piling and box and crate shooks, carloads, from Sand Point, 
Kootenai and Culver, Ida., to certain destinations in California 
and Nevada on the Western Pacific Railroad and the Sacramento 


Northern Railroad. The following is illustrative of the resulting 
increases: 


Telegraph and telephone poles, from Sand Point, Idaho, to Crai 
and Niles, Calif., present 62, proposed 8714. ¢ . 


In I. and S. No. 2407, the Commission has suspended from 
May 16 until September 13 schedules published in Pennsylvania 
I. C. C. No. F-1861. The suspended schedules propose to cancel 
a commodity rate of 254% cents per 100 pounds applicable on 
scrap copper, carloads, from Chicago, Ill., to Erie, Pa,, Pittsburgh, 


Pa., and Buffalo, N. Y., and apply a class rate of 27% cents per 
100 pounds in lieu thereof, 





PETITIONS FOR REHEARING, ETC, 


The complainant in No. 14725, W. H. Barber Company vs. 
C. & N. W. Ry. et al., has asked the Commission to grant re- 
opening and rehearing therein. 

The complainant in No. 15430, Ford Roofing Products Com- 
pany vs. Director-General, C. & N. W. Ry. et al. has filed a 
Petition with the Commission requesting reopening and recon- 
sideration upon the record as made. 

The Missouri Portland Cement Company has filed a petition 
with the. Commission asking for reconsideration, reargument 
or rehearing, and postponement of the effective date of its order 
in I. and S. No. 1996, cement from Kansas City, Mo,, district 
to St. Joseph, Mo., and related points. 

The complainants in No. 10891, O. E. Burns and F. R. 
Knapp vs. Big Sandy & Kentucky River Railway, Director- 
General, et al, have filed a petition with the Commission 
asking for a reopening and further hearing with respect to 
their claim for reparation. . 

The complainant in No. 13309, Burlington Shippers’ Asso- 
ciation vs. Santa Fe et al., has asked for further hearing and 
arguments in connection with Docket No. 17000, General Rate 
Structure Investigation. 
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MILEAGE BOOK CLAIM CASE 


A finding of overcharge and an award of reparation have 
been made in No. 14160, Florence L. Carpenter vs. Director-Gen- 
eral, and New York, New Haven & Hartford, mimeographed, the 
Commission finding that the failure and refusal of the Director- 
General of Railroads, as agent, to make refund on the unused 
portion of a mileage book resulted in an overcharge above the 
legally published charge. The Director-General refused to re- 
deem the 1,000-mile book because it was not presented within the 
time established in tariffs filed after the book was sold, in 1918, 
nor within the time for the filing of claims against the Director- 
General under section 206(a). The book was used only once, 
57 coupons having been taken out of it. The Director-General 
said that it the book had been offered for redemption within the 
time specified in the later publications and the statute, it 
would have been redeemed by deducting $1.28 from $22.50, the 
amount paid for the book, in accordance with a proportionate 
redemption rule. 

There was no time limit for redemption, either in the tariff 

under which the book was sold, or in the tariff under which the 
Director-General promised redemption. The original tariff pro- 
vided for redemption at the rate of 2.5 cents per mile for the 
amount of mileage taken from the book before presentation for 
redemption. The offer of the Director-General, also without 
time limit, was to redeem on a proportionate basis, that is, at 
the rate of 2%, cents per mile. The Commission said the fact 
that the complainant waited more than four years before pre- 
senting her claim had no bearing on the issue in this case. It 
said that if the terms of the tariff had fixed a period within 
which a claim for refund had to be presented, an entirely dif- 
ferent situation would have been presented. 
The opinion of the Commission was writen by Commissioner 
Cox. A dissent was written by Commissioner Lewis. He said 
he could see no overcharge, because the amount paid for the 
book was the amount stipulated in the tariff and the number of 
coupons detached was not averred to be in excess of the proper 
number. Failure to file, in time, under the claim section, said 
should cause the Commission to hold it had no jurisdiction. 


UPHOLSTERING MOSS RATES 


The Commission, in No. 14827, National Association of Up- 
pholstered Furniture Manufacturers vs. Ann Arbor et al., mime- 
graphed, and on parts of fourth section applications Nos. 632, 
2198, 2194 and 244, has found rates on moss, in machine-pressed 
bales, carloads, from Plaquemine and other points in Louisiana 
to destinations in specified defined territories where the com- 
plaining manufacturers have their plants, generally north of the 
Ohio and east of the Mississippi, except from Rosedale, La., and: 
Lousiana points west of the Mississippi intermediate from Rose- 
dale and Baton Rouge, to destinations in the northern and east- 
ern territories intermediate to Albany, Rochester, Syracuse and 
Utica, N. Y., not unreasonable, unjustly discriminatory or unduly 
preferential. It has found the rates from Rosedale and Louisi- 
ana points west of the Mississippi intermediate from Rosedale 
and Baton Rouge to the destinations in the territories mentioned, 
intermediate to Albany, Rochester, Syracuse and Utica unrea- 
sonable and awarded reparation. 

In addition to the findings as to the quality of the rates, the 
Commission found the tariffs naming the rates intricate and 
complex. They are Leland productions. It said the witness for 
the railroads admitted the tariffs were not clear and merited 
revision. The Commission said it had taken steps looking to the 
simplification of tariffs, adding that it could not consistently re- 
frain from again emphasizing the need therefor or from urging 
the railroads a prompt undertaking of the clarification and sim- 
plification of these tariffs. 

The primary objects of the complainants and interveners in 
their behalf was to have the moss gathering and conditioning 
Plants west of the Mississippi placed on a rate parity with plants 
‘In New Orleans and Baton Rouge. The complainants sought, 
the Commission said, a base rate of 42 cents to St. Louis, plus 
the usual fifth class differential over or under St. Louis to the 
defined territories. The Commission said that, considering the 
testimony that the manufacturers used 40 per cent of moss in 
the cheaper grades of furniture and 85 per cent in the higher 
grades and that they would use more moss but for the freight 
rates, their real interest lay in the measure of the rates, rather 
than the relationship as between points east and west of the 
Mississippi. The complainants, it said, asserted that for many 
years the rates on moss from New Orleans to central territory 
also applied from points immediately west of the river but that 
in 1919, that basis was canceled from points on the Texas & 
Pacific. It said the defendants questioned the accuracy of some 
of the rates quoted by the complainants whereupon the Commis- 
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sion observed the tariffs were intricate and complex and ‘that 
the witness for the carriers admitted they were not clear and 
merited revision. 

The Commission found that some of the rates, as for in- 
stance, to Pittsburgh, violated the aggregate of intermediates 
part of the fourth section but said it was not convinced that the 
combinations were the maximum of reasonable rates. In fourth 
section order No. 9135 it denied relief, effective September 7, 
except as to relief was authorized by supplenmental fourth sec- 
tion order No. 7542 of May 8, 1923, entered in Memphis-South- 
western. Investigation, 80 I. C. C., 157. It said that Leland’s 
application No. 689 covered departures from the aggregate of in- 
termediates provision. It said that if they were not promptly 
removed the subject might be called to its attention for appro- 
priate action. 

Reparation was awarded on shipments made by the mem- 
bers of the complaining association and interveners made prior 
to August 1, 1924, and within two years prior to the date of the 
filing of the complaint, on which they paid and bore the charges. 
The findings as to the quality of the rates were as follows: 

We find that the rates assailed were not and are not unreasonable, 
unjustly discriminatory, or unduly prejudicial, except that the rates 
named in supplement 8 to Agent Leland’s tariff I. C. C. No. 1270, ef- 
fective December 31, 1919, further supplements thereto or reissues 
thereof from Rosedale, La., and from points west of the Mississippi 
River on the lines of defendants intermediate from Rosedale or Baton 
Rouge, La., to those destinations in Chicago-Cincinnati, Dayton-South 
Bend, Detroit-Cleveland, Fox River, Kansas City, Kansas groups 1, 
2 and 3, Little Rock-Fort Smith, Louisville, Memphis, Milwaukee, 
Nashville, Omaha-Davenport, Pittsburgh, and St. Louis territories, 
as defined in Agent Leland’s tariff I. C. C. No. 1412, supplement there- 
to or reissues thereof, intermediate to Albany, Rochester, Syracuse 
and Utica, N. Y., over the lines of carriers parties to Agent Emer- 
son’s tariff I. C. C. No. 57, supplements thereto or reissues thereof, 
named as defendants herein, to which those rates were higher than 
thesrates named in Agent Emerson’s tariff I. C. C. No. 57, supple- 
ments thereto or reissues thereof, from Baton Rouge and Rosedale 
to Albany, Rochester, Syracuse, and Utica, and made subject to a 
rule 77 provision from and fo intermediate points, were unreasonable 


prior to August 1, 1924, to the extent that they exceeded the rates 
last named. 


PORTLAND-SEATTLE RELATIVITY 


The Commission, in disposing of No. 14868, Portland Traffic 
and Transportation Association vs. Northern Pacific et al., and 
No. 14954, Same vs. Same (Traffic World, May 16), dealt with 
another case pertaining to the relationship of rates, as between 
Portland and Seattle, this time on apples and vegetables, in- 
cluding cantaloupes, from the Yakima Valley in Washington 
to the two destinations. The complainant suggested, for con- 
sideration at least, rates made in accordance, from specified 
points, in accordance with the findings in the Inland Empire 
case, 62 I. C. C. 633, in which Portland obtained rates on grain 
from that part of the Columbia basin south of Snake River 
more to her liking than those they displaced. In this case the 
carriers proposed making the rates to the two cities the same 
percentage of fifth, the rating on apples. That, the report said, 
would slightly increase the rates to Seattle from Yakima and 
vicinity and leaves the rates to Portland unchanged. The Com- 
mission’s finding, to be put into effect not later than July 10, 
was. as follows: 


We find that the present rates on apples, in carloads, from Car- 
roll, Wash., and main-line points on defendant’s lines in the Yakima 
Valley west thereof to Portland are and for the future will be un- 
reasonable, and that a maximum reasonable rate on apples from 
all main-line points in the valley to Portland will be 38.5 cents; and 
that the present blanket rate of 35.5 cents on cantaloupes and vege- 
tables from main-line points in the valley to Portland is not un- 
reasonable. We further find that the rates on apples, cantaloupes 
and vegetables from the valley to Portland are and for the future 
will be unduly prejudicial to the extent that they exceed, or may 
exceed, the contemporaneous rates on the’ same commodities from 
main-line points in the valley to Seattle by more than 10 cents. 


BUTTON SHELL CASES DISMISSED 


The Commission has dismissed Nos. 15191, Mississippi 
Pearl Button Company vs. Atchison, Topeka & Santa Fe et aL; 
15193, U. S: Button Company vs. Illinois Central et al.; 15246, 
McKee & Bliven Button Company vs. Chicago & Northwestern, 
Director-General et al., and 15673, U. S. Button Company vs. 
Illinois Central et al., mimeographed, finding that the rates on 
clam and mussel shells, carloads, from points in Illinois to 
points on the Mississippi River in Illinois and Iowa, are not 
unreasonable or unduly prejudicial. All the complainants are 
manufacturers of buttons at Madison and Muscatine, Ia., and 
Keithsburg, Ill. 

Broadly speaking, the class rates applied on the shipments 
involved. in the cases on which reparation was asked. The 
complaint alleged they were unreasonable and unduly prejudicial. 
The complainants made comparison of the rates paid by them 
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on the inbound shells, from which they cut button blanks, with 
rates on shells from the Chicago district, which were the same 
as rates on fertilizers. The carriers showed the record of a 
movement of about 250 carloads of shells into Muscatine in 
1923, contending that that showed the traffic was moving freely 
on the class rates and that it could bear such rates. They 
pointed out that on the crushed, ground or waste shells, valu- 
able as fertilizer, stucco dash and chicken grit, there was a 
rate of 13 cents from Muscatine and other points on the upper 
Mississippi River to Chicago, Milwaukee, Peoria and St. Louis 
and that that indicated that the class E rates in question, 
which were only slightly higher, were reasonable for applica- 
tion on shells valuable for button manufacture. 

The Commission said the movement of the traffic under 
consideration was rather sporadic, seasonal and .comparatively 
light. Shells, it said, were not shipped from and to the points 
concerned except for the manufacture of buttons and that they 
constituted a different commodity from the crushed, ground or 
waste shells, valuable only for fertilizer, stucco dash or chicken 
grit. 

Upon the present record, it said, it found the class E rates 
reasonable. It said the rate structure was in a chaotic condi- 
tion and should be promptly revised. 


CEMENT PLASTER RATES 


An order requiring the revision of rates on cement plaster, 
from Plasterco, Plasterco Junction and Hamlin, Tex,, not later 
than July 29, has been made in No. 15254, Texas Cement-Plaster 
Company vs. Alabama & Mississippi et. al., mimeographed. The 
destinations to which revised rates will apply are in the south- 
east. The Commission found the rates on cement plaster from 
the points of origin mentioned, to destinations in Alabama, 
Florida, Georgia, Kentucky, Mississippi and Tennessee, from and 
after July 1, 1922, unreasonable to the extent they exceeded, by 
more than 20 per cent, the rates in effect August 25, 1920. It 
found the rates to Meridian, Miss., and Middlesborough, Ky., un- 
reasonable from and after April 1, 1922. It found the rates to 
Florida unduly prejudicial to the extent they exceeded the con- 
temporaneous rates from Acme and Agatite and ordered the 
remove the undue prejudice. 


The complainant alleged the rates to the states mentioned 
unreasonable and in disregard of the aggregate of intermediates 
part of the fourth section. In addition it alleged the rates to 
Jacksonville and other points in Florida were unduly prejudicial 
and unduly preferential to the extent they exceeded those from 
Acme and Agatite. The Commission was asked to award repar- 
ation on shipments made on and after September 24 and to 
remove the undue prejudice. 


Dispute as to how the increases and reductions since June 
24, 1918, should have been made created the case, The Commis- 
sion said the complainant contended that the Morris combination 
rule should have been applied to the proportional rates to and 
the local rates from Memphis, and that the rates in effect at the 
time of the filing of the complaint were unreasonable to the 
extent they exceeded rates made in accordance with that kind 
of application of the rule. The allegation as to violation of the 
fourth section was based on the fact that on a shipment of 
40,000 pounds charges based on the locals to and from Memphis 
would be lower than charges based on the through rates. In 
disposing of the case the Commission said: 


Rates in the southeast on cement plaster were not revised at the 
time of the general revision of southeastern rates in conformity with 
our findings upon the carriers’ fourth-section applications and rates 
to basing points are still lower in certain cases than rates to inter- 
mediate points. The rate from Acme and Agatite to Jacksonville is 
now one-half cent lower than the rate from the same points to Macon 
and Columbus, Ga., intermediate points. The fourth-section de- 
partures are protected by applications not set for hearing with this 
case. 

There is no evidence that complainant suffered damage as a 
result of the lower rates to Florida points from Acme and Agatite than 
those paf@ by it. Its principal competition in Florida is with Plas- 
terco, Va., and other eastern points. There is no evidence as to the 
extent of movement to Florida from Acme or Agatite. On ship- 
ments to the southeast made by complainant it paid and bore the 
freight charges, as it sold the cement plaster f.o.b. destination. 


In Reduced Rafes, 1922, 68 I. C. C. 676, we found that on and 
after July 1, 1922, rates on inter-territorial traffic would be unjust 
and unreasonable to the extent that they might exceed by more than 
20 per cent the rates in effect immediately prior to August 26, 1920. 
We also found that where carriers earn specific amounts as their 
divisions or compensation out of joint rates or charges, such amounts 
shall be reduced in the same manner as provided for through 
rates or charges. In this case the basing rates used in the construc- 
tion of the through rates assailed have not indicated the divisions 
2 wee, carriers east and west of the Mississippi River since June 

“ 

We find that from and after July 1, 1922, such of the rates as- 
sailed as exceeded by more than 20 per cent the rates in effect on 
August 25, 1920, were unreasonable in the amount of such excess, 
but that except as follows the other rates assailed were not and are 
not unreasonable. 

We further find that the rates assailed to Meridian and Middles- 
borough, were unreasonable to the extent that they exceeded 33 and 
50 cents, respectively, during the period April 1, to June 30, 1922, in- 
clusive, and 29.5 and 45 cents, respectively, thereafter until July 21, 
1923, inclusive. We further find that the rates to Jacksonville and 
other Florida points subjected complainant to undue prejudice and 
disadvantage to the extent that they exceeded the rates contempo- 
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raneously applicable from Acme and Agatite to the same destinations, 
but that complainant has not shown damage as a result of such 
undue prejudice. 

We further find that complainant made shipments as described and 
paid and bore the charges thereon; that it has been damaged thereby 
in the amount of the difference between the charges paid and those 
which would have accrued at the rates herein found reasonable; and 
that it is entitled to reparation, with interest. Complainant should 
comply with rule V of the Rules of Practice. 


CANNED GOODS IN CRATES 


The Commission, in a report written by Commissioner Mc- 
Manamy, on I. and S. No. 2324, Classification Ratings on Canned 
Goods in Official Classification Territory, opinion No. 10335, 98 I. 
C. C., 166-77, has found justified the increases and reductions in 
less-than-carload ratings on various canned food products, in 
Official Classification Territory, except the proposed rating on 
corn-sirup jelly, in metal cans, pails, or tubs, in crates, and in 
metal cans, in barrels or boxes. The order requires, as to corn- 
sirup jelly, the establishment of ratings not exceeding Rule 26 
on that commodity packed in the manner indicated, not later 
than June 29. 

The Commission said the suspended schedules were filed by 
the carriers in purported compliance with its orders in Indian 
Packing Corporation vs. Director-General, 93 I. C. C., 400, and the 
cases considered therewith. In that case it found the less-than- 
carload ratings on certain foods, when in glass or earthenware 
packed in barrels or boxes, should not exceed the next numbered 
class above the ratings on the same foods when in metal cans 
in barrels or boxes. 

According to the report the proposed changes would bring 
about the classification relationships prescribed in the Indian 
Packing case. But, it said, that decision did not require any 
revision in the ratings on the commodities under consideration 
when shipped in crates. Such changes, however, were proposed 
to maintain the present general relationship and the question of 
the ratings to apply on goods in crates, instead of boxes or bar- 
rels, constituted a big part of the case arising from the proposed 
ratings. The general proposal was to increase the rating, on 
goods in crates, from third class to Rule 25. With Commissioner 
Campbell dissenting, the Commission disposed of the case as 
follows: 


Respondents’ evidence as to the proposed increases from third 
class to rule 25 on shipments in metal cans or other inner containers 
inclosed in crates is of a general nature. Since crates are inferior to 
boxes or barrels as shipping containers, they urge that the ratings 
should be somewhat higher on articles shipped in crates than on the 
same articles shipped in barrels or boxes. The present ratings 
on all of these commodities, except table sauces, for which there is 
no special provision for shipments in crates, and mincemeat, are 
higher when shipped in crates than when shipped in boxes, and 
the spread is wider than will obtain if the proposed ratings are 
permitted to become effective. Crates, it appears, are used only to 
a limited extent in shipping canned goods, and it seems to be the 
view of all parties that respondents’ proposals as to crated ship- 
ments should stand or fall by our decision as to boxed shipments. 

A box is a safer container than a crate. But presumably a crate 
is a cheaper container. Carriers have a right to insist upon proper 
packing, but they have no right to force the use of expensive con- 
tainers by imposing upon shipments less substantially packed rates 
which are materially higher than is warranted by the additional 
risk assumed when such inferior containers are used. The excess 
of the rule 25 over the third-class rates between points where the 
official classification governs is generally about 10 per cent, a smaller 
difference than exists between rates for any other two consecutive 
classes under that classification. We are not prepared to affirm on 
this record the principle that shipments in crates should uniformly 
be given a higher classification rating than shipments in boxes. The 
disposition which we shall here make of the specific proposals is in 
the light of the fact that, with but one exception, crated shipments 
of these commodities are now rated higher than boxed shipments, 
and in view of the narrow spread between the rule 25 and the third- 
class rates. 

Corn-sirup jelly is shown by the record to be a comparatively 
low-grade commodity. We find that the proposed increased ratings 
on that commodity have not been justified. 

We find that except as to the proposed increased ratings on corn- 
justiied the ratings proposed in the suspended schedules have been 

ustified. 

In view of our finding herein respecting corn-sirup jelly in 
metal cans in barrels or boxes, and under our findings in the Indian 
Packing case, a further reduction to third class will be necessary 
= that commodity in glass or earthenware packed in barrels or 

xes. 

An order will be entered vacating the order of suspension except 
as to the proposed increased ratings on corn-sirup jelly, and requir- 
ing the establishment of less-than-carload ratings in the official 
classification not to exceed rule 26 on corn-sirup jelly in metal cans, 
in barrels or boxes, and not to exceed third-class on corn-sirup jelly 


in metal cans, pails, or tubs, in crates, or in glass or earthenware, 
packed in barrels or boxes. 


COMMISSION REVERSES ITSELF 


The Commission, in a report on reconsideration in No. 13954, 
Alton Mercantile Association et al. vs. Alexandria & Western 
et al., mimeographed, reversed its denial of reparation in its 
former report, 95 I. C. C, 645, and awarded reparation, on ac- 
count of unreasonable rates on clean rice, from Memphis, and 
points in Arkansas, Louisiana, and Texas to points in Oklahoma 
to the extent they exceeded rates based on a mileage scale 
therein prescribed. It also denied fourth section relief, and de- 
nied reparation except in instances where the rates assailed 
exceeded the aggregates of intermediates. Complainants asked for 
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and obtain reargument on the question of reparation. The Com- 
mission said the complainants were Oklahoma consignees who 
paid the charges on the shipments and were not in the position 
of having their disadvantage under the higher rates to Oklahoma 
offset by any advantage in connection with lower rates from the 
origin points to other destinations. 

There was no evidence, said the Commission, of any change 
of conditions in the period covered by the complaint which would 
justify a conclusion that the rates found unreasonable for the 
future were not also unreasonable for the past. The general 
denial of reparation, it said, was based on the sole ground that, 
while reductions were required in the rate to Oklahoma, the 
denial of fourth section relief would probably necessitate in- 
creases in the rates to points beyond which were upon a basis 
lower than that prescribed to Oklahoma, so that the changes 
resulting from its findings would be of such a character as 
to fall within the class of general readjustments in connec- 
tion with which it had declined to award reparation in the 
past. It said the rates to points beyond Oklahoma were not 
in issue except in so far as the relationship between them 
and the rates to Oklahoma resulted in departures from the 
fourth section. It said the defendants, if they so elected, might 
undertake to comply, by observing the present rates to the more 
distant points as maxima at intermediate points. In disposing 
of the case, the Commission said: 


Upon further consideration we are of opinion, first, that the 
findings heretofore made in this case do not necessitate a general 
readjustment as that term is used in cases where it has formed 
the basis for a denial of reparation; and, second, that even though 
this case were considered as involving a general readjustment, rep- 
aration still would be proper under the principle announced in King 
& Co. vs. N. C. & St. L. Ry., 52 I. C. C. 481, where we said: 


‘While as a general rule awards of reparation will not be made 
where the rates affected have been the subject of a general read- 
justment, this does not apply where the rates charged exceed those 
found reasonable by such substantial amounts as to be intrinsically 
unreasonable under any adjustment.” 

We find that the rates assailed which, in the former report, were 
found unreasonable for the future to the extent therein specified, 
also were unreasonable during the period subsequent to June 30, 1922, 
to the same extent, and were unreasonable during the period August 
26, 1920, to June 30, 1922, inclusive, to the extent they exceeded rates 
made by adding to the rates upon the basis prescribed in the former 
report, the percentages of reduction required in Reduced Rates, 1922, 
68 I. C. C. 676. We further find that complainants, Alton Mercantile 
Company, Carrol-Brough-Robinson Company, Collins-Dietz-Morris 
Company, Hale-Halsell Company, Okmulgee Wholesale Grocery Com- 
pany, and Ridenour-Baker Mercantile Company paid and bore the 
charges on carload shipments of clean rice from and to points of 
origin and destination here under consideration during the riods 
referred to; that they were damaged to the extent of the difference 
between the charges paid and those that would have accrued on the 
bases found reasonable; and that they are entitled to reparation, with 


interest. Such complainants should comply with rule V of the Rules 
of Practice. 


ORANGE LUMBER RATES 


In a report on No. 14915, Orange Chamber of Commerce vs. 
Alexandria & Western et al., opinion No, 10328, 98 I. C. C. 101-11, 
written by Chairman Aitchison, upon a complaint assailing the 
rates on lumber to Orange, Tex., applicable to domestic, export 
and coastwise movement, from various points in Louisiana, and 
to export and coastwise movement from various points in Texas 
the Commission found, with exceptions, the rates assailed from 
points on the Gulf, Colorado & Santa Fe and the Kansas City 
Southern system lines, unduly prejudicial to Orange and unduly 
preferential of Beaumont. The undue prejudice is to be removed 
not later than July 1. It further found that the export rates on 
the International-Great Northern complained of were unreason- 
able to the extent they exceeded the rates from the same points 
to Orange contemporaneously applicable to the movement of 
domestic lumber. It said that to the extent indicated the rates 


assailed were not unreasonable, unduly prejudicial or otherwise 
unlawful. 


Interventions were filed by the Beaumont Chamber of Com- 
merce in opposition to equalization of Orange and Beaumont. 
The Lumbermen’s Association of Texas supported the complaint 
and Houston interveners opposed reductions unless correspond- 
ing reductions were made to Houston. In disposing of the case 
the Commission said: 


Upon this record we find that the export and coastwise rates on 
lumber to Orange from points on the Kansas City Southern system 
lines southwest of De Quincy, La., and from points Kirbyville, Tex., 
and south on the line of the Santa Fe extending between that point 
and Port Bolivar, Tex., and from Milvid, Tex., and points east on the 
line of the Santa Fe extending between Somersville and Silsbee, Tex., 
also the domestic rates to Orange from points in Louisiana on the 
Kansas City Southern system lines southwest of De Quincy, La., 
are and for the future will be unduly prejudicial to Orange and 
unduly preferential of Beaumont to the extent that they exceeed or 
May exceed, by more than 2 cents, the rates on like traffic contem- 
poraneously maintained to Beaumont; that from all other points on 
the lines of these carriers the export and coastwise rates on lumber 
to Orange from points in Texas, and the export, coastwise, and do- 
Mestic rates to Orange from points in Louisiana are and for the 
future will be unduly prejudicial to Orange and unduly preferential 
of Beaumont to the extent that they exceed or may exceed the rates 
on like traffic contemporaneously maintained to Beaumont; and that 
the export rates from points on the International-Great Northern to 
Orange are, and for the future will be, unreasonable to the extent 

at they exceed or may exceed the rates from the same points to 
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ba ay contemporaneously applicable to the movement of domestic 


We further find that, except to the extent indicated in the next 
preceding paragraph, the rates assailed are not unrasonable or un- 
duly prejudicial. This finding is without prejudice to subsequent 
modification in the event that the revisions referred to are not made 
as contemplated by defendants and the matter is brought to our 
attention in an appropriate manner. 


LAMBS FROM MONTREAL 


The Commission has dismissed No. 15180, Swift & Co. et al. 
vs. Grand Trunk of Canada et al., mimeographed, finding the 
charges on sheep and lambs from Montreal, in double-deck cars, 
to New York and Somerville, Mass., not unreasonable. The com- 
plaint alleged the rates and minima were unreasonable. It asked 
for rates, minima and reparation. At the time of the hearing 
the rate to New York over the short line route was 50 cents on 
a minimum of 22,000 pounds, in double-deck cars 36 feet and 7 
inches and under; over the longer New York Central route, 70 
cents on an 18,000 pound minimum; to Boston (Somerville); 51 
cents, 22,000 pounds minimum. The rates over the short lines were 
joint commodity rates, equivalent to fourth class, and third class 
over the New York Central route. The rates sought were fifth 
class of 44 cents to Somerville, and 41.5 to New York, 18,000 mini- 
mum in each case. In justification of the request for the fifth 
class rate the complainants said the Commission’s decision in 
Eastern Livestock Case, 36 I. C. C. 675, approved rates approxi- 
mating fifth class for application in central, trunk line and New 
England territories. 

A motion to dismiss made at the hearing, on the lack of 
jurisdiction ground, the Commission said, was properly overruled 
on the authority of the International Nickel, and United Paper- 
board cases, 66 I. C. C. 627 and 74 I. C. C., 733. However, it said, 
that question, in this case, was an academic one, because it 
was of the opinion that the rates charged on the shipments made, 
comparatively few in number, were not unreasonable. While 
it was true, it said, that the 22,000 pound minimum appeared to 
be excessive, it must not be overlooked that the minimum was 
a part of the rate and in order to entitle the complainants to 
reparation it must be found that they had paid unreasonable 
charges on their shipments. To forbid the carriers to participate 
in a joint rate carrying a minimum in excess of 18,000 pounds 
would possibly result in the application of a combination to and 


from the border undoubtedly in excess of the charges accruing 
under the joint rates. 


COMPRESS CHARGE ABSORPTION 


An order of dismissal has been entered in No. 16071, W. D. 
Haas & Co. vs. Director-General, mimeographed, on a finding 
that the defendant’s failure to absorb, out of the applicable rates, 
the entire compress charge, on various shipments of cotton 
originating and forwarded from Jonesboro, Pine Prairie, and 
Marmou, La., points on the Rock Island, compressed at Alex- 
andria, La., and reshipped over the Texas & Pacific, to New 
Orleans, was not unreasonable. The shipments were made be- 
tween August 31 and December 13, 1918. They were reshipped 
in the following December and January. The charge was fifteen 
cents per bale. The allegation was that the charges resulting 


from failure to absorb the entire compress charge were unjust 
and unreasonable. 


The Rock Island agent at Alexandria, apparently, the report 
said, refunded 10 cents per bale and enough to protect the 
through rates. The Director-General declined to make refund 
because the cotton was moved, he said, without recognition of 
the carriers’ privilege of compression, as compression charges 
were arranged for and paid by the shipper or consignee, and 
further - because the cotton was not re-delivered to the Rock 
Island in accordance with the terms of the tariffs granting rates 
with privilege of compression. He said the refund made by the 
Rock Island agent at Alexandria was made without reference to 
the claim department and apparently without authority, and 
that, therefore, the shipments were undercharged by the amount 
of the refund. The complainant contended, among other things, 
that the failure of the carriers to notify it of changes in the 
rates, rules and regulations governing the haul of cotton, re- 
sulted in the unjust charges. The Commission said there were 
no changes that would affect the situation involved, after say- 
ing there was no duty on the carriers to notify or advise the 
shippers, other than filing and posting the tariffs. 


RATES ON CANNED TOMATOES 


A finding of unreasonableness and an award of reparation 
have been made in No. 15707, Sugar Brothers Co. Ltd. vs. Penn- 
sylvania et al, mimeographed, as to a combination rate of 99 
cents on two carloads of canned tomatoes, shipped, in September 
and November, 1922, from Berlin and Conowingo, Md., to Mon- 
roe, La. The Commission said it was unreasonable to the extent 
it exceeded a joint commodity rate of 68.5 cents applicable to 
more distant points and authorized the waiving of undercharges. 
The shipments were made as directed by the shippers. The 
latter were under the impression that the 68.5 cent rate applied 
over the rail-and-water route indicated by them; but it did not. 
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Instead a combination in the amount mentioned, based on Sib- 
ley, La., was applicable. The Commission said the addition of 
a rate of 30.5 cents for a 70-mile haul beyond Sibley seemed dis- 
proportionate. The report also covers a sub-number, Monroe 
Grocery Co. Ltd. vs. Same. 


GASOLINE FOUND OVERCHARGED 


A finding of overcharge and a direction to refund have been 
made in No. 15359, Cosden & Company et al vs. Lake Erie & 
Western et al, mimeographed, as to five carloads of gasoline 
shipped from Tulsa, Okla., to Rochester, Ind., in March, April 
and May, 1923. The complaint alleged the charges were unlaw- 
ful to the extent they exceeded those which would have accrued 
at a rate of 49 cents. The rate imposed was 51.5 cents. The 
Commission found that 50.5 cents was the proper combination, 
based on Chicago, and not, as contended by the complainant, on 
Peoria. The Commission said that the Peoria combination which 
the complainant contended was 49 cents, was 54.5 cents. The 
railroads were willing, the report said, to refund to 50.5 cents. 


WOODEN WAGON BOW RATES 


A finding of unreasonableness, an award of reparation and 
an order establishing a new rate not later than July 6, have 
have been made in No. 16056, Fort Smith Rim & Bow Company vs. 
Baltimore & Ohio et al., mimeographed, the Commission finding 
the applicable rate of $1.21 per 100 pounds on wooden wagon 
bows unreasonable to the extent it exceeded or may exceed 
94.5 cents, the case being caused by the application of a class 
rate of $1.44 to one carload shipped, in April, 1923, from Colum- 
bus, O., to Sherman dnd Stamford, Tex., both common points, 
and the applicable commodity rate of $1.21 to another. The 
carriers admitted the first constituted an overcharge. The com- 
plaint alleged the rates were unjust, unreasonable, unjustly 
discriminatory and unduly preferential to the extent they ex- 
ceeded the rates contemporaneously applicable on lumber. The 
rate of 94.5 cents prescribed for the future and used as a basis 
for reparation applies on “wagon wood, not otherwise specified.” 


LIVE STOCK REPARATION 


Reparation has been awarded in No. 16140, George R. Barse 
Live Stock Commission Company vs. Director-General, the Com- 
mission finding the charges assessed on 32 mixed carloads of 
live stock from various points in Texas to North Fort Forth, 
Tex., shipped between May 4, 1918, and February 25, 1919, were 
inapplicable. The charges, the Commission found, were in ex- 
cess of the basis for mixed carloads. The Director-General 
sought to invoke the undisclosed principal rule against recovery 
by the commission merchants. The Commission said that the 
contention of invalidation was precluded by its decision in Mis- 
souri Portland Cement Co. vs. Director-General, 88 I. C. C. 
492. In that case the complainant was the consigner of the 
shipments. It paid the freight charges in the first instance and 
collected them from the consignees. The Commission, in award- 


ing reparation, found that the complainant had a right to bring 
the action. 


FLOUR IN ROPE PAPER BAGS 


A finding of undue prejudice and preference and an order to 
remove the undue prejudice not later than July 20 have been 
made in No. 14905, Rope Paper Sack Bureau vs. Alabama & 
Vicksburg et al., mimeographed. No exceptions were taken to 
the proposed report of the examiner but the Commission reached 
conclusions somewhat differing from his recommendations. It 
found rates and ratings on grain flour N. O. I. B. N., edible flour 
N. O. I..B. N., and corn meal, in rope-stock paper bags, in car- 
loads and less than carloads, when carried under tariffs governed 
by the Southern Classification, and in less than carloads when 
carried under tariffs governed by the Western Classification un- 
justly discriminatory, unduly prejudicial and unduly preferential 
of similar shipments of the like commodities in cloth bags. 

The order requires the establishment of rates and ratings 


no higher than those contemporaneously maintained on the same 
commodities when in cloth bags. 


SAND CASE REVERSED 


The Commission, with Commissioners Eastman and Mc- 
Manamy dissenting, has reversed the finding in the original re- 
port, 85 I. C. C. 412, in No. 14055, Charles Boldt Glass Company 
vs. Chicago, Burlington & Quincy et al., mimeographed, the pres- 
ent holding being that the rates on silica sand, from Ottawa, 
Ill, to Carrel Street station, Cincinnati, in connection with the 
Pennsylvania lines, were not unreasonable. It has dismissed the 
complaint. 

The report also covers I. and S. No. 2114, Silica Sand From 
Points in Illinois and Iowa to Cincinnati. It held in respect of 
the proposed rates representing ificreases to the same basis in 
connection with other lines that they had been justified, vacated 
the orders of suspension and discontinued the proceeding. 

In the original report the division that handled the case 
found the rates unreasonable to the extent they exceeded $2.78 





Vol. XXXV, No. 21 


prior to July 1, 1922, and $2.50 thereafter, per net ton, and 
awarded reparation. Those rates represented reductions from 
$3.22 and $2.90. The Pennsylvania was the only defendant east 
of Illinois in the original case. The order ran against it alone. 


The tariff publishing agent, however, in filing tariffs, made the - 


Baltimore & Ohio and the Big Four parties thereto, the new 
rates being effective over routes not involved in the origina] 
order. The agent then filed tariffs restricting the application 
of the reduced rate of $2.50 to the Pennsylvania line. Upon 
protests they were suspended. Carriers and shippers, on further 
hearing, the report said, agreed that the rates via all routes 
should be the same. The Commission considered rate exhibits 
and came to the conclusion that the prior decision should be 
reversed and the effort to restore the old rates approved. 


BARRED BY THE STATUTE 


The Commission has dismissed No. 16306, Lasker & Bern- 
stein vs. Director-General, mimeographed, on a finding that the 
claim for reparation on two carloads of imported potato starch, 
shipped in May and June, 1918, from Seattle, Wash., to New 
York was barred. The Commission said the informal filing was 
plainly a claim for refund on account of overcharges. It held 
that there was no claim of unreasonableness and that even un- 
der the Commission’s liberal practice, it could not read into a 
complaint an issue that was not there. It pointed-out that the 
complainant cited a conference ruling, in its informal complaint, 
that defined overcharges and that therefore the informal filing 
was on the ground of an overcharge. 


AUTO HEATER NOT AN AUTO PART 


The Commission has dismissed No. 16092, Western Auto 
Supply Agency of Los Angeles, Calif., vs. Chicago, Burlington & 
Quincy et al., mimeographed, finding that a first class rate of 
$5.10 assessed on boxes of automobile heaters included in car- 
loads of automobile parts was applicable and had not been 
shown to be unreasonable. The complainant contended for the 
application of a commodity rate of $2.21 applied on the automobile 
parts in.the shipments, the contention of the complainant being 
that the heaters were “metal automobile parts.” The Commis- 
sion said the complainant interpreted the commodity item relat- 
ing to metal automobile parts as unrestricted, the only qualifica- 
tion being that a part must be of metal. The railroads took the 
position that an automobile heater was not an automobile part 
such as was contemplated by the provisions of the classifications 
and tariffs. They said a part, in the trade, was generally under- 
stood to mean only to those articles used in repairs and replace- 
ments which were common to practically all makes and designs 
of cars, whereas “accessory” was used to denote those refine- 
ments which might be added to an automobile, depending largely 
upon the taste and financial ability of the owner. 


SHELL CASE DISMISSED 


The Commission has dismissed No. 15333, Pioneer Pearl 
Button Company vs. Nashville, Chattanooga & St. Louis et al. 
mimeographed, finding that a rate of $10.45 per net ton, charged 
on four carloads of mussel shells from Hobbs Island, Ala., to 
Oswego, Kan., shipped on October 22, 1921, not unreasonable or 
unduly prejudicial. The complaint alleged it was unreasonable 
and unduly prejudicial and asked for a proper rate for the fu- 
ture, and reparation. 


PEA HULLER RATINGS 


In No. 15642, Star Pea Huller Company vs. Cincinnati, New 
Orleans & Texas Pacific et al., mimeographed, the Commission 
dealt with questions of ratings to be applied engine power pea 
hullers. It came to the conclusion that the less-than-carload 
ratings applied under Western and Southern Classifications on 
given types of hullers were inapplicable and the applicable 
ratings unreasonable. lLess-than-carload ratings in Southern 
and Western Classifications in other types were found not un- 
reasonable. The types involved were stationary and movable 
engine power hullers. The findings, to be made effective not 
later than July 15, were as follows: 


We are of opinion and find that the applicable ratings on com- 
plainant’s type-B hullers are not unreasonable and that the appli- 
cable less-than-carload rating of double first class on complainant’s 
type-C hullers, set up, under the Southern and Western Classifications, 
is, and for the future will be, unreasonable to the extent it exceeds, 
or may exceed, one-and-one-half times first class. 

Of the undercharges outstanding on complainant’s past shipments 
of hullers of this type, being the difference between the first-class 
rates erroneously assessed and the double first-class rates applicable, 
defendants should waive collection of that portion representing the 
excess of the double first-class rates over the rates of one-and-one-half 
times first class found reasonable herein; and the remaining portion 
should be collected. In readjusting the charges to this basis the 


provisions of rule 29 of the classification should, of course, be ob- 
served wherever applicable. 


SCRAP STEEL REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 15304, Briggs & Turivas vs. Chesapeake 
& Ohio et al., as to the rates on scrap: metal, in carloads, from 
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Penniman, Va., to Chester, Latrobe, and Vandergrift, Pa., and 
Massillon, O., and the charges collected thereunder on shipments 
between March 1, 1920, and January 31, 1921. The Commission 
said the rates were unreasonable to the extent they exceeded 
the contemporaneous commodity rates from Williamsburg, Va. 
Commissioner Cox dissented but did not say why. 


UNDUE PREJUDICE FOUND 


A finding of undue prejudice and an order to remove it not 
later than July 20 have been made in No. 15285, Allen Manufac- 
turing Company et al. vs. Nashville, Chattanooga & St. Louis et 
al., mimeographed, as to the rate on stoves and ranges, less- 
than-carloads, from Nashville to Virginia Cities. The Commis- 
sion said it was not unreasonable but that for the future it would 
be unduly prejudicial to the extent it might exceed the rate con- 
temporaneously maintained from Birmingham, Ala., to the same 
destinations. 


COMBINATION RULE CASE 


The Commission, in No. 15322, Standard Oil Co. (California) 
vs. Director-General, Atchison, Topeka & Santa Fe et al., mimeo- 
graphed, has found that shipments of gasoline and other petro- 
leum products, from Sugar Creek, Mo., and El Segundo, Calif., 
to Blythe, Calif., made at various times in the period of federal 
control, were overcharged and awarded reparation.. The ship- 
ments moved over the Santa Fe to Blythe Junction and over the 
California Southern to Blythe, When the shipments moved the 
first mentioned was under federal control, but the California 
Southern was not. 

The Santa Fe tariff carried the rule for making rates by 
combination intended to bring into play only one increase, in 
this instance the 4.5-cent increase substituted by the Railroad 
Administration for the 25 per cent increase, in so far as ship- 
ments of petroleum and its products were concerned. The Cali- 
fornia Southern tariff carried no such rule nor did either of the 
tariffs refer to the other. 

According to the Commission’s report, the only question for 
determination was whether the charges were illegal, the com- 
plainant having alleged that they were in excess of the applica- 
ble rates, to the extent they exceeded rates made in accordance 
with the basis held out by the Santa Fe. It said the precise 
question raised in this case was passed upon in Standard Oil 
Co. vs. Director-General, 74 I. C. C. 188. Following that case 
and upon this record, the Commission found the applicable rates 
were those in effect May 25, 1918, or June 24, 1918, as the tariffs 
of the Santa Fe provided, plus 4.5 cents per 100 pounds, and 
that the complainant was entitled to reparation, with interest. 


INCREASES NOT JUSTIFIED 


The Commission, in I. and S. No. 2373, plumbers’ goods from 
Mississippi ‘River crossings to Oklahoma City, mimeographed, 
found not justified, proposed increased proportional rates on 
china or earthenware, plumbers’ goods, carloads, to Oklahoma 
City, from upper Mississippi River crossings, on traffic originat- 
ing at Trenton, N. J. 

The Missouri-Kansas-Texas, the report said, assumed the 
burden of justifying the proposal to increase the 89.5 rate to 
$1.455, It said the lower rate was published, in February, 1923, 
on an erroneous basis, on the theory of equalizing rates via all 
crossings by making the lowest combination controlling. The 
witness said the Louisville combination was the lowest upon 
which to construct the proportional. He said the balance of 
the Louisville combination after deducting the fourth class rate 
of 77 cents from Trenton from the rates to the upper Mississippi 
crossings would give the proper proportional. The Commission 
said the claim of error was the sole justification offered. It said 
the Crane Company, the protestant, showed that the proposed 
proportional would create violations of both parts of the fourth 
section; that it would exceed the local rate of $1.145 from St. 
Louis territory on competitive commodities and that undue preju- 
dice to plumbers’. earthenware would result. 


RIVETS NOT SCRAP STEEL 


The Commission has dismissed No. 15475, Alaska Junk Co. 
vs. Spokane, Portland & Seattle, on a finding that the rate on 
scrap steel for remelting purposes only, was not applicable on 
shipments of steel rivets, from Vancouver, Wash., to Portland, 
Ore., left over when war-time shipbuilding at Vancouver came 
to an end, The Commission held the rivets were not scrap 
steel having value for remelting purposes only. The allegation 
was that the rates applied were in excess of the applicable rates 
and in violation of the aggregate of intermediates of rates on 
scrap. The Commission found there were undercharges out- 
standing. The Commission said one of the complainants ad- 
mitted that had there been a market, the rivets would have been 
sold as rivets, instead of as scrap steel. 


SHINGLE CASE DISMISSED . 


The Commission has dismissed No. 16043, C. A. Mauk Lum- 
ber Co. vs. Director-General, mimeographed, finding rates on 
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shingles, in mixed carloads, with lumber, from Pacific coast 
points and from Stoltz Mill, B. C., to Toledo, O., between June 
11 and December 29, 1919, over routes in which the Manistique 
& Lake Superior, a subsidiary of the Ann Arbor, was a par- 
ticipant, are not unreasonable. The complaint alleged the rates 
were unjust and unreasonable. The shipper routed via the Man- 
istique & Lake Superior in an effort to assure itself of the ben 
efit of Ann Arbor transit arrangements at Toledo. The rates 
via that route were higher, until December 31, 1919, when they 
were made the same, The Commission said the transit arrange- 
ment did not require routing over the Manistique. It said it 
had frequently found that the prevalence of lower rates over 
other routes and the subsequent reduction of the rates over the 
routes used were not sufficient in themselves to show the un- 
reasonableness of the previous rate. 


CANNED GOODS ‘RATES 


The Commission has dismissed No. 15891, H. G. Prince & 
Co. et al. vs. Southern Pacific, mimeographed, finding that rates 
on canned goods, carloads, from Hayward and San Leandro, 
Calif., to Oakland, Calif., for reshipment by water, to interstate 
destinations, not unreasonable. The allegation was that they 
were unjust and unreasonable. The prayer was for just and 
reasonable rates and reparation. The case involved the rates 
made for short hauls, state and interstate, in California, to move 
cars partly loaded with canned goods from one point to another, 
to complete loading, particularly a 7-cent rate from Hayward to 
Oakland, except on pickles, intrastate, on which there is ap- 
plicable a rate of 3.5 cents. The Commission said that whether 
the Southern Pacific was justified in maintaining a lower raté 
from Hayward to Oakland on intrastate movements of pickles 
could not be determined on this record. 


MISROUTING REPARATION 


Reparation has been awarded in No. 15804, Florence Cham- 
ber of Commerce vs. Norfolk Southern et al., mimeographed, on 
account of misrouting. The Commission found that the rate ap- 
plicable on five carloads of second-hand refrigerators over the 
route specified by the shipper, from Camp Dix (Wrightstown), 
N. J., to Sheffield, Ala., was not unreasonable. It found, how- 
ever, that the Union Transportation Company, lessee of the 
Pennsylvania & Atlantic, the originating carrier, misrouted the 
shipment, causing the application of a rate of $1.36 instead of 
the one of $1.315 applicable over the route specified by the 
shipper. The latter, however, contended for a rail-and-water 
rate of $1.22. The Commission, however, said it was entitled 
to reparation to the basis of the route specified but not used. 


REPARATION ON SCRAP IRON 


An award of reparation, based on a finding of unreasonable- 
ness, has been made in No. 16015, Sam Karnowsky vs. Cincinnati, 
Indianapolis & Louisville et al., mimeographed, the Commission 
finding rates on scrap iron, from Rensselaer, Ind., to St. Joseph, 
Benton Harbor and Bridgman, Mich., unreasonable and unduly 
prejudicial, to the extent they exceeded or may exceed $2.39 
per long ton. The Commission said the record did not warrant 
an award ef reparation on account of the undue prejudice. It 
said a charge of $2.70 for reweighing should be refunded, the 
reweighing showing the car was billed at 1,500 pounds more 
than it weighed. A sixth class rate of $3.20 per ton was assessed. 


REPARATION ON COTTON 


A finding of unreasonableness and an award of reparation 
have been made in No. 12293, W. L. Moody Cotton Company vs. 
Director-General, International & Great Northern et al., mimeo- 
graphed, as to rates and the charges thereunder, from Fouke, 
Womble, Amity and Gurdon, Ark., to Galveston, Tex., on ship- 
ments of uncompressed cotton made in 1918, 1919 and 1920. The 
report also covers No. 13555, Same vs. Director-General et al. 
The complaint alleged the rates were unreasonable, unduly pref- 
erential and in violation of the fourth section. 

The complaints, the Commission said, were filed by the com- 
plainant in its own name and in its own behalf without allegation 
that it was acting in a representative capacity. The shippers, it 
said, were not made parties. The complainant contended it was 
entitled to reparation by reason of documents, which, it claimed, 
were assignments. The documents, in terms, authorized the com- 
plainant to handle the reparation claim. 

Upon the authority of Missouri Portland Cement Company 
vs. Director-General, 88 I. C. C., 492, and upon the record in this 
case, the Commission found the rates unreasonable to the extent 
they exceeded 90 cents from Womble and Amity, 85 cents from 
pe ca and 75 cents from Fouke, and awarded reparation on that 

asis. 

Commissioners Hall and Lewis concurred in this decision 
because of the binding force of the Missouri Portland Cement Com- 
pany case but for no other reason. They dissented in that case 
and in their concurrence in this one they again called attention 
to the fact that they did not agree with their colleagues in the 
case now cited and regarded as controlling. 
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M. & N. A. DIVISIONS CASE 


Applying its understanding of the decisions of the Supreme 
Court of the United States in the New England Divisions Case, 
261 U. S. 274 and the Orient Divisions Case, 265, U. S. 274, the 
Commission, in No. 13345, In the Matter of Divisions of Joint 
Rates, Fares, and Charges on Traffic Interchanged between Mis- 
souri and North Arkansas Railway Company and Its Connec- 
tions, opinion No. 10330, 98 I. C. C. 119-50, found, on further 
hearing, that carriers other than direct connections, which 
united in publishing the interstate joint rates applying to, and 
which participated in transporting certain of the traffic in- 
terchanged, were not necessary parties in a proceeding to de- 
termine the divisions of such joint rates between the Missouri 
& North Arkansas and each of its immediate connections. 

The Commission reaffirmed the finding in the original report, 
68 I. C. C. 47, that the Missouri & North Arkansas was a public 
necessity in its entirety. It further found, upon consideration 
of the reports of respondent carriers showing fully their ex- 
perience in handling the interchanged traffic and in dividing the 
revenues in accordance with the divisions prescribed in the 
original report, that the divisions then prescribed were and for 
the future would be just, reasonable and equitable. 

Since the original report in this case was made the Supreme 
Court of the United States has disposed of the two divisions 
cases before mentioned. In them, according to the understand- 
ing of the Commission, the court disposed of several conten- 
tions made by the carriers involved in this case, particularly 
of the one that all participants in joint rates had to be made 
respondents in a divisions case such as this one, and the equit- 
able share for each in each joint rate determined. The Supreme 
Court held that was not necessary. In deciding the case on 
this further hearing, ordered in 1923, the Commission said: 


Upon consideration of the entire record in this proceeding we 
find that the divisions of interstate joint freight rates on traffic 
originating or terminating at stations on the line of the Missouri and 
North Arkansas, and interchanged prior to March 1, 1922, between 
the Missouri and North Arkansas and its immediate connections, 
were unjust, unreasonable, and inequitable. We find further that 
the divisions which we prescribed in the original report and order 
herein are, and for the future will be, just, reasonable, and equitable 
divisions of the interstate joint freight rates applying to traffic in- 
terchanged between the Missouri and North Arkansas and the eight 
other respondent carriers herein, excluding that traffic as to which 
the Missouri and North Arkansas serves solely as an intermediate 
carrier. 


If it shall hereafter appear that in special instances the divisions 
hereinbefore prescribed and now approved operate unjustly, inequi- 
tably, or otherwise unreasonably to the injury of any carrier partici- 
pating in a joint rate with the Missouri and North Arkansas, such 
situations may be called to our attention by appropriate proceedings 
to the end that we may afford such relief as we may find warranted. 
No order will be entered at this time. 


Commissioner Hall dissented and wrote his views to the 
general effect that his colleagues had taken unwarranted liber- 
ties with the opinions of the Supreme Court. He deemed the 
work of the majority a labored one, as if it had had difficulty 
in finding ground upon which to base what it decided. In con- 
clusion he said: 


From this labored report I can draw no assurance that “any one 
of the eight immediate connections, to say nothing of other partici- 
pants in the joint rates, will receive out of those joint rates its just, 
and fair, and equitable share as compensation for its share of the 
transportation service rendered under those rates, and without some 
reasonable assurance that we are discharging this duty I can not take 
part in the conclusions of the majority. 


COMMISSION ORDERS 


The Phillips Petroleum Company and General Chemical Com- 
pany have been permitted to intervene in No. 13535 (and con- 
solidated cases), Corporation Commission of Oklahoma vs. Aber- 
deen & Rockfish R. R. et al. 

The Mobile Chamber of Commerce and Business League has 
been authorized by the Commission to intervene in No. 16572 
(Sub-No. 2), New Orleans Joint Traffic Bureau vs. Aberdeen & 
‘Rockfish R. R. et al. 

The Lawrence Portland Cement Company and the Port of 
New York Authority have each been authorized to intervene 
in No. 16721, the Central Railroad Co. of New Jersey vs, N. Y. 
N. H. & H. R. R. et al. 

The Cincinnati Chamber of Commerce and Merchants’ Ex- 
change has been permitted to intervene in No. 16746, Independent 
Slaughterers’ Association et al. vs. N. Y. C. R. R. et al. 

The Charleston Traffic Bureau and the Southern Traffic 
League have been permitted to intervene in No. 16900, Atlantic 
Cotton Association et al. vs. A. C. & Y. Ry. et al. 

The St. Joseph Grain Exchange has been permitted to in- 
tervene in No, 16929, the Arkansas City Milling Company et al. 
vs. A. & V. Ry. et al. 

The Railroad and Warehouse Commission of the State of 
Minnesota has been permitted to intervene in No. 16981, Board 
- : & 3  hememean of South Dakota vs. Ahnapee & Western 

y. et al. 


The Commission has reopened its proceedings in No. 14760 
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(and consolidated cases), Parkersburg Rig & Reel Company ys, 
Cc. R. I. & P. Ry. et al., for further oral argument. 

Upon the complainant’s request, No. 14886, Black Steel & 
Wire Company vs. Santa Fe et al., has been reopened for further 
hearing. 

Upon the defendant’s request, No. 15552, J. K. Dering Coal 
Company vs, C. C. C. & St. L. Ry., has been reopened for further 
argument. 

The Commission’s proceeding in No. 15659, Texas Company 
et al. vs. K. C. S. Ry. et al., has been reopened for further con- 
sideration on the record as made. 

The Commission has denied rehearing or reargument in No. 
— Peerless White Lime Company et al. vs. C. & E. I. Ry. 
et al. 

The Commission has denied the defendant’s petition for 
modification of the report in No. 13933, Warren Construction 
Company vs. Great Northern Pacific S. S. Co. et al. 

The complainant’s petition for rehearing in No. 15418, Ma- 
loney Tank Manufacturing Company ys. C. & E. I. Ry. et al. 
has been denied. 

The Commission has denied rehearing in I. and S. No. 2200, 
switching at Kansas City, Mo., and related points, as requested 
by the Chicago & Alton R. R. Co. and its receivers. 

The Western Union Telegraph Company has been author- 
ized by the Commission to intervene in Valuation No. 409, in re 
Paris & Great Northern Railroad Company; Valuation No. 410, 
in re Arkansas Central Railroad Company; Valuation No. 417, in 
re the New York & Long Branch Railroad Company; and Valua- 
tion No. 425, in re the Cincinnati, Lebanon & Northern Railway 
Company. 

The Commission’s proceeding in Finance No. 2210, in re 
application of the Kansas City Northwestern Railway Company 
for a loan, has been reopened for argument. 

The Commission has denied Agent J. H. Glenn’s petition for 
modification of fourth section order No. 9078, in re class rates 
between Savannah and Brunswick, Ga., and points in Georgia. 

The Commission has authorized the defendants in No. 14454, 
Wyoming Coal Company et al. vs. Virginian Railway Co. et al, 
and No, 13832, Gulf. Coal Company vs. Same, to establish rates 
in compliance with its order on one day’s notice instead of the 
thirty days’ notice originally prescribed, and extended the effec 
tive date of its order to and including June 1, 1925. 

The Cement Products Company has been permitted to in: 
tervene in No. 16479 (and Sub-No. 1), Southern Sewer Pipe 
Works vs. L. & N. R. R. et al. 

The Red River Lumber Company, Larsson Traffic Service 
and California Redwood Association have been authorized to 
intervene in No. 16778, W. M. Cady Lumber Company et al. vs. 
Apache Railway et al. 

The Louisville Board of Trade has been permitted to inter. 
vene in No. 16809, Carson, Pirie, Scott & Company et al. vs. 
Santa Fe et al. 

The Texas Portland Cement Company has been permitted 
to intervene in No. 16836, Oklahoma Portland Cement Company 
va. ©. H. L..& G. Ry. et al. 

The West Virginia Pulp & Paper Company has been author: 
ized by the Commission to intervene in No. 16849, New England 
ey & Pulp Traffic Association et al. vs. Maine Central R. R 
et al. 

The Southern Minnesota Mills have been authorized to in- 
tervene in No. 16982, Minnesota-Dakota Transit Millers vs. Ann 
Arbor R. R. et al. 

The Louisville Board of Trade has been authorized by the 
Commission to intervene in No. 16746, Independent Slaughterers’ 
Traffic Association et al. vs. N. Y. C. R. R. et al. 

The Chicago Association of Commerce and the Peoria As- 

sociation of Commerce have each been permitted to intervene 
in No. 16913, The Chamber of Commerce of Kansas City, Mo., 
et al. vs. Aberdeen & Rockfish R. R. et al. 
, The Western Union Telegraph Company has been author- 
ized to intervene in Valuation No. 435, In re Louisville Bridge 
& Terminal Railway Company, Valuation No. 43, The Wheeling 
Terminal Railway Company, and Valuation No. 487, In re The 
Dayton Union Railway Company, but has been denied leave to 
intervene in Valuation No. 433, In re Waynesburg & Washington 
Railroad Company. 

The time prescribed by the Commission in its certificate 
and order in Finance No. 3183, within which the Beaver, Meade 
& Englewood Railroad Company was to complete the construc- 
tion of an extension to its line of railroad, has been extended to 
and including December 31, 1926. 


CHANGES IN DOCKET 


Argument in No, 15559, Western Indiana Gravel Company 
vs. N. Y. C. & St. L. R. R. et al., assigned for May 19, at Wash- 
ington, D. C., was postponed to a date to be hereafter fixed. 

Argument in No. 14429, Continental Oil Company vs. Di- 
rector-General, assigned for May 20, at Washington, D. C., was 
canceled. 

I. and S. No. 2385 (first supplemental order), grain and 
grain products between C, F. A. points, was set for hearing in 
Chicago, before Examiner Koebel, May 22. 


es 
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SECOND UNFAVORABLE REPORT 


Attorney-Examiner C. BE. Boles and Engineer-Examiner E. 
Gray have recommended, in finance docket No. 4226, Proposed 
Construction by the Owensboro, Rockport & Chicago, a finding 
that public convenience and necessity have not been shown to re- 
quire the construction of a railroad in Daviess county, Kentucky, 
and Spencer, Warrick, Pike, Dubois and Daviess counties in In- 
diana. The line proposed would extend from Owensboro, Ky., 
to Elnora, Ind., a distance of approximately 84 miles. 

Hearings were held by the Indiana commission. In the fall 
of 1924 it recommended the issuance of a certificate. The fed- 
eral examiners advised to the contrary. At the request of the 
applicant a further hearing was held, also by the Indiana com- 
mission. It repeated its favorable recommendation, while the 
federal examiners notwithstanding the further testimony, have 
recommended the finding hereinbefore set forth. The Louisville, 
Henderson & St. Louis opposed the application, in its answers 
to the Commission’s questions, but it did not ask to be heard on 
the subject. The project involves the construction of a combined 
highway and railroad bridge. 

The estimated cost of the road and equipment is $6,767,096, 
which includes $2,1259000 for the bridge over the Ohio, $850,000 
for equipment and $460,300 for electric installation. The esti- 
mated cost of track, $11,000 per mile, the examiners said, was a 
low figure if there were to be any ballast. The electric installa- 
tion estimate was $5,500 per mile. The examiners said the 
equipment proposed probably would cost $2,500,000 and the cost 
of electric installation two or three times the estimate. They 
said the total cost of road and equipment would not be less than 
$8,500,000. The capitalization proposed was $2,500,000 of com- 
mon stock and $6,000,000 of 30-year 6 per cent bonds to be sold 
to a man in London who proposed to finance and construct the 
road at a discount of approximately 20 per cent. 

Relief for Owensboro, which is on the Ohio river but is not 
a crossing, the examiners suggested, could probably be obtained 
by the construction of twelve miles between Owensboro and 
Rockport, but not to Elnora. They said the economic justifica- 
tion for the proposed line was doubtful. The estimate of traffic 
and revenue, they said, appeared to be too high and the operat- 
ing ratio too low. The country to the traversed, they said, was 
now fairly accessible to rail lines and to markets. There was no 
assurance, they said, that the line would be self-sustaining or 
that it would not become a burden on the transportation system 
as a whole. 

“Gross overcapitalization,” says the report, “is proposed as 
part of the contract for construction, and the par value of the 
first mortgage bonds alone is to exceed slightly the cost of the 
road, without equipment, as estimated by the applicant. This 
does not commend the project.” 


LUMBER COMPLAINT DISMISSED. 


Examiner Paul O. Carter has recommended the dismissal 
of No. 16122, Traffic Bureau-Chamber of Commerce, Lynchburg, 
Va., vs. Southern Ry., et al, on a finding that one carload of 
lumber shipped from Johnstown, S. C., to Elizabeth, N. J., and 
reconsigned to the siding of the National Biscuit Co. at Bliza- 
beth, was not misrouted. He said the Commission should find 
the rate charged on that car from the freight station of the 
Pennsylvania at Elizabeth to the siding of the National Biscuit 
Co. on the Central of New Jersey was not unreasonable. The 
complaint alleged that the charges of 12.5 cents plus a reconsign- 
ment charge of $7 assessed for switching at Elizabeth on a car 
shipped in June, 1922, were not unreasonable. 


PRESENT NECESSITY NOT SHOWN. 


Attorney-Examiner C. E. Boles and Engineer-Examiner E. 
Gray, have recommended, in finance docket No. 4396, Construc- 
tion of Line by Beaver, Meade & Englewood R. R., a finding that 
the present and future public convenience and necessity have 
not been shown to require the construction, by the applicant, of 
an extension of its line in Texas and Cimarron counties, Okla- 
homa, and Union county, New Mexico. The corporation com- 
missions of Oklahoma and New Mexico favor granting the cer- 
tificate. The extension would be from Hooker, Okla., to Des 
Moines, Tex., a distance of 175, as stated by the applicant. 

The applicant is now constructing an extension of its lien 
from Forgan, Okla., its other terminus being Beaver, Okla. It 
connects at Forgan with the line of the Katy from Wichita Falls. 
It estimates the cost of construction at $16,000 per mile, or 
$2,800,000 for the project which it estimates would have a net 
railway operating income of $27,950. 

The examiners expressed the belief the applicant had not 
made an adequate study of the subject. They said that con- 
struction of the Elkhart & Santa Fe would afford the inhabitants 
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of Cimarron county reasonable service. That road is under con- 
struction. The examiner said some weight should be given to 
the matter of suitable rail connection between Cimarron county 
with the rest of Oklahoma, one of the objects of the applicant, 
but said that that consideration could hardly justify a grant of 
the certificate on the present showing. Later, they said, it 
might prove necessary to build a line along the general route 
proposed; and then, after some further development had taken 
place, it might be done with a reasonable prospect of success. 
They said the Commission should find that the present and 
future public convenience and necessity had not been shown to 


require the construction by the applicant of the proposed exten- 
sion. 


ACID CASE DISMISSED. 

Examiner J. P. McGrath has recommended the dismissal of 
No. 15973, Armour Fertilizer Works vs. Morgan’s Louisiana & 
Texas R. R. & S. S. Co., et al., on a finding that the rate on 
sulphuric acid in tank cars from New Orleans to Houston and 
Manchester, Tex., is not unreasonable. The applicable rate of 
23 cents was applied on shipments in September and October, 
1922. The complaint alleged that that rate was unreasonable. 
The complainant manufactured sulphuric acid at Port Arthur, 
Tex. The complainant requested in June, 1922, the establish- 
ment of a rate of 15 cents from New Orleans to these points, 
that rate then being in effect from Port Arthur to Baton Rouge. 
On July 1, 1922, the rate from Port Arthur to Baton Rouge was 
reduced to 13.5 cents and the complainant asked that the rates 
be made in accordance with this request reflect a corresponding 
reduction. Sometime thereafter, the report said, the complainant 
was advised that the rate when published would be 13.5 cents. 
Such a rate was established in November, 1922. The examiner 
said the fact that the rate assailed was voluntarily reduced did 
not of itself demonstrate unreasonableness, and that the other 
evidence did not warrant a finding of unreasonableness. 


REPARATION ON STOCK CATTLE. 

Attorney Examiner William B. Hunter in No. 15295, Omaha 
Chamber of Commerce Traffic Bureau for O’Brien and Hanks 
vs. Chicago, Rock Island & Pacific et al., said the Commission 
should find that 16 carloads of stock cattle, from Limon, Colo., 
to Atkinson, Nebr., shipped in July, 1922, had been misrouted, 
and that O’Brien and Hanks were entitled to reparation. 


PER DIEM CASE DISMISSED 


Examiner Harris Fleming has recommended the dismissal 
of No. 15697, Greenville & Northern Railway Company vs. 
Southern Railway Company, on a finding that the charges ex- 
acted by the defendant under the per diem rules for the use 
or detention of foreign freight cars on the line of the com- 
plainant are not unjust or unreasonable. The complainant, the 
examiner said, sought the establishment of the rules laid down 
by the Commission in Birmingham Southern vs. Director- 
General, 61 I. C. C. 551. The complainant in this proceed- 
ing, the examiner said, was an industrial common carrier 
which performed, primarily, a line-haul service, differing in 
that respect from industrial railroads, to which the modified 
demurrage plan had been applied. 


STRAWBERRY RATES APPLICABLE 


An order of dismissal has been recommended by Examiner 
J. O. Cassidy in No. 15522, W. F. Allen & Co. et al. vs. Penn- 
sylvania et al., on a finding that the charges on strawberries 
from points in Virginia, Maryland and Delaware to. various 
destinations, on shipments made in May and June, 1921, were 
applicable and not unreasonable. The complaint alleged they 
were unreasonable and unduly preferential and prejudicial in 
violation of the first and third sections. The reparation claimed 
by the complainants in each instance, the examiner said, was 
the amount of the refrigeration charge assessed. The com- 
plainants contended the shipments were not carloads, because 
they were loaded to less than 15,000 pounds. The question 
was as to whether the shipments were properly classified as 
carloads. After considering the applicable rules the examiner 
said the Commission should find as hereinbefore indicated. 


CABBAGE RATE PREJUDICIAL 


A finding of undue prejudice and a denial of reparation have 
been recommended by Examiner Paul O. Carter in No. 16304, 
Northeast Mississippi Traffic Bureau, for J. L. Walker & Co., vs. 
New Orleans, Texas & Mexico Ry. et al., as to rates of 96 
cents and $1.04 on cabbage, from San Benito and Donna, Tex., 
to Columbus, Miss., since March 23, 1924. He said the rates 
were not unreasonable or unjustly discriminatory. He said the 








1320 THE TRAFFIC WORLD 


rates should be found unduly prejudicial as compared with rates 
from the same points of origin to Artesia, Corinth, Tupelo and 
Okolono, Miss. He said that, as no damage has been shown to 


have resulted from the undue prejudice, reparation should be 
denied. 


NO ABSORPTION PROVISION 


Examiner J. Edgar Smith, in a report on No. 16352, Sturges 
Company et al. vs. Alabama & Vicksburg et al., said the Com- 
mission should find the tariffs of the defendants did not provide 
for the absorption of switching charges at Meridian, Miss., on 
traffic handled in transit at that point. He said the complaint, 
as amended at the hearing, alleged the charges were in excess 
of those applicable to the extent of unabsorbed switching 
charges. He said there could be no question that the tariffs of 
the defendants provided for the absorption on competitive traf- 
fic. He said traffic moving into and out of Meridian on transit, 
however, was neither distinctly provided for nor excepted from 
these absorption rules. Therefore, he said, charges thereon 
had to be made under the specific rule governing transit. A 
tariff difficulty similar to this one, he said, was brought to the 
Commission’s attention in Hutchinson Mill Co. vs, A. T. & S. F,, 
25 I. C. C. 180. The complaint, he said, should be dismissed. 


FUEL WOOD RATE CASE 


Examiner Earl M. Speer has recommended the dismissal 
of No. 15021, G. A. Kaseman vs. Atchison, Topeka & Santa Fe 
Railway Company, Director-General, et al., on a finding that 
the rate charged on fuel wood, in carloads, from Baca, Perea 
and Thoreau, N. M., to El Paso in June, 1918, was applicable 
but unreasonable. Thé complaint alleged that a rate of 26 2-3 
cents was illegal and unreasonable to the extent that it ex- 
ceeded 20 cents. Steer said the Commission should find 
the rate assailed was legally applicable, but unreasonable to 
the extent it exceeded 20 cents. Dismissal, he said, should 


be made because the record did not show who paid and bore 
the charges. 


DRIED BEANS RATE 


Examiner Harris Fleming, in No. 16173, Waco Chamber of 
Commerce et al. vs. El Paso & Southeastern et al., said the 
Commission should find the applicable rate on a carload of 
dried beans, from Mills, N. M., to Rockdale, Tex., in November, 
1921, was unreasonable. He said that reparation should be 
awarded and the wavier of outstanding undercharges should 
be authorized. The applicable rate, he said, was the combina- 
tion of $1.33. The charges were assessed at a rate of $1.15%. 


FUEL OIL RATE. 


A finding of unreasonableness and an award of reparation 
and an order for the future have been recommended by Exam- 
iner David T. Copenhafer, in No. 16007, Harrisonville Brick & 
Tile Co. vs. Atchison, Topeka & Santa Fe et al., as to a rate of 
14 cents on fuel oil, from Argentine and Kasnas City, Kans., to 
Harrisonville, Mo. The complaint alleged the rate was unjust, 
unreasonable, unduly preferential and prejudicial. The question 
was one of the relationship of rates on refined and low grade oils. 
The examiner said the Commission should find the rate un- 
reasonable in the past and for the future, to the extent it ex- 


ceeded or may exceed 12 cents. He recommended reparation to 
that basis. 


COAL RATES LAWFUL. 


Examiner Morris H. Konigsberg has recommended the dis- 
missal of No. 16036, Florence Chamber of Commerce vs. Central 
of Georgia et al., on a finding that rates on coal from Grants, 
Ala., to Florence, Ala., via an interstate route are not unreason- 
able or otherwise unlawful. He said the Commission should 
direct the refund of overcharges due to the collection of in- 
applicable rates and misrouting. The complaint alleged the 
rates were unjust, unreasonable and unduly prejudicial, and 
asked for a rate of $1.55 per ton for the future. Charges were 


collected on the basis of $3.04 but Konigsberg said the applicable 
rate was $2.25. 


COUNTERBALANCE WEIGHT RATES 


Attorney-Examiner William B, Hunter, in No, 16014, Western 
Auto Supply Co. vs. Chicago, Burlington & Quincy et al., said 
the Commission should find the second class rate of $4.28, col- 
lected on two less-than-carload quantities of counterbalance 
weights manufactured for use on automobile crankshafts, shipped 
in. August and December, 1922, from Clarinda, Ia., to Seattle, 
Wash., not applicable and award reparation to the basis of 
the applicable rate of $3 per 100 pounds. The second class 
rate was assessed under the description “automobile parts, N. 
O. I. B. N., iron or steel.” The examiner said the automobile 
as made by the manufacturer was not intended to have these 
counterbalance weights, but the weights were intended by their 
manufacturer for use only on an automobile, and the design was 
so intimately associated with that used, that no other use was 
obvious and none was indicated in the record. The examiner 
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said the weights, however, were not automobile parts. The 
complainant contended that the fourth class of $3 was applicable, 
and the examiner said that the Commission should find that the 
applicable rate was $3. 


FURNITURE CASE DISMISSED 


Examiner Burton Fuller has recommended the dismissal of 
No. 15991, Eads Brothers Furniture Co. et al. vs. Baltimore & 
Ohio et al., on a finding that rates applicable on furniture, in 
carloads, from manufacturing points in Indiana, Michigan, New 
York and West Virginia to Little Rock, Pine Bluff and Fort 
Smith, Ark., are not unreasonable. The complaint alleged the 
rates, between April 9, 1922, and November 27, 1923, were un- 
reasonable. The applicable rates, the examiner said, were com- 
binations on Chicago or East St. Louis, Ill., Mitchell, Seymour 
or North Vernon, Ind., whichever were lower. He said some of 
the shipments were undercharged and others were overcharged. 
The complainants based their claim for reparation upon reduc- 
tions made after the dates mentioned. The examiner said the 
mere reduction of a rate was insufficient to prove that the former 
high rate was unreasonable. The fourth section was also alleged 
to have been violated, but he said the mere fact of violation 
was no basis for an award of reparation. 


FERTILIZER REPARATION 


Attorney-Examiner William B. Hunter, in No. 16509, Armour 
Fertilizer Works vs. Central R, R. Co. of New Jersey et al., said 
the Commission should award reparation on account of mis- 
routing on shipments of commercial ferfilizer, from Carteret, 
N. J., to Berlin, N. H. The complaint alleged that the combina- 
tion of the sixth class rate of 27 cents to Portland, Me., and 
18 cents beyond, collected on two carloads of commercial fer- 
tilizer, shipped in May, 1923, was inapplicable to the extent it 
exceeded the through class rate of 30 cents to Berlin plus a 
switching charge of $3 per car at destination, and unreasonable 
to the extent it exceeded the subsequently established rate of 
30.5 cents over the route of movement. The complainant speci- 
fied the routing. It was disregarded, the examiner said, by the 


Central R. R. of New Jersey, which, he said, should be required 
to make reparation. 


NEW GLUCOSE RATE 


Examiner Paul O. Carter, in No. 16432, Cairo Syrup Co. vs. 
Indiana Harbor Belt R. R. et al., said the Commission should 
find a rate of 47 cents on glucose, in tank cars, from Clinton, 
Ia., and Roby, Ind., to Atlanta, Ga., unreasonable in the past and 
unreasonable for the future. He said it should be found un- 
reasonable to the extent that it exceeded or might exceed 38 
cents, and that reparation should be awarded to that basis. 


OHIO TAKES EXCEPTION 


The Traffic World Washington Bureau 


L. G. Macomber, chairman of the rate committee of the 
Ohio State Industrial Traffic League, has taken exception, in a 
letter to the Commission, to a declaration made by J. P. Haynes, 
traffic director for the Chicago Association of Commerce, in re- 
gard to Mr. Macomber’s petition for the suspension of supplement 
No. 15 to Boyd’s I. C. C, No. 1500 and Boyd’s I. C. C. No. a-1450 
(see Traffic World, May 16, p. 1259). Mr. Macomber took ex- 
ception to that part of Mr. Haynes’s letter in which the latter 
advised the Commission that the rates, notes, and rules carried 
in the specified supplement were the result of prolonged nego- 
tiations between representatives of shippers and representatives 
of carriers. He said he wanted to tell the Commission that no 
representatives of shippers in Ohio were present at those con- 
ferences or had any voice in the proceedings mentiond, for the 
reason that the Commission’s order.in docket No. 11388, the 
Indiana cmplaint, was directed to the adjustment of rates be- 
tween Indiana and Illinois points of origin and destinations in 
the northwest; that the carriers in nowise were directed to 
disturb the rates from points of origin in Ohio; and that the 
Ohio shippers most “emphatically demand their day in court 
before any change is made in their rates to result in increased 
transportation costs.” Continuing, Mr. Macomber sai1: 


In any event Ohio must assume that she is entitled to the same 
treatment, in so far as the Commission’s decision in Docket 11388 is 
concerned, as are the shippers in the state of Michigan. 

A careful gg of the said supplement No. 15 will indicate to 
the Commission that those rates were published without affecting 
the rates from the state of Michigan, with the exception of disturb- 
ing relationships. Ohio demands the same treatment. 

further analysis will indicate clearly to the Commission that 
to permit that part of supplement No. 15 complained of by the Ohio 
State Industrial Traffic League to go into effect, would create ex- 
actly the same fourth section situation on traffic originati in Michi- 
gan, and moving through Ohio to the northwest, as will result on 
traffic originating in Ohio and moving through Indiana. 

We ask only that, in compliance with the order of the Commis- 
sion in Docket No. 11388, the shippers of Ohio not to be penalized for 
the purpose of granting a favorable adjustment to another section, un- 
til the shippers of Ohio have had the same Maat that the ship- 
pers of Indiana and Illinois have had, i. e., to present their situation to 
the Interstate Commerce Commission. 
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VIRGINIAN ASKS INJUNCTION 


The Traffic World Washington Bureau 


The Virginian has applied to the federal court at Richmond, 
Va., for an order to prevent the enforcement of the Commis- 
sion’s order in Wyoming Coal Company vs. Virginian et al. (96 
I. C. C. 359. Hearing will be had on May 28, at Richmond, for a 
restraining order preventing the effectiveness of the Commis- 
sion’s order on June 1, Originally the order was to go into 
effect May 20. 

In that case the Commission ordered the establishment of 
rates on coal from points on the Virginian, westbound, in con- 
nection with the Norfolk & Western and the Chesapeake & Ohio, 
to destinations in central territory. In the application for an 
injunction the applicant said it was its intention to esttablish 
rates westbound in connection with the Norfolk & Western via 
Matoka, W. Va., on May 20, that date being the one on which 
the Commission first ordered the rates to be made effective, It 
said it was also its intention to establish rates to Maryland and 
the District of Columbia via Alta Vista. 

Among the grounds for the desired relief was the allegation 
that compliance with the order of the Commission would de- 
prive the applicant of the use of its coal car equipment by rea- 
son of its dissipation on the rails of the Chesapeake & Ohio 
and other carriers over whose routes the new rates were to 
apply. 

The Virginian was built, that carrier has pointed out in all 
the litigation about rates to the west, with a view to hauling 
coal to the eastward, and not to the wesward. On wesbound 
coal will have only a short haul, but, as the originating carrier, 
it will be under obligation to provide equipment. It is the dis- 
charge of that duty, in respect to westbound coal that leads to 
the fear of such dispersion of its equipment as to impair its 
ability to handle the traffic for which it was designed and 
equipped. The willingness to make joint rates and through 
routes in connection with the Norfolk & Western is attributed 
by those familiar with the litigation to the close relations be- 
tween the Norfolk & Western and the Virginian. The former 
has arranged to lease the latter. 


Amended Report Issued 


The Commission, May 21, after it had been advised of the 
injunction proceedings by the Virginian, issued an amended re- 
port in No, 14454, Wyoming Coal Company vs. Virginian et al. 
This report, written by Commissioner Hall, said that, on further 
consideration of the record in the case, the report of March 10 
was revised to “read as follows.” The revision amounts to 
practically a new report, differing from the earlier one in that 
it includes a finding of undue prejudice. The first report found 
the refusal of the carriers to make rates westbound was unrea- 
sonable. While not so stated, it is understood that the revised 
report was made so as to give the Commission’s order a better 
chance of being sustained by the courts, there being some ques- 
tion as to whether an order requiring the Virginian to short-haul 


itself, as in this instance, was clearly within the scope of the 
Commission’s power. 


FINAL VALUATION REPORTS 


In Valuation Docket No. 150, Bangor & Aroostook Railroad 
Company, opinion B-47, 97 I. C. C., 153-230, the Commission has 
found the final value for rate-making purposes of the property of 
the Bangor & Aroostook, owned and used for common carrier 
purposes, as of June 30, 1916, to be $21,030,000, and used but not 
owned, $3,850,084. Final value of the property of the Van Buren 
Bridge Company, operated by the B. & A. as agent, was found 
to be $77,500. Commissioners Eastman, Potter, Cox and McMan- 
amy dissented. A net increase of $1,951,799.37 in original cost 
of total used property from July 1, 1916, to December 31, 1923, 
was reported by the carrier but the Commission said the reports 
had not been audited. 

In Valuation Docket No. 37, Kinston-Carolina Railroad & 
Lumber Company, opinion B-48, 97 I. C. C., 231-47, the Commis- 
sion has found the final value for rate-making purposes of the 
property of the carrier, owned and used for common carrier pur- 
tp gg of June 30, 1914, to be $110,798, and used but not owned, 
; The Commission has reported the final value, for rate-mak- 
ing purposes, of the property of the Delray Terminal Railroad 
Company, at Detroit, owned and used for common carrier pur- 
poses, as $157,264, as of June 30, 1918. Since the valuation date 
the Commission said, the carrier had reported additions to the 
property wholly owned and used amounting to $22,538. It said 
the reports had not been audited. 


TENTATIVE VALUATION REPORTS 


In tentative valuation reports the Commission has announced 
final value of the properties involved as follows: Pittsburgh, 
Chartiers & Youghiogheny Railway Company, in southwestern 
Pennsylvania, as of June 30, 1916, total owned, $1,976,543; total 
used, $1,950,350; Orange & Northwestern Railroad Company, in 
southeastern Texas, as of June 30, 1919, total owned, $842,706; 
total used, $886,150; New Iberia & Northern and Iberia, St. Mary 
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& Eastern, in Louisiana, total owned, $796,025; total used, $1,- 
571,290; Beaumont, Sour Lake & Western, in southeastern Texas, 
as of June 30, 1919, wholly owned and used, $2,202,474; San 
Benito and Rio Grande Valley, in southeastern Texas, as of June 
30, 1919, total owned, $680,399; total used, $695,299; Toledo, Pe- 
oria & Western, in Illinois, as of June 30, 1917, total owned, $7,- 
118,684; total used, $6,967,921. 

In a tentative valuation report on the property of the Asher- 
ton & Gulf Railway Company, of Texas, the Commission has 
found the final value of wholly owned and used property to be 
$278,225, as of June 30, 1917. 

The Commission has reported the tentative final value, for 
rate-making purposes, of the property of the Detroit, Toledo & 
Shore Line Railroad Company, as of June 30, 1917, wholly owned 
and used as being $2,650,100. 

The tentative final value of the property of the Tennessee 
Western Railway Company, as of June 30, 1917, owned and used, 
has been reported by the Commission as being $125,000. In 
addition, the company uses property leased by it having a final 
value, for rate-making purposes, of $120,000. 

A tentative final value has been placed upon the property of 
the Hannibal Connecting Railroad Company, for rate-making 
purposes, as of June 30, 1918, the Commission saying that the 
property owned and used has a value of $104,000 and of property 
used but not owned, $4,464. 

In a tentative valuation report on the properties of the 
Manistee & North-Eastern Railroad Company and_ the 
Leelanau Transit Company, as of June 30, 1919, the Commis- 
sion has found the final value of wholly owned and used 
property to be $2,312,325, and of total used property, $2,625,313. 
The property of the transit company was valued at $300,000, 
this figure being included in the total used value. The proper- 
ties are situated in the northwestern part of Michigan. 

In a tentative valuation report on the property of the 
Oakdale & Gulf Railway Company, as of June 30, 1919, the 
Commission has found the final value of total owned property 
to be $16,530, and of total used, $79,530. The property is situ- 
ated in the south central part of Louisiana. 

In a tentative valuation report on the property of the Lake 
Providence, Texarkana & Western Railroad, as of June 30, 
1919, the Commission has found the final value of total owned 
property to be $29,500, and.of total used property, $36,791. 
The property is situated in the northeastern part of Louisiana. 

In a tentative valuation report of the property of the 
Cornwall Railroad Company, as of June 30,:1917, the Com- 
mission has found the final value of wholly owned and used 


property to be $762,860. The property is situated in Penn- 
sylvania. 


RAILROAD FINANCING PRACTICES 


The Commission, acting through division No. 4, has author- 
ized the New York Central, Michigan Central and the Cleveland, 
Cincinnati, Chicago & St. Louis to assume obligation and liability 
in respect of $10,530,000 of equipment-trust certificates, to be 
issued by the Guaranty Trust Company of New York, the certifi- 
cates to be sold at not less than 96.89 per cent of par and accrued 
dividends. 

The price at which the certificates are to be sold is higher 
than the one at which the applicants suggested their sale. 
Their suggestion was 96.43, on which basis the Commission said 
the annual cost to the railroads would be approximately 5.077 per 
cent. It said that at the price set by it the cost would be ap- 
proximately 5 per cent. 

Commissioner Eastman dissented, saying that an unhealthy 
situation existed in respect to the marketing of railroad securi- 
ties. He said the business of the more important railroads was 
very largely monopolized by J. P. Morgan & Co. and Kuhn, Loeb 
& Co., the Central marketing its issues through the former and 
the Pennsylvania through the latter. He said there were other 
banking houses able to handle the business and that they did 
handle some of it for other railroads. He suggested competitive 
bidding, saying this issue offered a splendid field for competitive 
bidding. He said he thought the circumstances in this case 
fully justified the Commission in presenting the following alter- 
natives to the applicants: 


(1) Sale through J. P. Morgan & Co. at a minimum price closely 
approximating the market level; or (2) if applicant is unwilling to 
adopt such an alternative, sale to the highest qualified bidder after 
competitive bids have been publicly advertised for and received. I 
should be in ‘favor of requiring competitive bidding without any 
other alternative, except that I doubt our power to do this. We have 
power to fix a reasonable minimum price and, if our conclusion as 
to such price is questioned, I believe that we also have power to 
require the matter to be determined by the practical test of com- 
petitive bidding. 


UNCONTESTED FINANCE CASES 


The Commission has authorized the Seaboard Air Line to 
procure the authentication and delivery of $2,294,000 of first and 
consolidated mortgage gold bonds due 1945, 6 per cent, and to 
pledge them as collateral for any note or notes which the appli- 
cant may issue within the limitation of paragraph 9 of section 
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20-a, The company has been further authorized to assume obli- 
gation and liability as guarantor in respect of $434,000 of Tampa 
& Guif Coast first mortgage bonds. The Commission has dis- 
missed the company’s application for authority to pledge speci- 
fied equipment-trust obligations. 

The Missouri Pacific has been authorized to procure the 
authentication and delivery of $35,317,000 of first and refunding 
mortgage 6 per cent gold bonds, $25,000,000 thereof to be sold at 
not less than 96% and accrued interest, and, pending delivery, 
all or any part to be pledged as security for interim certificates, 
and $10,317,000 to be pledged as collateral for any note or notes 
that may be issued under paragraph 9 of section 20-a. The 
company has been further authorized to issue $25,000,000 of 
interim certificates and to pledge as security for such certificates 
all or any part of $9,044,000 of first and refunding mortgage 5 
per cent gold bonds. 

The Chicago, Indianapolis & Louisville has been authorized 
to issue $1,839,076.25 of promissory notes payable to the order of 
the Pullman Car & Manufacturing Corporation in connection 
with the procurement of equipment. 

The Southern has been authorized to issue $2,000,000 of first 
consolidated mortgage 5 per cent bonds to be sold at not less 
than par and accrued interest. 

The Grand Canyon Railway Company has been authorized 
to issue one registered first mortgage 6 per cent gold bond in 
the denomination of $300,000 to be delivered to the Santa Fe 
in satisfaction of a like amount of indebtedness for advances for 
capital purposes. 

The Fort Worth & Denver City has been authorized to 
assume obligation and liability in respect of securities of the 
Union Terminal Company of Dallas, Texas, by becoming a party 
to a certain operating agreement. 


FINANCE APPLICATIONS 


W. H. Bremner, receiver for the Minneapolis & St. Louis has 
applied to the Commission for permission to issue $1,000,0c0 of 
his certificates to provide funds for paying the debts of the car- 
rier, pressing for settlement. He proposes to sell them for par. 
The court having jurisdiction has authorized the issuance of the 
certificates. 

The Chicago, Indianapolis & Louisville has applied for 
authority nominally to issue $1,021,000 of first and general mort- 
gage 6 per cent gold bonds and to pledge and repledge them 
for short term notes. It said it did not intend to offer the 
securities for sale at this time. 

The Birmingham & Northwestern Railway Company has 
applied to the Commission for authority to sell at par $75,000 


of first mortgage 6 per cent gold bonds to pay off a loan of 
like amount from the government. 


NEW CROPS OF PROTESTS 


The Traffic World Washington Bureau 

Two crops of protests grew out of the Leland proposal to 
comply with the Commission’s order in No. 14087, the case in 
which it ordered lower rates on petroleum and its products from 
group 3 points in Oklahoma to Indiana. One came from refiners 
in Illinois and the others from refiners at El Dorado, Shreveport 
and points in Texas. The protests of the Illinois refiners were 
stilled by an amendment proposed to his tariff by Leland. 

As filed supplement No. 27 to Leland’s I. C. C., 1680, effec- 
tive June 1, the reduced rates of 45.5 on gasoline and 39 cents 
on fuel oil from the basic Oklahoma group to destinations in 
eastern Indiana would have applied over routes through Ohio 
and Michigan. Being applicable via those routes would have re- 
sulted in what W. M. Powers, traffic manager for the Lubrite 
Refining Company, with a plant at East St. Louis, called draStic 
reductions as far east as Cumberland, Md. Such reductions, t 
Lubrite and other companies at the Mississippi river asserte 


would have placed them at such a disadvantage in the competi- ‘ 


tion with the Oklahoma refiners as would have been disastrous, 
because the refiners in Illinois on or near the Mississippi have 
to pay tank-car rates on the crude to their refineries and tank- 
car rates to destinations east of the Indiana-Illinois line. 

Telegraphic correspondence between the Commission and 
Leland resulted in the matter obtaining sixth section permis- 
sion allowing him to restrict the new rates to eastern Indiana 
so they would not apply over routes through Ohio and Michigan. 
Thereby the reductions which would otherwise have taken place 
in the rates as far east as Cumberland, Md., from the Oklahoma 
points, without corresponding reductions from the Mississippi 
river points, will not take place and the Mississippi River re- 
finers, to points east of Indiana, will not be at any greater dis- 
advantage than they have been. 

Protests from the Arkansas, Louisiana and Texas refiners 
were based on the fact that reductions were confined-to Okla- 
homa points mentioned in the order. The Commission, in its re- 
port, suggested that in making rates from the specified territory 
in Oklahoma, the carriers preserve the relationships that existed 
at the time the order was made. But the order did not carry 
that suggestion into form which could not be disregarded by the 
railroads. The complaint as drawn is said to leave in doubt the 
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question whether the more distant refining groups were involved 
in the Indiana complaint which caused the Commission to re- 
move the undue prejudice against Indiana by moving it, accord- 
ing to general belief, to the western boundary of Ohio. 

Carriers east of the Mississippi, in all the negotiations since 
the issuance of the Commission’s report, have been bringing to 
bear all the pressure they could command, to confine the damage, 
as they call it, of the order in that case, to the smallest possible 
area. They persuaded the western lines to go into a conference 
with the refiners unfavorably affected by the order, in an effort 
to have the effective date of the order in the Indiana case post- 
poned until there should be a decision in the list of cases, in- 
volving rates on petroleum and its products, known as the con- 
solidated oil case (See Traffic World, April 18, p. 994). The 
effort to bring about a postponement failed but the objecting re- 
finers, at every opportunity since then, including the protest 
against Leland’s failure to restrict his rates so as to make them 
inapplicable over routes through Ohio and Michigan, have sug- 
gested postponement of the effective date of the order in No. 
14087 until the consolidated case could be disposed of, or, of 
having the case re-opened and made part of a general inquiry 
involving all oil rates between the Atlantic ocean and the Rocky 
mountaing. 


/ANALYSIS OF TERMINAL COSTS 









New York metropolitan district, to determine how costs of 
distribution prices in general may be lowered, has been com- 
pleted by the Port of New York Authority in co-operation with 
the Federal Bureau of Agricultural Economics. The results of 
the survey, which extended over two years, are presented in 
a pamphlet entitled “Some Facts About Margins and Costs.” 
The Port Authority will use the results of this study in con- 
nection with its plans for effecting economic changes in local 
distributive facilities. : 

It has been found that the consumer in New York and vi- 
cinity is paying practically twice the wholesale value for his 
fruits and vegetables. Fourteen of the principal fruits and vege- 
tables in common use formed the bases of the study and it is 
revealed that, for these commodities, the cost of distribution 
or the “spread” between the wholesale price and the cost to 
the consumer is 47 cents on the dollar of the ultimate retail 
price. 

It costs more to carry a sack of potatoes ten miles in New 
York than to haul it 1,100 miles from Michigan, the survey 
showed. 

From an analysis of the performance of a fleet of produce 
trucks it was found that for each 100 hours duly paid for, only 
36 hours were spent in actual productive service. The remain- 
ing 64 hours represented wasted time through delays at ter- 
minals and stores, congested streets, partial loads, and idle time 
because of no work. Translated into money, this waste effort 
represents 46 cents of every dollar spent for cartage. Only 26 
cents of each dollar received is charged to productive work. 
Little chance of improvement is expected under existing ter- 
minal conditions. 

It was found that the total cost of physical handling, in- 
cluding floating of cargoes in the harbor, pier station handling, 
loading and unloading, adds less than ten per cent to the sum 
paid by the consumer. Other items are revealed to be of greater 
importance in absorbing the retail food dollar. 

The survey points out that there is an average loss of ten 
per cent from shrinkage and deterioration in produce, espe- 
cially in the handling of potatoes, cabbage and onions. Since 
these are bought and sold by the pound, the evaporation of the 
water they contain and the practice of dividing the original sack 
or barrel for many small sales, results in the dealer selling 
much less than he buys. The rapid deterioration in quality, 


resulting in lower prices or disposal through the garbage can, is 


taost common with lettuce, peaches, and the like. 


COMBINATION RULE CANCELLATION 

Armour & Company of Chicago have asked for the sus- 
pension of Central Freight Association I. C. C. 1569, effective 
June 1, alleging, among other things, that if allowed to become 
operative the tariff will make increases in the rates on live 
stock from 444 points in South Dakota to points such as Indian- 
apolis, Louisville and Cincinnati. It is alleged the proposal is 
to remove the last vestiges of the rule for making rates on live 
stock, by combination, from the tariffs, at the expense of in- 
creases running from 3 to 3% cents per 100 pounds, on the claim 
that such elimination is authorized by the Commission’s decision 
in I. and S. No. 2197. The protestant does not agree with the 
interpretation placed upon that decision by the carriers. 


SOUTHEAST BOARD TO MEET 


The Southeast Shippers’ Regional Advisory Board will hold 
its next meeting at the Ansley Hotel, Atlanta, Ga., June 2, 
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May 96, 1925. 


THE 
RATE STRUCTURE INVESTIGATIO 


The Trafic World Washington Burteu 
The Railroad Owners’ Association, by J. D. Shatford, chai 
man, in a statement filed in No. 17000, said the rate structure of 
roads serving the northwest, as now existing, was so low as to 
return an inadequate amount for proper maintenance, operation 
and return on the investment. 

“This is the worst calamity that could happen to agriculture 
and to industry in general,” the association said. “Therefore, a 
rate that will provide for proper maintenance, operation, and 
eae on the investment, is clearly and logically in the interest 
of all.” 

The statement said the association represented thousands 
of railroad stockholders, especially those of the Northwest, 
whose aggregate holdings were large. It said the stockholders 
were asking only a fair return on their investment, 

“There are unquestionably many rates that need adjusting,” 
the association said. “These adjustments, however, we shall 
leave to the Commission, in whose ability and knowledge to 
perform this service we have the greatest confidence.” 

Particular attention was directed to the situation in the 
Northwest and the large systems serving that territory, the C. & 
N. W., the G. N., the N. P., and the C. M. & St. Paul being 
named. Reviewing briefly the history of the development of 
transportation by rail, the association said the effect of the 
— Canal on the transportation industry must not be over- 
looked, 

“This canal was built by the people, and is maintained by 
the people, but it was never intended that it should be employed 
to destroy the railroad systems of the country, which are really 
the primary form of transportation in the United States,” the 
association said. “This canal is being maintained by the taxing 
power of the country. Much of this taxation is being paid by the 
transportation systems. In other words, the railroads are con- 
tributing to the upkeep of a competitor engaged in depriving 
them of much freight, and, therefore, income. There is but one 
solution of this situation, and that is to place the ships using 
the canal and all other waterways, when competing with the 
railroads, under the regulation and protection of the Interstate 
Commerce Commission, so that they will not be able to destroy 
the railroads any more than the railroads should be permitted to 
destroy the waterways.” 

Referring to the stockholders’ failure to obtain an equitable 
return on their investment, the association suggested that a 6 
per cent return to stockholders might be made up by calling on 
the recapture fund. 


“How, then, can we, who have invested our savings in these 
properties, used in the service of the public, secure just treat- 
ment, unless we can claim from that fund, or be accorded an 
advance in rates?” the association continued. “If we cannot get 
this relief, how long can our properties function properly, and 
how long will it be before the equities of the owners—the stock- 
holders—are entirely wiped out, and the roads unable to operate? 
This possibility, aye, probability, we may as well look straight in 
the face. No investor will now put a dollar of his savings in 
these transportation systems. Instead, in many hundreds of 
instances, the investor is disposing of his holdings at great loss 
and sacrifice, causing him to become so dissatisfied that his 
trend of thought is running in a dangerous direction. It is mak- 
ing him an opponent of what we all should stand for, because 
his faith has been shaken by what constitutes a denial of justice. 
Can he be blamed? How are we to stop this dangerous trend? 
There is but one way, namely, by extending to him fairness in 
the control of the properties in which he has his investment. 
And, I repeat, fairness can only be exercised by giving the roads 
sufficient rates to enable them to earn a fair return on the in- 


ot which has made their existence and operation pos- 
sible.” 


The association said it was manifestly better for the farmer 
to pay higher rates than he was now paying toward the function- 
ing of these properties, that their service might, at all times 
be of the best, in order that he could move his products without 
delay, That value to the farmer was unquestioned, the state- 
ment continued, the association asking what would an advance of 
10 per cent over present rates mean to the farmer when com- 
pared with the great saving to be made by efficient service. If 
the present rates continued in effect, the association said, with 
constantly decreased returns, expenditures by the roads would 
grow less, and stagnation would rule, “all meaning distress for 
the farmer as well as for all of us.” 





Michigan Canners’ Association 


The Michigan Canners’ Association said the Michigan can- 
ners must progress or lose ground in the competitive markets. 
It said the canners had no compensating advantages in any of 
those markets, and that unless early and substantial relief from 
existing and undue freight rate disadvantages might be otherwise 
obtained, the Michigan canning industry must reconcile itself to 
subnormal development and the possibility of eventual destruc- 
tion, or it must enter upon a tedious and expensive line of formal 
procedure before the Commission in an effort to obtain the relief 
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it believed should be more expeditiously and effectually obtained 
through the medium of the rate structure investigation under the 
Hoch-Smith resolution. 

“We believe,” the association said, “the existing freight rate 
conditions affecting the Michigan canning industry to be fairly 
representative of conditions to which the Hoch-Smith resolution 
was directed, and therefore we respectfully submit what is herein 
presented as being fully entitled to prompt and particular con- 
eg and investigation by the Commission under its Docket 

o. 17000.” 


Express Rates on Poultry 


The National Poultry, Butter & Egg Association said it had 
entered into an investigation to determine the extent to which 
existing rates of the American Railway Express Company and 
of the Southeastern Express Company for the transportation 
of live poultry impeded or hindered the free movement of that 
commodity, The investigation had progressed to the point where 
it could be alleged that the rates in question were in violation 
of the Hoch-Smith resolution in that such rates impeded or hin- 
dered the free movement of that commodity by express, the 
association said. The result of its investigation will be sub- 
mitted to the Commission, the association said. 


Grain, Hay, Flaxseed, Etc. 


The Greater Des Moines Committee, Inc., of Des Moines, Ia., 
said there were now pending (or submitted) several important 
inquiries into Des Moines’ rates and competitive relationships, 
including grain, hay, flaxseed, etc. The Iowa corn belt’s grain 
and grain products, the committee said, could not lawfully be 
singled out and made to pay more severe freight rates than on 
other commodities, nor a higher level of rates than competitive 
localities paid, The committee said that it was impossible to 
name any other product of agriculture that came within the 
Hoch-Smith resolution more completely than grain and that many 
of the rates on various grains into and out from Des Moines 
markedly transgressed the requirement of the resolution that 
rates should be adjusted so as to develop the country as a whole. 
The committee discussed in detail the rate situation com- 
plained of. 

Vitrified Paving Block 


The Ohio Paving Brick Manufacturers’ Association said the 
industry of its members came within the provisions of the Hoch- 
Smith resolution. It said notwithstanding a great demand and 
need for vitrified paving block the interstate business of the in- 
dustry had been practically destroyed because of the prohibitive 
freight rates. The existing rates, the association, said, were 
more than the traffic would bear and placed an undue burden on 
the industry. It asked that the Commission include vitrified 
paving block industry in the Hoch-Smith investigation. 


‘Rates on Grain 


In two statements the Fisher Flouring Mills Company, of 
Seattle, Wash., proposed the investigation of rates on grain from 
points in Idaho, Montana and Utah to Portland, Ore., and from 
the same points of origin to Seattle and other Puget Sound ports, 
and between points in the states of Washington, Idaho, Oregon 
and Montana on the one hand, and from Kansas, Oklahoma, Neb- 
raska, Iowa, South Dakota, Texas and other central western 
points, destined to points in California, Oregon and Washington. 


Express Rates on Horses 


The North Dakota Farm Bureau Federation and the Com- 
mercial Club of Fargo, N. D., asked for an investigation under 
the Hoch-Smith resolution of the level of carload express rates 
on horses from points in North Dakota to points located east of 
and including the western termini of eastern trunk lines with 
the view of directing the American Railway Express Company to 
grant the necessary relief not only to the agricultural interests 
of the state but to the agricultural interests of the eastern states 
who purchase and use surplus horses produced on North Dakota 
farms. 

Pulp and Paper 


The Pulp and Paper Traffic League, of Boston, said pulp 
and paper were not commodities on which “compensatory in- 
creases” might properly or lawfully be placed if it was found 
necessary to reduce rates on agricultural products or any other 
commodities. 


Michigan Farm Bureau Views 


The Michigan State Farm Bureau in a statement construing 
the Hoch-Smith resolution said it was entirely practicable and 
lawful for Congress to direct that agricultural rates be segre- 
gated and established at the lowest possible level—that is, the 
level “which clears and no more than clears confiscation,” It 
said the resolution must be interpreted to mean, not a reaffirm- 
ance of existing law, but “a declaration of new law.” It said 
the Commission’s first task should be the consideration of the 
rates on the production of agriculture. It said it was no concern 
of the Commission that there might be those who did not agree 
that there was an existing depression in agriculture because 
Congress had directed what the Commission should do and that 
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the declaration of Congress of an existing depression should be 
regarded as binding on the Commission. 


Deciduous Fruits 


The California Growers’ and Shippers’ Protective League in 
a statement in behalf of the California deciduous fruit industry 
directed the Commission’s attention in particular needs of the 
deciduous fruit industry of California in particular relation to the 
existing transcontinental rate structure. The league said the 
industry came directly within the provisions of the Hoch-Smith 
resolution. In the last three years, it said, the industry has suf- 
fered from a serious depression. 


Forest Products 


The Northern Hemlock & Hardwood Manufacturers’ Associa- 
tion, of Oshkosh, Wis., said forest products were now bearing 
more than a fair share of transportation charges, and that if 
there was to be a general revision of rates for various industries, 
rates on forest products should be reduced, and that if reduc- 
tions were made on other commodities, rates on lumber and for- 
est products should not be increased. 


Alabama Commission Views 


The Alabama Public Service Commission said that, viewing 
the resolution as a whole, it seemed that Congress desired to 
have the rate structure of the country revised as rapidly as 
practicable, but without causing unnecessary upheavals, in ac- 
cordance with all the major rate-making principles of the inter- 
state commerce act; and then to assure for the future, as far 
as it would be possible under the law to do it, that the rate 
structure would respond more readily to business conditions, or 
to state the matter in the negative, to prevent the rate structure 
from becoming so inflexible as to operate as an artificial barrier 
against the free movement of commodities in commerce at all 
times and under all circumstances and conditions. It said 
whether or not the attainment of these ends was practicable 
under the law was a question that Congress had left for determi- 
nation by the Commission with such aid as it was authorized 
to seek from the different state commissions, because the Com- 
mission’s authority was nowhere abridged in the least. The 
Commission said the proceedings now pending before the Com- 
mission involving rates in Southeastern territory should proceed 
to final determination without interruption. 


Eastern Carriers’ Statement 


The carriers in Trunk Line and Central Freight Association 
Territory said, in a statement filed by counsel, that nothing con- 
tained in the resolution could be properly construed as intended 
to require the Commission in establishing rates to ignore or dis- 
regard the two main considerations or elements of (a) cost of 


service to the carrier, and (b) value of service to the shipper. 
Continuing, counsel said: 


It may be a fair inference from the language used that those 
who framed the Resolution considered that the latter factor, i. e., 
value of service to the shipper or at least one feature or element 
thereof was not now being accorded the weight to which in the 
view of the framers it was justly entitled, viz., the element of 
ability of shippers of certain products or commodities to ship 
profitably to markets economically tributary to them under rates 
in force. Wherever such a situation exists, then the Interstate 
Commerce Commission is directed to cure the same if a remedy 
can be found therefor through readjustment of rate structures 
or redistribution of rates which, while affording the desired relief, 
will still recognize and give effect to the consideration of cost of 
service to the carrier and to tae importance and necessity from the 
public standpoint of the maintenance of an adequate system of 
transportation; and it is doubtless in recognition of the tran- 
scendent importance to all shippers of the maintenance of such a 
system that even when dealing with the rates on the products 
of agriculture the direction given to the Commission is to make 
only “such lawful changes” as will tend to accomplish this result. 
Indeed, the standard of the maintenance of adequate transporta- 
tion service is reiterated. 

Manifestly what the framers of the Resolution contemplated 
was an investigation by the Commission into the rate structures 
of the carriers in the light of commercial conditions and a re- 
adjustment of the same if the Commission should be satisfied that 
this had become necessary in order to assure a free movement 
of commodities to markets economically tributary to the respective 
localities of production; but it is also quite as manifest that there 
was no intention that, in order to accomplish this, the Commission 
should scrap the results of years of study or ignore elements 
in rate-making which if disregarded would tend to impair the 
establishment and maintenance of an adequate transportation 
service for all shippers. 

Evidently the framers considered—whether rightly or wrongly 
it is unnecessary to inquire—that, in its administration of the 
duties devolved upon it in respect to rate-making, the Commission 
was leaning towards a view which failed to give due effect to the 
commercial element in rate-making, with the result that an 
equitable distribution of the transportation charge among all 
classes of traffic was being unduly subordinated to other con- 
siderations. 

If this be the true interpretation of the resolution, its 
framers were but seeking to emphasize the importance of a rule 
of rate-making which was advocated by this Commission in the 
first report issued by it, from which we beg to quote as follows: 

“Tt was very early in the history of railroads perceived that, 
if these agencies of commerce were to accomplish the greatest 
practicable good, the charges for the transportation of different 
articles of freight could not be apportioned among such articles 
+ reference to the cost of transporting them severally; for this, 
if the apportionment of cost were possible, would restrict within 
very narrow limits the commerce in articles whose bulk or weight 
was large as compared with their value. On the system of ap- 





Vol. XXXV, No. 21 


portioning the charges strictly to the cost, some kinds of com- 
merce, which have been very useful to the country, and have 
tended greatly to bring its different sections into more intimate 
business and social relations, could never have grown to any 
considerable magnitude, and in some cases could not have existed 
at all, for the simple reason that the value at the place of de- 
oad 4 would not equal the purchase price with the transportation 
added. 

“The traffic would thus be precluded, because the charge for 
carriage would be greater than it could bear. On the other hand, 
the rates for the carriage of articles which within small bulk 
or weight concentrate great value would on that system of making 
them be absurdly low when compared to the value of the 
articles, and perhaps not less so when the comparison was with 
the value of the service in transporting them. It was, therefore, 
seen not to be unjust to apportion the whole cost of service among 
all the articles transported upon a basis that should consider 
the relative value of the service more than the relative cost of 
carriage. Such method of apportionment would be best for the 
country, because it would enlarge commerce and extend com- 
munication; it would be best for the railroads, because it would 
build up a large business; and it would not be unjust to property 
owners, who would thus be made to pay in some proportion to 
benefit received. Such a system of rate-making would in prin- 
ciple approximate taxation; the value of the article carried being 


the “” important element in determining what shall be paid 
upon it. 


* # * 


“To take each class of freight by itself, and measure the rea- 
sonableness of charges by reference to the cost of transporting 
that particular class, though it might seem abstractedly just, 
would neither be practicable for the carriers nor consistent with 
the public interest. The public interest is best served when the 
rates are so apportioned as to encourage the largest practicable 
exchange of products between different sections of our country 
and with foreign countries; and this can only be done by making 
value an important consideration, and by placing upon the higher 
classes of freight some share of the burden that on a relatively 
equal apportionment, if service alone were considered, would fall 
upon those of less value. With this method of arranging tariffs 
little fault is found, and perhaps none at all by persons who 
consider the subject from the standpoint of public interest.” 


The considerations thus enumerated by the Commission seem 
appropriate under the Resolution; but it will be observed that the 
Commission had primarily in mind the distribution of the trans- 
portation cost as among the different commodities. : 


In applying these considerations different results would be 
encountered in the different localities and parts of the country, in 
view of the differing distribution of the various kinds of com- 
modities in the different districts; and here is found the evident 
significance of the requirement of the Resolution as to “the 
various localities and parts of the country.’”’ Obviously Congress 
did not mean to direct an investigation for the purpose of con- 
sidering questions of undue preference and prejudice as between 
different shippers of the same commodity, etc., since such a con- 
struction of the Resolution would convert the investigation which 
the Commission is directed to make into a task impossible of 
achievement, in view of the infinite detail that would attend the 
solution of the individual problems presented. 


If, as we believe, the resolution was designed to do no more 
than to induce such a readjustment, if any, of the existing rate 
structures as should be found by the Commission to be necessary 


_in order to bring them in accord with the rule of rate-making 


laid down by the Commission itself as the one best adapted to 
meet the transportation needs of the country, the Commission in 
the performance of the duties devolved upon it by the resolution 
is not called upon to establish rates which shall conform to new 
standards, but is only required to bring about such “lawful” 
readjustments as will establish rate structures which, while de- 
signed to develop and sustain an adequate transportation system, 
will so apportion the transportation charge or burden as to pro- 
mote the free movements within reasonable limits of all classes 
of traffic, especially such products of agriculture as may still be 
affected by the depression declared in the Resolution. 


If the construction above indicated be the correct one, then 
it would seem that the investigation which the Commission is 
directed by the Resolution to conduct should be carried on upon 
lines which will be best adapted to develop: 


(a) The extent to which the existing rate structures are fail- 
ing to produce the revenue for the carriers in the several regions 
which is required to yield to them the return on their property 
which Congress has prescribed as necessary to the development 


and maintenance of an adequate transportation service for the 
country; 


(b) What readjustments in rate structures should be made in 
order that the revenues of the carriers in each region may be made 


to correspond to those which Congress has prescribed as in the 
public interest; 


(c) What further readjustments should then be made which 
while designed to accomplish the purpose and aim of the Resolu- 
tion would not be transgressive of the limitations imposed upon 
the action of the Commission by the requirement that readjust- 
ments should be confined to “lawful changes” and should be ‘“‘com- 
patible with the maintenance of adequate transportation service.” 


The foregoing suggestions may seem somewhat general in 
character and less specific than the extent of the Investigation 
would require; but the very careful consideration which has been 
given the matter by those who submit this brief has persuaded 
them that at this time it is not practicable to express more def- 
inite conclusions. It must be remembered that the rate struc- 
ture of this country is the result of the interplay through a long 
period of years of various important forces—some of them com- 
mercial, some competitive, some regulatory. There is opinion in 
support of the view that this rate structure has contributed to 
the rapid development of the country. It would seem an unwar- 
ranted conclusion that there is need of any revolutionary read- 
justment of rates as ee commodities or as among the parts 
of the country. On the other hand, if the investigation should 
develop any sufficient basis for readjustments they should of 
course be made. 

We shall, of course, be prepared when and as concrete situa- 
tions develop in the progress of the Investigattion to submit to 
the Commission, if desired, the views of the Carriers in Trunk 


Line and Central Freight Association territory with reference 
thereto. 


The statement was signed by Henry Wolf Bikle, J. C. Bills, 
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W. S. Bronson, Clyde Brown, N. S. Brown, F. R. Cross, W. J. Ste- 
venson, H. A. Taylor, and Francis I. Gowen. 


National Grange Statement 


In the statement filed by T. C. Atkeson, on behalf of the 
National Grange, in which a general revision downward was 
asked on all agricultural freight rates, it was averred that the 
depression in agriculture was still continuing, that freight rates 
were increased on agricultural products coincident with the 
most severe decline in prices ever experienced by American 
agriculture, that freight rates had not been adjusted to remedy 
this inequality, and that the purchasing power of farm products 


in transportation was far below par. Continuing, the Grange 
said: 


There is another consideration to be taken into account here 
which it appears to us should have greater weight by the Com- 
mission than has been given heretofore by any authority.. This 
is a necessary flexibility of rates on basic agricultural commodi- 
ties, and a lowering of these rates as the centers of production 
move farther and farther from the centers of utilization, due to 
changing agricultural conditions. Vast and fundamental changes 
have taken place in the economic map of the nation since the 
basis of freight rates was established twenty-five to thirty-five 
years ago. 

When the-basic principle of rate fixing was worked out of 
early railroad experience in the United States, the average haul 
of the wheat needed to feed New York City was probably less 
than 1,000 miles. Today it is over 2,500 miles. There are other 
equally striking examples. Centers of utilization still stretch 
along the Atlantic seaboard, but their wheat comes from Kansas, 
not Ohio, their pork from Iowa, not western New York or Michi- 
gan, their beef from Colorado and Wyoming, not western Penn- 
sylvania and West Virginia, their apples from Oregon and Mis- 
souri, not from Monroe county, New York, or the Shenandoah 
Valley, and their fresh vegetables, which they did not have then 
except in summer time, now come from Florida, Louisiana and 
Texas in their season and from almost every other state in their 
seasons. 

The necessity for consideration of this phase of the freight 
rate problem, with a view to reducing rates where possible on 
agricultural products, is emphasized by the need of existing indus- 
trial centers for changes in rates which protect their own food 
supply and its cost, that is, their own self-preservation. 

To not adjust freight rates as centers of agricultural produc- 
tion move farther away is to permit the accumulation of a dam 
across the flow of agricultural products to these markets, equally 
ruinous to the farmers who grow the products, to the industries 
of the cities, to those engaged in those industries, and to the 
other farmers near and far who produce the other food and 
textile products needed in these cities. If there is a point beyond 
which this _—— of adjustment cannot go, then that point should 
be approached most carefully and gradually so that other eco- 
nomic shifts and changes may come about by slow beginning and 
safe growth, that the whole agricultural and economic fabric may 
be preserved and not wrecked. 

No individual or class is so well equipped to feed, clothe, and 
shelter and perpetuate itself as the farmer. Whether he live in the 
metropolitan suburb, or in some remote valley of the Sierras, he 
and his family will have enough to eat no matter what happens to 
any other individual or class. This appeal for a new freight rate 
structure based on economic conditions is made on behalf of a 
whole nation, a nation dependent upon the mutual and equitable 
development of agriculture and industry. If industry other than 
agriculture looks for its own fullest long-time development, it 
will see to it that basic principles controlling agricultural devel- 
opment are not overlooked, or overridden in freight rates or in 
any other way. 

’ Many spokesmen for the railroads recognized the force and 
justice of the demand for lower rates on agricultural products 
by their statements and arguments made but a few months ago 
when the question of reduction of the surcharges on Pullman rates 
was up in Congress. They said in substance, “We will not be 
able to grant you the reduced freight rates to which’ you are 
now entitled, if this revenue from Pullman surcharges is cut 
off. Agriculture in most cases took the railroad spokesmen at 
their words, and is now asking that their part of the implied 
bargain be kept, and the freight rates reduced. 


New England Carriers 


The Bangor & Aroostook, Boston & Albany, Boston & Maine, 
Central New England, Central Vermont, Maine Central, New 
Haven and Rutland railroads, in a statement in No. 17000, 
concurred iff what was said in the brief filed by the western 
carriers, to the effect that both the intent of Congress and the 
construction of the resolution must be ascertained in the light 
of conditions of the country, including all of the conditions sur- 
rounding and affecting the transportation systems, as they ex- 
isted at the time of. passage of the resolution. 

The New England carriers said that while the resolution 
without doubt owed its origin to agitation for reduced rates on 
agricultural products and “basic commodities,” and might, as 
the Supreme Court said in United States vs. New York Central, 
263 U. S. 608, naturally enough carry with it more or less mirage 
of fulfilling the hope that gave it rise, it must be interpreted in- 
dependently of any such mirage. They said the resolution could 
not reasonably be interpreted as a mandate either to reduce or 
to increase rates—that it was a mandate to investigate the rate 
structure to consider whether, as a whole, it was so constructed 
as to comply with the interstate commerce act, particularly sec- 
tions 1, 8, 15 and 15a. They said the obvious intent was that 
any action taken by the Commission was to be in accordance 
with all of the provisions of the act. 


The declaration of Congress in the resolution had another 
aspect, the carriers said, adding that it could not be gainsaid 
that among “our several industries” was the transportation in- 
dustry, and that the Commission must consider the conditions 
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that might at any time prevail in that industry to the end that 
commodiies might freely move. 

“Unless that industry is prosperous,” they continued, “is 
operating with efficiency and economy, and earning the fair 
return which will enable it to provide-for adequate maintenance, 
additions and betterments, and new équipment, commodities 
cannot freely move—there will be congestion, delay, and car 
shortages which will prevent freedom of movement.” 

The New England carriers emphasized the importance of 
agricultural traffic to them, submitting figures showing that 
products of agriculture and animals made up approximately 16 
per cent of the New England traffic, approximately 14 per cent 
of the traffic of all carriers, and approximately 10 per cent: of 
the traffic in the eastern group. They said the general impres- 
sion that the New England roads carried a relatively small 
amount of agricultural products was incorrect as well as the 
impression that those roads had a sufficiently large percentage 
of high-grade manufactured articles from which a reduction on 
agricultural products could be recovered. They said it was 
questionable whether any additional revenue could be obtained 
by a substantial increase in the rates on less-carload traffic 
because of the danger that such an increase would drive more 
of this traffic to highway motor trucks which already had made 
substantial inroads with respect to transportation of merchan- 
dise freight. They said the danger to the industrial welfare of 
New England from any material advance in the rates on articles 
there manufactured must not be overlooked. The situation of 
the Bangor & Aroostook was cited as a forceful illustration of the 
impracticability of the movement to reduce the rates on agricul- 
tural products and make compensating increases on other com- 
modities. Products of agriculture, they said, made up nearly 30 
per cent of the total tonnage and produced nearly 40 per cent 
of the total revenue of that carrier, and that 30 per cent of its 
revenue came from three low-grade commodities. They said 
this illustration set forth clearly the “impossibility of carrying 
out the demands which gave rise to this resolution. Certainly, 
as applied to the New England railroads, the proposal is im- 
possible, unless their right to earn a fair return is to be wholly 
ignored.” 

In conclusion, the New England carriers said: 


1. That the Hoch-Smith resolution cannot lawfully be applied 
in any way which would reduce the earnings of any carrier or group 
of carriers below a fair return on the value of its or their properties. 

hat Under the present rates the New England carriers are 
earning much less than a fair return on the value of their properties. 

3. That the revenues from the transportation of products of agri- 
culture constitute so large a proportion of the total revenues of 
the New England carriers as a group and of the Bangor & Aroostook 
railroad in particular, that any general reduction in the rates would 
result in very substantial losses in revenue. 


4. That the proportion of manufactured products of high value 
transported by the New England carriers is so small in proportion 
to their traffic in products of agriculture as to make it impossible 
to recover any substantial part of the revenue lost by reduction on 
the latter traffic by increases on the former. 


5. That because of the opportunity of transporting manufactured 
articles within New England and to and from that section by motor 
trucks and coastwise vessels, a material increase in the railroad rates 


on those articles might not increase the net revenues of the New 
England carriers. 


That because of New England’s geographical location, a drastic 
increase in the rates on manufactured articles produced there might 
have an unfavorable effect on industry in that section. 


Chicago District Views 


In a brief and statement on behalf of the Chicago Associa- 
tion of Commerce, J. P. Haynes, traffic director, and Chicago 
Shippers’ Conference Association, C. T. Bradford, president, 
the view was taken that the resolution did not change the inter- 
state commerce act. 

“We do not think that the rate structure of the country is in 
the chaotic condition ascribed to it and which presumably led 
to the enactment of the Hoch-Smith resolution,” the brief said. 
“The present rate structure is very largely the result of more 
than thirty years of the exercise of its regulatory powers by 
the Commission. There may be, and doubtless are, here and 
there, maladjustments which should be corrected, but these ad- 
justments are, and have been, constantly receiving the attention 
of the Commission. The Southeastern Class Rate Case, the 
Southwestern Rate Case, the investigation of grain rates, the 
Live Stock Case, and the Eastern Class Rate Investigation are 
all evidences of the Commission’s activities in this direction. 

“We think that the enactment of the Hoch-Smith resolution 
Was unnecessary, and that no material benefit will result from 
the investigation, more than would have resulted had the Com- 
mission been left free to continue its investigations, undertaken 
from time to time, either on its own motion, or upon formal 
complaint, as it has been doing in the past.” 

The brief said that, because of the burden imposed on the 
Commission and the expense to the government, shippers and 
carriers, enactment of the resolution was ill advised, and that 
any general investigation of the rate structure necessarily cre- 
ated.an atmosphere of uncertainty resulting in disturbance to 
the trade and industry of the country. It said the Commission 
could do a great deal toward removing this element of uncer- 
tainty by proceeding with its investigation as speedily as pos- 
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sible, by issuing a tentative report, and, as soon as practicable 
after June 15, by issuing an announcement of its interpretation 
of the resolution and the course it proposed to follow in the 
general investigation. 

“If the Commission should construe the resolution as an 
instruction from Congress that due to the depression of agricul- 
ture an immediate reduction in rates on such commodities 
should be made, we believe it will have a very serious effect 
upon the present business of the country, and particularly upon 
the industries of the Middle West,” the brief said. 

Competition of the motor truck with the railroads for short- 
haul traffic was referred to, it being pointed out that increasing 
the rates on articles that may move by truck would divert busi- 
ness to the motor truck and not add to the rail carrier’s revenue. 
The brief said no rates should be made that would place an 
undue burden on other traffic and that the rates as a whole must 
assure the carriers of a proper return on the value of their prop- 
erties used for transportation purposes in order to maintain an 
adequate transportation system. 

Illinois Manufacturers’ Association 

The Illinois Manufacturers’ Association said it had no fault 
to find—at least until otherwise advised—with the resolution or 
any action taken under it, on the ground that it was in any way 
a change of existing law or of the principles heretofore laid 
down by the Commission. However, it said one of the evils 
which the investigation might cause would be serious disturb- 
ance to business resulting from uncertainty as to future freight 
rates. It argued against robbing “Peter to pay Paul” in the mat- 
ter of readjustment of rates, and urged adoption of procedure 
that would militate against “the hardships of unexpected and 
unneeded change.” 

Massachusetts Industries 


The Associated Industries of Massachusetts, by Arthur N. 
Payne, transportation manager, and Francis J. Dowd, assistant 
transportation manager, said it conceived the true meaning of 
the resolution to be that, in addition to the requirements of the 
interstate commerce act and the transportation act, were the 
further considerations of promoting the free flow of commerce 
and the natural and proper development of the country as a 
whole. Considering the resolution in the light of the two acts 
referred to, the statement said it would appear that the Com- 
mission was required to so adjust the freight rate structure as 
to (1) assure the maintenance of an adequate system of trans- 
portation as a whole; (2) provide a fair return upon the value 
of the carriers’ property; (3 promote the free flow of commerce; 
(4) promote the natural and proper development of the country 
as a whole, subject at all times to the prohibitions of the first 
four sections of the interstate commerce act. The statement 
said the resolution authorized and directed the Commission “to 
discard the mileage yardstick and re-establish the principle that 
freight rates should be made for the purpose of effectuating 
the widest possible distribution of commodities by affording 
producer and consumer unrestricted access to the common 
markets.” 

Arkansas Traffic League 


The Industrial Traffic League of Arkansas brought to the 
attention of the Commission rate situations affecting Arkansas 
shippers that, it said, should be corrected by the Commission 
under the Hoch-Smith resolution. 


Hollow Tile Industry 


The Hollow Building Tile Association reviewed the rate 
situation as affecting the hollow tile industry. It said a large 
share of the present markets had been practically closed by the 
present freight rates and that the hollow building tile construc- 
tion of pre-war times had been forced to local competitive mate- 
rials by the increased freight rates on hollow tile. It asked for 
reduced rates. 

Fruits and Vegetables 


The American Fruit & Vegetable Shippers’ Association ex- 
pressed the view that the resolution had introduced a new and 
important rule of evidence “which promises to be controlling 
in the final analysis of a rate adjustment,” referring to the pro- 
vision that the Commission shall consider the conditions that 
prevail in the several industries to the end that commodities 
may move freely. It said it was its opinion that the Commission 
should investigate the rate structure with a view to evolving 
a plan that would place freight rates on a more scientific 

asis. 
Rates on Live Stock, Etc. 


The American Farm Bureau Federation referred to a num- 
ber of pending cases involving rates on agricultural products 
and live stock which it said should be decided in accordance 
with the resolution. 

Newsprint Paper 

The American Newspaper Publishers’ Association submit- 
ted that newsprint paper was not a commodity on which “com- 
pensating increases” might properly or lawfully be placed if it 
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was found necessary to reduce rates on any other specific com. 
modities. 


New England Interests 


The Boston Chamber of Commerce and the New Engian 
Traffic League, by W. H. Day, took the position that the resolu. 
tion did not add to nor detract from the provisions of the inter. 
state commerce act, but urged that the utmost dispatch be 
made by the Commission in pursuing its investigation and jp 
reaching a conclusion to remove the feeling of uncertainty jp 
business due to the prospect of a general rate investigation 
which likely would result in some readjustments. 


Tanners’ Council of America 


The Tanners’ Council of America said that, in view of the 
conditions under which the tanning industry was obliged t 
operate and the fact that it was a public necessity, it was fe; 
that the industry was entitled to a reduction in the transporta. 
tion costs of hides, skins, leather, etc. 


Live Poultry From Southwest 
The Live Poultry and Dairy Shippers’ Traffic Association 
asked for reargument and reconsideration of I. & S. 1769, live 
poultry rates from the Southwest, 96 I. C. C. 19, under the Hoch. 
Smith resolution. 
Illinois Views 


The Springfield (Ill.) Chamber of Commerce said that, as 
between communities, there was now and had always been a 
decidedly unequal distribution of transportation costs and that, 
on the whole, interior points were seriously prejudiced as com. 
pared to the so-called rate-breaking points. Particular attention 
was directed to the paving brick industry in the Middle West, 
allegation being made that the rates had caused the deplorable 
condition of that industry. 

American Fruit Growers, Inc., of Illinois, submitted to the 
Commission detailed information in support of allegations as to 
rates on products of members of the association. 


Cc. & N. W. Statement 


_ The Chicago & Northwestern and the Chicago, St. Paul, 
Minneapolis & Omaha submitted a statement supplemental to 
that made in the brief filed by the western carriers in which 
they said that, as they interpreted the resolution, it was based 
on the foundation that an adequate system of transportation 
must be maintained. 

“If in this Northwest country present rate levels are s0 
low that the continued maintenance of an adequate system of 
transportation is menaced,” they said, “it is the duty of this 
Commission under the resolution to advance rates a sufficient 
amount to insure the needed revenues. We submit that an 
examination into the earnings of respondent and other carriers 
in this territory will disclose, beyond all doubt, that they have 
been operating under an inadequate and confiscatory level of 
rates. It will disclose railway systems, once prosperous and 
flourishing, reduced in financial standing and earning power to 
a point where they can no longer attract the capital essential 
to enable them to carry on further development of the great 
country they serve. Whether that condition is to go from bad 
to worse, or is to be corrected, is now before the Commission.” 


Waste Materials 


The National Association of Waste Material Dealers, Inc., 
of New York City, reviewed in detail the rate situation with 
respect to waste materials, concluding that rates on such mate 
rials should be reduced to a basis more in line with the value of 
the commodity and asking for an investigation into the rates on 
waste materials. 

Rates on Coal 


The Southern Ohio Coal Exchange said the economic con- 
dition of the coal regions of southern Ohio were such now, and 
had been for such a long period of time, as to present a phase 
of the investigation that called for serious consideration by the 
Commission. It said the coal industry of southern Ohio was and 
had been in a most deplorable state, and that its markets of 
consumption had been taken from it by an unjust freight rate 
situation until its continued existence as a coal shipping region 
was threatened. 

Rates on Hay and Grain 

The Memphis Merchants Exchange and the Memphis Grain 
and Hay Association, of Memphis, Tenn., suggested that a com: 
mittee consisting of a member of the Commission or Director 
Hardie, as chairman, not less than eight nor more than twelve 
traffic representatives of the grain and hay interests, six or 
other appropriate number of freight traffic officers of railroads 
and such assistants as might be necessary, be appointed to carry 
out a thorough readjustment or revision of the rates on grain, 
grain products and hay. The recommendations of the committee 
would be subject to approval of the Commission. Such a course 
of procedure, the statement said, would be in the interest of 
saving time. 

Lime Producers 


The Eastern District Lime Traffic Association called to the 


att 
jim 
sal 


str 


ee ee 





No, 21 


C com. 


ngland 
resolu. 
| inter. 
ch be 
and in 
nty ip 
ation 


of the 
sed to 
as felt 
sporta- 


ciation 
9, live 
Hoch. 


lat, ag 
een a 
1 that, 
S com: 
ention 
West, 
orable 


to the 
} as to 


Paul, 
ital to 
which 
based 
‘tation 


ire 80 
em of 
f this 
Ticient 
lat an 
urriers 
7 have 
vel of 
is and 
wer to 
sential 
great 
m bad 
ssion.” 


, Ine, 
1 with 
mate 
Llue of 
tes on 


c con- 
vy, and 
phase 
by the 
us and 
ets. of 
t rate 
region 


Grain 
. com: 
rector 
-welve 
3ix or 
lroads 
carry 
grain, 
mittee 
sourse 
est of 


to the 


attention of the Commission the rate situation with respect to 
jime in trunk line and C. F. A. territories, which the association 
said was burdensome, and that the industry was fairly stagger- 
ing under the weight of the present maladjustment in the rate 
structure. 

EI Paso Freight Bureau 


The El Paso (Tex.) Freight Bureau said that if in the in- 
vestigation any readjustment of rates to and from El Paso and 
that section of the Southwest was found necessary, that every 
possible consideration be given to the harmful effect which 
would result from the establishment of rates that were based 
solely on distance. It also urged that consideration be given to 
any scale of rates that might be proposed or that was now pend- 
ing, With a view of establisliing and maintaining to and from 
Fl Paso and that section of the Southwest a rate structure that 
would permit fair and reasonable competition with other agri- 
cultural sections and with other manufacturing and jobbing 
cities with which it was necessary to compete. 


Pig Iron Industry 


The Virginia Pig Iron Association brought to the attention 
of the Commission “the desperate situation now confronting the 
Virginia pig iron industry,” alleging that the various horizontal 
increases in freight rates made since 1915 had destroyed the 
Virginia pig iron ndustry. It asked for relief in the investigation. 


Rates on Peaches 


American Fruit Growers, Inc., Sanford division, submitted a 
statement of “unreasonable and discriminatory rates on peaches 
from Arkansas and North Carolina producing districts to C. F. 
A, and Eastern Trunk Line territories.” 


Rates on Ores 


The Arizona chapter of the American Mining Congress sub- 
mitted a statement to the effect that reduction in rates on agri- 
cultural products in the Western district would directly affect 
the ability of the western carriers to serve mining and smelting 
industries. 


Sioux City Views 


The Sioux City Chamber of Commerce, traffic bureau, the 
Sioux City Grain Exchange and the Sioux City Live Stock Ex- 
change, of Sioux City, Ia., said it would not benefit agricultural 
industries to decrease rates on the raw materials of agriculture 
and to increase the rates on products thereof as prepared for 
consumption; that is, a reduced rate on wheat accompanied by 
an increased rate on flour would be of no benefit to the wheat 
producer, nor would a lower rate on live stock with increased 
rates on meat products benefit the live stock industry, unless the 
location of the milling and packing industries were so shifted 
that the increased charges on the finished products would be 
more than offset by savings resulting from proportionately longer 
hauls on the raw materials under the lower level of rates. These 
organizations, said the Commission when dealing with such 
commodities, should consider the entire transportation from the 
producer to the consumer. 


lowa Views 


J. H. Henderson, commerce counsel of Iowa, and the Iowa 
Traffic League, said the Commission should investigate the in- 
terstate rates on all classes and commodities to and from Iowa 
as compared with the general level of interstate rates throughout 
that territory and the rates prevailing to and from the large 
industrial centers and markets with which Iowa was especially 
competitive. 

Rates on Cement 


The Atlas Portland Cement Company, by Walter Young, 
traffic manager, brought to the attention of the Commission the 
cement rate situation complained of in No. 13891, 85 I. C. C. 611, 
the complaint having been dismissed by Division 3 of the Com- 
mission. 

Connecticut Views 


The Manufacturers’ Association of Connecticut, Inc., said it 
Was apparent that by the passage of the resolution Congress 
“intended to subsidize agriculture through the lowering of freight 
rates on agricultural commodities without regard to any of the 
factors which control rate determination.” It begged the Com- 
mission to proceed slowly with the problem at hand. 


Live Poultry From South 


The Southern Poultry & Egg Shippers’ Association asked 
for rehearing under the resolution in No. 13379, 87 I. C. C. 11, 
involving rates on live poultry from the South. 


Rates on Flint and Flint Sand 


The Ceramic Traffic Association of Trenton, N. J., asked for 
reduced rates on flint and flint sand to New Jersey points from 
the Mapleton-Granville district. 


Individual Statements 


Statements were filed by Frank Lyon, H. C. Lust and Alfred 
‘0. Davies, the latter attacking rates on fruits and vegetables. 
Mr. Lyon said that, as a guide to the Commission, the resolution 
would have been equally valuable had all after the enacting 
clause been stricken out and the ten commandments inserted. 
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Brief of Southern Carriers 


The Southern carriers, in a brief filed in No. 17000, under- 
took to show that it was preferable, so far as Southern territory 
was concerned, to meet the requirements of the resolution 
through the medium of the comprehensive investigations which 
the Commission had heretofore held or which were now in prog- 
ress in separate proceedings involving rates within and to or 
from that territory as well as in formal complaints concerning 
such adjustments now pehding before the Commission. This 
was substantially the position taken by the Southern Traffic 
League in its brief in No. 17000. 


The brief, consisting of approximately 61 pages and exhibits, 
said the investigation must be on broad general lines, the in- 
quiries confined to relationships, and that the Commission’s 
action was limited by the requirements as to maintenance of 
adequate transportation systems, and that all existing laws 
relative to rate making must still be observed. After a discus- 
sion of the effect of rates on agriculture the carriers contended 
that reductions on basic commodities with compensating in- 
creases On manufactures and miscellaneous freight were wholly 
impracticable and that there was no intimation in the resolution 
that there should be a reduction of rates or revenues in the 
aggregate. 


In a summary of their views, the Southern carriers said-it 
was confidently asserted that no summary action or investigation 
was necessary, so far as Southern industries were concerned, to 
promote the free movement of commodities produced in the 
South. Continuing, they said: 


Far more constructive work can be accomplished toward the 
establishment of permanent rate adjustments by disposing of the 
pending complaints and investigations and considering the subse- 
quent commodity adjustments in the course of preparation through 
the regular channels and in the usual way, than by attempting a 
series of hearings in Southern territory concerning rate adjustments 
already settled or in process of investigation and consideration by 
the Commission. 

It is suggested that the Commission should at least hold in abey- 
ance any general hearings throughout the South under No. 17000 
until it shall have completed its consideration of the rates embraced 
in pending proceedings and investigations not yet decided. When 
these investigations shall have been completed the Commission will 
then have before it in connection with these cases and others here- 
inbefore mentioned that have already been decided a very complete 
survey of the rate structure in the South, will have fixed or reviewed 
the rates on many important classes of traffic, and in that connection 
will have had occasion to determine whether such traffic moves 
freely. * * * After considering the proceedings above mentioned and 
in the light of this requirement as to freedom of movement, the Com- 
mission will then be in a position to determine whether further 
hearings are necessary for the purpose of complying with any other 
requirement of the resolution. * * * 


We refer elsewhere to the mandate of the resolution that, 
whatever action may be taken thereunder, an adequate system of 
transportation must be maintained. Without adequate transportation 
commodities cannot move freely or at all. * * * No greater misfortune 
could befall the South than the adoption of any policy that would 
prevent a maintenance of adequate transportation, or deny to the 
Southern carriers the stability of credit necessary to procure facilities 
and provide service adequate in all respects to the South’s growing 
needs and expanding commerce. 


The Southern carriers stated their conclusion as follows: 


Before closing it may not be inappropriate to call special atten- 
tion to one statement in the order inaugurating the investigation. 
That is the declaration of the Commission's intention to conduct the 
investigation with ‘‘as little disturbing effect upon production, dis- 
tribution, and the free flow of commerce, as may be found practicable.” 
The importance of this declaration can hardly be exaggerated. It is 
the fear of many thoughtful, conservative men who have been con- 
sidering this subject in the last few months that this investigation 
may have a seriously depressing effect upon the business interests 
of the country; and this is not unnatural when the relation of freight 
rates to business is considered. The present rate structure represents 
the best thought of students of transportation for more than fifty 
years. Built up, sometimes by litigation, sometimes by compromise, 
but more frequently by conference and agreement, its adjustments 
seem reasonably to meet the needs of commerce; and it is the basis 
upon which the business of this country is conducted. It is taken 
into account by all parties to all business transactions which involve 
the element of transportation. If the opinion now becomes prevalent 
that this rate structure is to be upset to any material extent, so that 
industrial and commercial enterprises will be uncertain as to freight 
rates, the obvious effect will be to disturb, and therefore to injure, 
business. It is evident from the language of the Commission's state- 
ment accompanying the resolution that it is fully aware of the possi- 
bilities of this sort. We confidently believe that the Commission will 
do everything practicable, within the limits of its duty under the 
resolution, to allay this widespread apprehension. 


Western Live Stock 


The American National Live Stock Association, for western 
live stock producers, referred specifically to the last paragraph 
of the resolution dealing with the “existing depression in agri- 
culture.” It said what Congress meant was to promote the 
movement of products of agriculture and live stock by the lowest 
possible rates from the far distant points of production to the 
centers of consumption. It declared that Congress had in mind 
the situation in the West and that the assertion of economists 
generally looking to the “big interests” for their employment 
and the assertion of railway representatives who were their 
employers, that there was a freedom of movement of the prod- 
ucts of agriculture and live stock, were worthless. It said the 
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primary and fundamental proposition with the Hoch-Smith reso- 
lution was that there was no constitutional principle that pro- 
hibited Congress itself from making any rate relationship it 
pleased. The most that could be claimed in that regard, it con- 
tinued, was that Congress could not require a carrier to perform 
service at an actual loss. The association said no one would 
desire that. Continuing, the association said: 


Adequate transportation does not mean adequate or reasonable 
return to each road. If it did the resolution would fall itself. The 
objection to the resolution that it cannot be carried out without giv- 
ing undue preference to ‘‘products of agriculture, including live stock,’ 
is answered in a sentence: Preferences declared by law are not 
undue, hence not unlawful. 

The contention that losses due to such reductions must be made 
up, and that provisions be made therefor, necessarily is a matter for 
after consideration in the first place, and in the second place up to 
the railroads and Commission, and not a condition precedent to com- 
pliance with the requirements of the resolution. * * * We feel confi- 
dent that no specious argument based on the reported inability of 
western groups of railroads to afford the reduction and render ade- 
quate service will be considered. The better service they give live 
stock, the more they make and less they lose. * * * 

The major premise of the railroads, of the organized and financial 
interests, including manufacturers, chambers of commerce, traffic 
leagues and the innumerable mercantile and industrial forces not 
coming within the terms of the last paragraph of the resolution (the 
original Senate resolution), is that because net railway operating in- 
come has not reached the 5% per cent, this resolution cannot be so 
applied as to lawfully reduce the rates on products of agriculture, 
including live stock. That is the crux of the contention of those 
opposed in fact to any relief to the farmers and stock raisers and 
those who prepare their products to feed the nation. They want the 
resolution abolished because of their interest. They seek to have 
Congress abolish it, and as a means to that end to get the Com- 
mission to so act. Congress by this resolution took the side of the 
unrepresented, the unorganized and helpless industry—the basic in- 


dustry of the country in its depressed condition to give relief by this 
direction to the Commission. 


Ohio State Commission 


The Public Utilities Commission of Ohio filed a statement in 
support of that filed by the Southern Ohio Coal Exchange, urging 
that the Commission should bring about a comprehensive and 
non-discriminatory adjustment of rates on coal as between the 
mines in southern Ohio and the mines located in the Inner and 
Outer Crescents of West Virginia and Kentucky. 


Augusta Traffic Bureau 


The Augusta (Ga.) Traffic Bureau said the resolution did not 
present difficulties in the way of regular disposition of pending 
proceedings in which it was interested; that because the South- 
ern carriers were earning in excess of the fair return, reductions, 
if made, in rates on agricultural products, need not be made up 
by increases on products of manufacture, and that the Commis- 
sion should consider the Southern adjustment in an individual 
manner and “with due regard to the healthy financial condition 
of carriers in that group.” 


Rates on Fruit 


The Springdale Grape & Fruit Growers’ Union and the 
Springdale Fruit Growers’ Exchange, Inc., of Springdale, Ark., 
asked for a readjustment of rates that would enable them to 
reach larger markets. 


Rates on Candy 


The Eastern Manufacturers’ of Confectionery and Chocolate 
Traffic Bureau said it had been making efforts before the Con- 
solidated Classification Committee for relief from the present 
burdensome rates on candy or confectionery. It said the industry 
was entitled to a readjustment of the present ratings so as to 
enable confectionery to move freely. 


Rates on Cement 


In a brief filed on behalf of the Iola Cement Mills Traffic 
Association and its members, Kansas City, Mo., the following 
conclusions was stated: 


It is submitted that under present rates cement is bearing more 
than its due and just share of the transportation burden and sub- 
stantially greater than borne by competing commodities; and even 
though rates on other commodities might be increased, rates on 
cement should not be changed in this investigation except in the case 
of (1) intrastate rates lower than the interstate scale; (2) rates with- 
in large terminals; and (3) rates for short hauls to large markets 
which are less than the 8182 scale; and any increase in rates in these 
instances should be used to effect lower rates on cement for longer 
hauls which were so greatly increased by the percentage changes. 


Transcontinental Apple Rates 


Application for reduction of transcontinental rates on baxed 
apples in carload lots from the Pacific Northwest was made by 
the Wenatchee Valley Traffic Association, Yakima Valley Traffic 
& Credit Association, Hood River Traffic Association and the 
Inland Empire Co-Operative Federation. The statement, which 
dealt in detail with the rate situation on the commodity in- 
volved, said in part: 


Exaction of the present transportation charges cannot be sup- 
ported by the industry. The present rates are more than should be 
exacted from the growers, who in good faith invested money upon 
the carriers’ advice and encouragement. Further, the fruit industry 
is required to pay relatively more in freight charges than other 
agricultural pursuits. Other agricultural industries have paid a 50 
per cent increase in rates over those existing prior to 1918; the fruit 
industry pays 80 per cent increase, due to the increase in rates and 
the additional increase in car-loading applicable to this industry 
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alone. This should be equalized, and if done great benefit woulg 
thereby be given the fruit industry, assuring its future. it cann 
be controverted that the benefit of increased car loadings should be 
reflected in a lower rate to the industry. e 
It must be remembered that the fruit industry of the Pacifi 
Northwest is at the extreme end of the limb. It requires in transporta, 
tion to reach the markets far greater mileage than any of the dis- 
tricts with which it competes. It has received a percentage increase 
in rate which is relatively the same as is applicable fom the com- 
peting districts, but by the very nature of this increase anq the 


long-haul involved it has been required to pay a far greater amount 
for its transportation per box of apples than has been required from 


its competitors, The difference between its rate and the rates of its 


competitors prior to the increase was accentuated by the adoption 
of percentages. 


The fruit industry is peculiar in that.its markets are largely con- 
fined to eastern terminals. The wheat industry of the Pacific North- 
west has for its markets the West Coast terminals; the same is true 
with respect to the dairy, live-stock and hay industry; therefore 
transportation is a far greater element in the case of the fruit in- 
dustry of the Pacific Northwest than it is to its competitors and 


prin than it is to other agricultural industries in the Pacific North- 
west. 


West Coast Lumbermen 


Counsel for the West Coast Lumbermen’s Association said 
that business generally had adjusted itself to the present struc- 
ture of rates resulting from 37 years of regulation, and that the 
continuous or prolonged agitation for general, radical and funda. 
mental changes in freight rates would tend to produce uncer. 
tainty in business that would have a very serious effect. They 
said no revolutionary changes certainly were required at this 
time, and that whatever action was taken should be with the 
least possible delay. They said that the lumber industry of the 
Pacific Northwest had long been dissatisfied with the volume 
of its rates and their relationships to rates on lumber from 
competing territories of production, that it had also felt that 
the rates on lumber from the Pacific Northwest had produced 
a disproportionately large share of the total gross revenues of 
the rail lines derived from all of the traffic that they carried, 
and that some of these instances of dissatisfaction were sub- 
jects of proceedings now pending before the Commission. Coun- 
sel said the association and its members were opposed unalter- 
ably to any increase in existing rail rates on lumber from the 
Pacific Northwest to any destinations in the United States that 
might be advocated or suggested in the investigation as a means 
of providing revenues to offset losses in gross earnings result- 
ing from reductions ordered on agricultural commodities or any 
other traffic or to produce larger gross earnings for the car- 
riers. They said any increase in the rates would be highly 
detrimental, not only to the producers of lumber, but to the 
lines of the transcontinental railroads that served the produc- 
ing territory and the consuming territory either with their own 
rails or in conjunction with those of their eastern connections. 


Fruit Importers 


The Fruit Dispatch Company, of New York City, importers 
and shippers of bananas, cocoanuts and other tropical fruits, 
said that while it felt that as long as things remained as they 
were a general investigation of the rates on commodities handled 
by them was unnecessary, it believed that if other perishable 
products with which it competed were granted general and 
substantial reductions it would be compelled to seek similar re- 
lief at the hands of the Commission. 


Oklahoma Commission 


In No. 12244, Corporation Commission of Oklahoma vs. 
Abilene & Southern et al., and related cases, the Corporation 
Commission of Oklahoma, replying to the petition of the West 
Texas Chamber of Commerce and other Texas interests ask- 
ing for reopening and further hearing, said that the Hoch-Smith 


Resolution could not be made the basis of a rehearing of these 
cases, 





AGRICULTURAL PRODUCTS RATES. 
C. D. Morris, assistant to the chairman of the Western Rail- 
ways’ Committee on Public Relations, in a speech, May 22, at 


the annual convention of the Kansas Grain Dealers’ Association, 
at Wichita, said: 


In obedience to a resolution passed by the Sixty-Eighth Congress— 
a resolution introduced in the lower house by a distinguished citizen 
of Kansas—the Commission is now making a thorough investigation of 
freight rates in all sections of the country. It was contended by the 
President’s recent Agricultural Conference that freight rates on the 
raw products of agriculture are too high in comparison with the rates 
on other commodities. The Hoch-Smith resolution was based on this 
statement by the Agricultural Conference. The investigation, how- 
ever, will show that the statement of the agricultural conference was 
not founded in fact. Indeed, it is a well known fact that the net re- 
turns of our western railroads are much smaller relatively than are 
those of either the eastern or southern railroadé and that a much 
larger percentage of their total tonnage consists of products of the 
farm. About 6 per cent of the total tonnage of eastern railroads, and 
about 9 per cent of the tonnage of southern railroads consists of agri- 
cultural products, while about 19 per cent of the total tonnage of our 
western railroads is derived from this source. Since the rate on farm 
products was decreased in 1922 to a much greater extent than the 
rates on other commodities, there having been no general reduction in 
rates since that year, it follows that the ton-mile rate on our western 
roads has been decreased relatively more than on either the eastern 
or southern lines, while the cost of operation, no matter of what the 
tonnage consists, is no lower in the west than in the eastern section 
of the country. 
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U. S. C. OF C. CONVENTION 


The Trafic World Washington Bureau 


Richard F. Grant, president of the Chamber of Commerce 
of the United States, touched briefly on the subject of congres- 
sional rate making in his annual address at the opening session 
of the thirteenth annual meeting of the Chamber, May 20-22, in 
Washington. Said he: 


Without any desire to pass upon the worthiness of any of the 

ficular bills before Congress, I should like to point out that such 
Moposed legislation as the fixing of freight rates by congressional 
hatute is taking from the oldest commission of the government, 
the Interstate Commerce Commission, that power which was con- 
ferred upon it by Congress. For Congress to undertake to fix the 
railroad rates in this country by individual laws would leave it little 
time to handle any other subject. 

In 1920 the federal water power act was passed establishing 
the Federal Water Power Commission. Under this commission the 
water power rights on navigable streams have- been handled with 
such satisfaction for the government and for business that in the 
jast five years more water power development and cheap power 
therefrom has come than in the preceding twenty-five years. 

These commissions have proven better than new laws governing 
individual cases. That Congress has hesitated to pass these pro- 
posed new laws taking jurisdiction of special cases from the com- 
missions is greatly to its credit. 

I hope that in the future a differentiation is made between these 
administrative commissions and those which are inaugurated simply 
for the purpose of inquisition into the private rights of the citizen. 


Referring to the railroad labor problems, Mr. Grant said: 


Too often in the past, public welfare has not been of paramount 
importance in disputes between labor and business. We are now fac- 
ing one problem in this field closely connected with public welfare. 
The largest group of labor and employes is that of our public carriers 
—the railroads. Both labor and capital are, of course, interested in 
the settlement of any disputes between them. However, from the very 
nature of this business, the public has a paramount interest that 
transportation shall be successfully continued without interruption. 
Any method of settling railroad labor disputes must consider public 
welfare as the controlling interest. 

The Railroad Labor Board is under severe attack by railroad 
labor. It has not met with great favor by a part of the railroad 
managements. In the last session of Congress, there were proposals 
to do away with the Railroad Labor Board and to substitute other 
methods of settlement of these disputes. These other methods leave 
the public out as a party of interest. American business believes 
that the American public has a paramount interest in the settlement 
of railway labor disputes and the Chamber of Commerce is on record 
and will continue to campaign for public representation in the settle- 
ment of any differences which threaten to interrupt transportation. 
In this position which was established by you, the members of the 
national chamber, we need your understanding and active support. 


The Merchant Marine 
Discussing the merchant marine, Mr, Grant said: 


For the last eight years our government has wrested with the 
problem of American shipping. It is not solved. In spite of the aspira- 
tions in this direction evidenced by the merchant marine acts of 
1916 and 1920, in spite of all of the millions, in fact billions, expended 
on the merchant marine by the government during the past eight 
years, we seem today not much closer to definite establishment on 
a sound and permanent basis than we did before the war. Before 
the war practically all of our general ocean carrying trade, other 
than coastwise shipping, was in foreign hands. There should be one 
definite agreement on the part of American business and the Amer- 
ican public. We are determined that the American flag shall sail 
the seven seas and that American merchants shall not depend solely 
upon ships of foreign countries for their foreign trade, no matter 
what the cost. It would be well to have this basic policy so firmly 
established that all nations of the world would realize it once for all 
and know that rate wars and discriminations will not put the Amer- 
lean flag off the seas. With this as our platform we will continue 
to seek the method to return our merchant marine to private hands. 

There has, as yet, been no exhaustive consideration or comprehen- 
sive plan for the treatment of our merchant marine by business men 
on a business basis—noting, for example, worked out in a way to 
secure public understanding and support, as was done so admirably 
in the case of the Dawes plan for German reparations. 

The chamber called together a group of leading representatives 
of various branches of business interested in maritime affairs to 
an informal conference to consider the situation. This meeting was 
held in New York City on April 13, and on that occasion the Secre- 
tary of Commerce honored us with his presence and gave us the 
benefit of his valuable counsel. It was the unanimous judgment of 
those present that the establishment and maintenance of an Amer- 
ican merchant marine is essential to the economic welfare of the 
country and for the national defense in case of war. The meeting 
unanimously joined in a request to the national chamber to organize 
& general conference composed of all representatives of all in- 
terests concerned throughout the country for the purpose of making 
comprehensive surveys of conditions affecting the merchant marine 
and the steps necessary to establish it on a successful basis. 


Need for Education 


In conclusion, Mr. Grant said: 


4 I have no desire to be classed as an alarmist—I am not. I be- 
€ve that the American government is on a sound foundation and 
that the business outlook for the immediate future is good. 

However, it is well not to overlook the fact that in the last elec- 
tion one-seventh of the votes were cast for a platform which favored 
public ownership of the nation’s water power; retention of surtaxes 
ah large incomes; restoration of taxes on excess profits and on stock 
ividends; progressive taxes on large estate and inheritances; re- 
festruction of the federal reserve and farm loan system to provide 
or direct public control of the nation’s money and credit; creation 
. & government operated marketing corporation; protection and aid 
Co-operative enterprises by government and state aid legislation; 
ro a of the Esch-Cummins law; public ownership of railroads; cur- 


ti ng the power of the courts; and election of all federal judges 
or limited terms, 
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Over four million, six hundred thousand people voted for this 
platform. If the principles on which the Chamber of Commerce and 
American business operate are sound isn’t there need for a wider 
understanding of our economic and political problems? 

I have the hope that the Chamber of Commerce, with your aid 
and co-operation, will continue its process of education, first, of 
American business to govern itself, second of the American public 
to understand the complexity of the problems surrounding American 
business and to make clear to that public the underlying economic 
facts which govern all eras of civilization. Then that it will continue 
to assemble from every séction of the country and from every 
industry the facts, the opinions and the suggestions which it can 
present to the administration and the legislatures of this country 
for the betterment not only of business itself, but of the whole 
American people. 


Motor Trucks and Merchant Marine 


Transportation was the subject of special consideration at a 
luncheon group meeting, May 21. A, L. Humphrey, president of 
the Westinghouse Air Brake Company of Pittsburgh, Pa., pre- 
sided as chairman, and A. B. Barber, manager of the transporta- 
tion and communication department of the Chamber of Com- 
merce of the United States, acted as secretary. The formal sub- 
jects for discussion were the merchant marine and the regulation 
of motor common carriers. 

A. J. Brosseau, president of Mack Trucks, Inc., New York 
City, discussed the program of the Chamber with reference to 
the merchant marine conference referred to by President Grant 
in his address. He said the chief difficulty of the merchant 
marine situation of the country in recent years had been the 
absence of any well crystallized definite program, commanding 
widespread support. He said any investigation of the merchant 
marine problem should, therefore, be sufficiently comprehensive 
in character to include all essential elements, and that not only 
the interests of the shipowners and shipbuilders must be con- 
sidered but also the interests of those who furnished the capital 
for investment in the shipping business, insurance companies 
who carried the marine risks, labor which furnished the crews, 
and the great body of shippers and the public, who in larger 
measure than was generally realized, depended upon adequate 
shipping. He reviewed the various phases of the merchant marine 
problem that would be studied by the conference, The work 
will be divided among four committees which will make their 
investigations this summer with the view to having the confer- 
ence meet in the fall. Mr. Brosseau said it was the hope of the 
officers of the Chamber that the committees and conference 
might find answers to these questions: 


“Would the United States be benefitted by the creation and 
operation of an American merchant marine? 


“If so, to what extent can we afford to render financial assist- 
ance to make the business of ocean shipping attractive to capital 
and the personnel necessary to operate the ships?” 

Mr. Brosseau said while the average man believed in an 
American merchant marine, the fact remained that the business 
was not attractive enough to induce capital or labor to engage 
in it. 


Hoover on Reorganization 


In an address on the subject “Waste In Government,” May 
21, Secretary Hoover, of the Department of Commerce, discussed 
“faulty organization of administrative functions” of the govern- 
ment, making particular reference to the Shipping Board. He 
did not name the Interstate Commerce Commission. In part, 
he said: 


It is not my purpose to deal primarily with the legislative and 
judicial arms of the government. With the growing complexity of 
problems it has been necessary for Congress to delegate to the 
executive side many secondary legislative functions in the making 
of regulations, and many secondary judicial functions in the 
enforcement of them. That is the so-called administrative law. 
And there has been the crudest mixing of these semi-legislative 
and semi-judicial and advisory functions with purely executive 
functions. Moreover, these semi-judicial and semi-legislative duties 
are frequently entrusted to single officers, while purely administra- 
tive functions are often carried on by boards. All of this is 
exactly the reverse of the basic principles of sound administration. 
Boards and commissions are soundly adapted to the deliberate 
processes necessary to semi-judicial and semi-legislative and ad- 
visory functions but they are absolutely hopeless where decisive 
administrative action is necessary. And likewise most of such 
functions should not be entrusted to a single mind. 

There is not a single successful business organization in the 
country that confuses such functions the way we do in govern- 
ment. 

The Shipping Board—to cite a glaring case—was originally 
created as a body to regulate rates and abolish discrimination in 
ocean-going traffic. These are semi-judicial functions that quite 
properly were entrusted to a board. Political jealousies and sec- 
tional jealousies, however, required a bipartisan body selected 
from different parts of the country although it was to perform an 
expert judicial function. Then this structure was suddenly loaded 
with the most difficult of administrative jobs—the actual construc- 
tion and operation of the greatest single merchant fleet in history. 
The losses and waste which have resulted from this blunder of 
assigning administrative functions to the joint and equal minds 
of a wrongly constructed semi-judicial body have amounted to per- 
haps a few hundred millions out of the three billion we have lost 
on shipping, but beyond this the impossibility of continuous pol- 
icies has worked great losses upon our privately owned merchant 
marine. Nor can we properly blame the individual member of the 
Shipping Board. Not even two geniuses of equal authority could 
administer a competitive business—let alone seven. There are 
other breeds of this same sort of confusion between individual 
and joint responsibility. The Federal Board for Vocational Edu- 
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cation, the Federal Power Commission and other agencies are 
mixed advisory and administrative functions. * * *® 

Every single department, bureau and board in the entire gov- 
ernment should be placed upon the operating table and a cleancut 
separation established between semi-judicial and semi-legislative 
functions on the one hand, and administration on the other. The 
former rightly belongs to boards or commissions the latter in 
individuals. For instance, the semi-judicial and semi-legislative 
functions arising from the navigation laws should be transferred 
to a properly constituted Shipping Board, leaving matters of the 
administration of such decisions to the Department of Commerce. 


The same is true of our deplorable lack of a definite and 
organized merchant policy—a thing which has caused the waste of 
a few hundreds of million dollars which might have been saved 
had the government from the beginning concentrated all admin- 
istrative matters relating to shipping under a single responsible 
officer for merchant marine. I may remark incidentally that I 
would not place the job of liquidating the war fleet under such 
an official. That is a temporary job requiring a specialist. * * * 

Under existing hodge podge arrangement, the citizen is driven 
from pillar to post eos | the bureaus, seeking information he 
wants, settling the demands upon him or determining the regula- 
tions by which he is required to conduct his business. I have 
daily evidence in the Department of Commerce of all these forces. 
Assistance to and regulation of navigation is not by any means 
one of the principal functions of our government, but it must be 
a sore trial to the hardy mariner. The delay of ships, the time lost 
to masters and officers as they are shuttled from one office to 
another, or as one official after another operates on him from the 
14 agencies in six different departments which have to do with 
shipping must sorely try his temper. Perhaps hardships at sea 
make him immune to trouble ashore. But it is a great burden 
on the merchant marine. * * * 

What we need is three primary reforms; first to group together 
all agencies having the same predominant major purpose under the 
same administrative supervision; second, to separate the semi- 
judicial and the semi-legislative and advisory functions from the 
administrative functions placing the former under joint minds, the 
latter undue single responsibility, and third, we should relieve the 
President of a vast amount of direct administrative labor. 


Regulation of Motor Carriers 


A resolution favoring limited federal regulation of motor 
vehicle common carriers was adopted at a conference of inde- 
pendent bus and truck operators held under the auspices of the 
American Automobile Association, The resolution was sub- 
mitted to the transportation group meeting of the Chamber of 
Commerce of the United States for consideration. The resolu- 
tion, which was offered by George P. McCallum, president of the 
Michigan Highway Transportation Association, of Detroit, fol- 
lows: 


Congress should enact legislation giving the Interstate Commerce 
Commission the power to grant or refuse certificates of public con- 
venience and necessity in motor vehicle interstate commerce. In view 
of the fact that the Interstate Commerce Commission is already bur- 
dened with all it can handle and because of the fact that states 
through which such motor vehicle lines operate are primarily in- 
terested in such operations, the authority of the Interstate Commerce 
Commission should be limited to the granting or refusal of certificates. 

Certificates shall be granted as a matter of form in all cases in 
which the application for a certificate is accompanied by certificates 
from the state public utilities commission of the various states 
through which the motor vehicle lines are to operate, certifying that 
such lines will serve the public convenience and necessity. Lines 
operating in good faith on March 3, 1925, shall be presumed to be 
necessary to public convenience and necessity, and such lines 
in the absence of evidence overcoming such presumption shall 
receive a certificate for routes established by them. (The term 
state public utilities commission comprehends state authorities regu- 
lating public utilities regardless of by what name called. In states 
where there is no public utility regulation of motor vehicle common 
carriers the state highway commissioner may issue such certificate.) 

In cases where such certificates from state public utility commis- 
sions cannot be obtained by the applicant the Interstate Commerce 
Commission shall grant a hearing on the application for a certificate 
in order to determine whether such motor vehicle operation is a mat- 
ter of public convenience and necessity. In determining that fact the 
Commission shall take into consideration existing motor transporta- 
tion facilities. In all other questions involving certficates the Inter- 
state Commerce Commssion shall act as an arbiter in determining 
differences of opinion between the public utilities commissions of the 
states through which such lines operate. All other regulation of 
operation of interstate motor vehicle common carriers shall be exer- 
cised by the state public utilities commissions of the states in which 
the operation is carried on. 


Mr. McCallum was elected chairman of the committee to 
present the resolution to the Chamber of Commerce meeting. It 
was decided to appoint committees to work out details of a bill 
that would protect the public interest in motor transportation 
and at the same time permit bus and truck independent oper- 
ators to carry on their business unhampered. James M. Swift, 
president of the Interstate Limited Motor Coach Company of 
Boston, presided at the conference of operators. 


The Merchant Marine 


In an address before a general session of the Chamber May 
22, President Palmer, of the Fleet Corporation, discussed the 
problems involved in the establishment of an American mer- 
chant marine. 

“Today we have the ships, but we cannot yet say that we 
have a real merchant marine so far as foreign trade is con- 
cerned,” said he. 

Mr. Palmer said that part of the merchant marine employed 
in the coastwise trade was protected by law from competition 
of foreign ships and therefore was on a safe economic basis. 
The ships in the foreign trade, he said, were entirely unpro- 
tected by the government, economically, and were subject to 
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the keenest competition in a free and open world market 
said the restriction of the coastwise trade to American yee 
had had and would continue to have a far-reaching effe ye 
the upbuilding of the merchant marine. a 
Discussing the higher cost of operation of America 
than of foreign vessels, Mr. Palmer said the governme 
dispose of its fleet to private ownership as soon ag 


1 vessels 
nt should 


without sacrificing the national interests, not merely ie 
sake of the direct economies which would result, but for the 


more important purpose of placing the merchant marine on 

efficient and permanent basis. He referred to the fact that the 

government operator could not be expected to produce the ~ 

sults a private operator would achieve because of the Sortie 

having comparatively “little at stake.” ” 
Continuing, Mr. Palmer said, in part: 


With high priced ships and labor we cannot ex 
successfully with cheap ships and cheap labor on all = oot ‘ 
ways; but there are some routes, on which American ships are = 
seriously handicapped by higher operating costs, and in which prh.. 
can lines with advantageous industrial and shipping connections might 
and probably will, be able to maintain themselves against any = 
petition. Indeed, the best prospects for the further development 7 
our merchant marine on the overseas routes appear to lie in A 
establishment of lines by strong industrial concerns for the car : 
of their own supplies and products and for common carrier servi 
Another prospect lies in our railroads becoming interested in extend. 
ing their transportation systems to foreign shores through owner. 
ship of, or affiliation with, steamship lines. Obviously, a line which 
is assured basic cargoes for its vessels is in a far more favorab] 
—_— than one which has to compete for every ton of cargo it 
The Fleet Corporation is following consistently the P ’ 
well-known policy of efficient economy in public expenditure at 
have greatly curtailed our operating losses during the past year We 
shall not be satisfied as long as our losses are greater than "those 
which can properly be accounted for as the unavoidable differential 
between the cost of public and private American operation of the 
eee 4 —_ + ated 

n the matter of administrative expenses, the annual pa 
been reduced during the last four months more than a oie ae 
lars through the elimination of unnecessary personnel. However the 
prospect for the greatest improvement lies in the further reduction 
of vessel operating expense and the building up of revenues. While 
the recent decrease in yearly losses is a great stride forward, it is 
only a start towards placing the government fleet on a near-business 
basis and making it possible eventually to dispose of our lines to 
private owners as contemplated by the merchant marine act, 

During the last sixteen months we have been clearing the ground, 
We have reduced our losses from $50,000,000 to $36,000,000 a year 
although handling the same amount of business, and, in July, two 
em from today, we will be operating at a loss of but $28,000,000 

I don’t want to mislead myself nor do I want to mislead 
one else into the idea of thinking that the reductions in the out 
operating the Fleet Corporation, say from $50,000,000 down to $28,000,- 
000, bear any real relation to the advance that is being made toward 
solving our merchant marine problems. Although this very great 
reduction in losses, $22,000,000 out of $50,000,000, will have great 
weight in getting our services On a more businesslike basis, yet we 
must not for a moment believe that the progress toward solving the 
problems of the merchant marine is proportional to these figures. 
The increase in efficiency represented by these figures is of value in 
clearing the ground so that the real vital problems of how we are 
going to keep the merchant marine on the seas can be taken up. 
The thought I want to leave in your minds is that, in spote of all 
the increased economy and efficiency of the Fleet Corporation in the 
last sixteen months, no real constructive measure has been adopted 
by the country to keep our merchant flag permanently on the sea. 

It is obvious that if our merchant marine is to be kept on the 

overseas trade routes on anything approaching a basis of equality, 
we must have ships as cheap as our foreign rivals. At the present 
time, the values of American vessels, especially those of the Fleet 
Corporation, have been marked down in price to a parity with for- 
eign ships; in other words, a common world value has been practically 
established. But when it becomes necessary to build new ships, either 
for replacement or in order to secure improved or special types for 
particular trades, the higher cost of American construction will be 
prohibitive, and if nothing is done in the meantime to alleviate 
the situation, our vessels for the most part will disappear from the 
foreign trade routes when the existing vessels become obsolete and 
non-competitive. 
It appears that there are only two alternatives to meet the situ- 
ation. I am not in a position to say which is preferable, but the 
question should be studied by all concerned and a national policy 
adopted by Congress so that shipping interests will know where they 
stand as regards the future and will be able to prepare in advance of 
the necessities. These two alternatives are the adoption of a policy of 
free ships, by which American operators may be permitted to buy 
or build ships in any part of the world without restriction and place 
them under the American flag; or the extension of our system of pro- 
tection to the shipping industry by means of some assistance which 
will have the effect of compensating or reimbursing the operator for 
the difference between the costs of ships built in American yards and 
abroad. This would place him on a parity with foreign competitors 
as far as his capital charges are concerned. 

Our country is committed to a policy of protection of its indus- 
tries, and it may be that public sentiment will prefer the extension 
of this principle to ships rather than to adopt a free ship policy. 
If so, it may be difficult to arrive at a method whereby the differen- 
tial in costs may be P ney to the shipowner or to the shipbuilder, or 
both, for the reason that a subsidy has lately been looked upon with 
great disfavor. 

A free ship policy might be considered undesirable in that it 
might appear to deprive the shipyards of much needed work, but 
in some quarters it is felt that such a policy would have the effect 
of bringing about a large increase in the merchant marine and 
the shipyards would gain in the long run through repair work on & 
greatly increased number of vessels. They claim that unless @ sub- 
sidy goes to the shipowners no overseas ship can be built in ou 
yards, and that if protection in the form of a subsidy is not obtain- 
_ ne can be gained by the shipbuilders in opposing a free 
ship policy. .. . 

There is serious doubt as to whether the subsidy principle © 
be rehabilitated in our country. But it has been suggested that W 
a general, or blanket, aid applicable to all routes regardless of ! 
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culiar conditions might be unacceptable, special assistance for 

. Mtablishment and maintenance of particular services might well 
the @arded as proper and acceptable. For example, if, to further a 
be vooal policy, it were desired to bring our country into closer re- 
ship with another through improved communication and trans- 
sation facilities and give our producers, exporters and importers 
~ portunity to develop trade in a new field, it might well be that 
nile opinion would find it desirable to subsidize a line that would 
” vide the desired service. The mail subvention or other form of 
wsidy has been applied by practically all great maritime powers for 
. jal purposes. 

euch, Sly, this form of government aid has been identified with 
tters of national defense, the purpose being in part the creation of 
eels of a type desired for war purposes. It has not been applied 
vee argo vessels to any considerable extent; but there is no reason 
a it should not be so applied if a cargo service is needed to meet 
wiyrticular national trade necessity. 
+ Pihe difficulty with regard to the subsidy proposition in this 
antry is partly that our experience with it has been tainted by 
oandal; in other words, it is popularly believed that subsidy more 
sess implies graft. Therefore, it is doubtful whether the distinction 
- be plainly drawn between an unquestionably good subsidy and a 
ssibly bad one. If finally the subsidy principle should be definitely 
Pandoned, it would seem impossible to extend the principle of protec- 
ion to the merchant marine in a manner and to the extent that will 
he necessary to place our ships on a competitive basis with their 
reign rivals. It follows that this negative attitude may leave us 
ractically committed to government operation indefinitely. 
P Government aid based on the principle of flag discrimination on 
international routes unquestionably invites and brings about retalia- 
tion. The immediate effect may be advantageous, but the result in 
the long run is likely to be bad. 

We occasionally hear the suggestion that American shipowners 
be given the freedom to transfer ships to foreign registry except in 
times of national emergency. I do not see how it will help the 
merchant marine to transfer effective American vessels; probably we 
will never be able to operate as cheaply as foreigners, and such a 
policy would result in most of our ships going under foreign flags and 
becoming unavailable for government used in the event of a national 
emergency. Our solution of the shipowner’s problem should be, 
rather, to remove his tangible +t ge | handicap and make it pos- 
sible for him to operate successfully under our own flag. 


The committee on foreign affairs of the Chamber, in a re- 
port favoring unconditional most-favored-nation treatment for 
American commerce, urged that application of such treatment 
to shipping would be an aid to the American merchant marine. 
The committee believed that discrimination on the part of the 
United States would be a dubious aid to our shipping and would 
bring destructive retaliation. It said the establishment and 
maintenance of commerce among nations on a sound basis could 
only be obtained “by equal opportunity to all ships under all 
fags in all parts of the world.” 


Railroad Rate Resolution 


The Chamber of Commerce of the United States, at its ses- 
sion Friday afternoon, adopted the following resolutoin on rail- 
road rates: 


The transportation act of 1920 expressly provides for the preserva- 
tion of our transportation system in full vigor. Proposed amendatory 
legislative action creates uncertainty in the public mind, tends to 
retard business, and this interferes with the growth and develop- 
ment of our transportation systems. If our transportation systems 
are to be improved and extended to meet the constantly growing 
needs of commerce, the regulation of our common carriers must be 
vested in a properly constituted administrative body. The record 
of the Interstate Commerce Commission is such as to commend that 
body as the proper agency through which all laws governing the 
common carriers should be administered. 


This resolution was reported by the committee on resolu- 
tions and adopted without discussion. The committee did not 
report out the resolution of the Chicago Association of Com- 
merce relating to political rate-making and interference by the 
legislative and executive branches of the government and de- 
lartmental heads with the Commission. J. P. Haynes of Chicago 
appeared in support of the Chicago association’s resolution be- 
fore the resolutions committee, on behalf of the association and 
approximately eighty other cities and commercial organizations. 

The Chamber adopted a resolution recommending that Con- 
gress should amend the transportation act so as to embrace 
motor common carriers engaged in interstate commerce. 


CLEVELAND HOCH-SMITH ACTION 


The following report of the transportation committee of the 


Cleveland Chamber of Commerce has been approved by the board 
of directors: 


ala The transportation committee has given serious and extended con- 
sdaration to the problems which have arisen as a result of the 
en by the last Congress of Senate Joint Resolution 107, more 
wy known as the Hoch-Smith resolution, under which the In- 
= Commerce Commission has instituted its rate structure in- 
miestion, Docket No. 17000. As a result of this study the com- 
ee submits the following report and recommendations: 
of The Hoch-Smith resolution was adopted as a result of a number 
influences, all more or less closely related, the strongest of these 
probably being agitation for lower freight rates in the agricultural 
of te of the Middle West and West, where sharp reduction in prices 
of arm products created a feeling that all of the freight advances 
dimecent years should be removed. Other industries also were in- 
freie to bring pressure to secure a reduction in the general level of 
whit t rates and from many quarters the opinion was expressed that, 
are e the gross revenues of the railroads may not be excessive, they 
in nevertheless improperly distributed. This feeling found expression 
ber ae hosition 7 of referendum 43 of the United States Cham- 
of Commerce, which reads as follows: 
8 The committee recommends that, instead of any attempt at 
poe reduction at the present time, the existing administrative 
encies, under their established methods and with all possible dis- 
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patch consistent with proper study and investigation, proceed with 
readjustment of relative freight rates.” 

It was also voiced by President Coolidge in his message to Con- 
gress in December, 1923, when he said, ‘‘Competent authorities agree 
that an entire reorganization of the rate structure for freight is neces- 
sary. This should be ordered at once by Congress.” 

So far as the committee is aware, these are the bases for the 
adoption of the resolution. 

The Hoch-Smith resolution is a positive instruction to the Inter- 
state Commerce Commission to initiate an investigation into all of 
the freight rates of the United States and most of the other rules, 
regulations practices and charges of common carriers subject to the 
Commission’s jurisdiction. Pursuant to this instruction the Commis- 
sion has instituted its rate structure investigation, in connection 
with which it has requested the views of interested parties as to the 
legal aspects of the resolution and the methods of procedure which 
should be adopted by it in carrying out the orders of Congress, 

As the Transportation Committee conceives the | eageeo before it, 
two questions are involved: First, what should be the attitude of the 
Cleveland Chamber of Commerce toward the Hoch-Smith Resolution; 
and second, what, if anything, should be done in answer to the Com- 
mission’s request? The answer to the first of these questions involves 
a fundamental policy which has long been follow by us and the 
attitude which we recommend will govern the answer to the second. 

We regard the Hoch-Smith Resolution as being an unwarranted 
step toward rate-making by direct legislation and we have for years 
opposed everything of that kind. The making of rates for transporta- 
tion is purely a matter of economics and one which legislative bodies 
are not fitted to consider. No better proof of this fact than the Hoch- 
Smith Resolution itself has yet been brought to our attention, for the 
impracticability of the action which the Intersate Commerce Com- 
mission is directed to take is obvious. The Commission is instructed to 
proceed with a thorough investigation and make appropriate decisions 
and orders as expeditiously as possible. A thorough investigation of 
the rate structure of this country, with all of its intricacies and inter- 
relationships, wculd involve the accumulation of a mass of detailed in- 
formation almost beyond comprehension and, even with the best of 
facilities and a greatly enlarged force of experts, would take, in our 
judgment, from five to ten years; but Congress has made no appro- 
priation to carry out its instruction and the conduct of the investiga- 
tion is specifically limited so as to involve no delay in pending cases. 
The Interstate Commerce Commission is already over-burdened, and 
therefore it appears to the Committee that the conduct of the Rate 
Structure Investigation bids fair to be interminable. In the mean- 
time business cannot be even relatively certain of the maintenance 
of present rate relationships, but must labor under the uncertainty of 
impending changes, because the resolution is based, as expressed by 
Congressman Hoch, ‘.upon the assumption that the present freight 
structure is out of adjustmnt and that the burden is not properly dis- 
tributed either as between commodities or as between various sections 
of the country.” . 

The Committee has therefore concluded that it is desirable that 
the Cleveland Chamber of Commerce reaffirm its opposition to any 
legislation savoring of interference with proper boards and commis- 
sions in the matter of rate-making. It happens that there is now 
before the Chamber of Commerce of the United States for consideration 
at its annual meeting in Washington, beginning May 20th, a resolution 
submitted by the Chicago Association of Commerce, which states the 
Committee’s opposition to legislative and executive interference. A 
copy of that resolution is attached to this report and we recommend 
that the delegates of the Cleveland Chamber of Commerce to the 
Annual Meeting of the United States Chamber of Commerce be in- 
structed to support and further that resolution. In addition we recom- 
mend that the following statement be adopted by the Board and trans- 
mitted to the United States Chamber of Commerce before the annual 
meeting with the request that it be referred to the proper committee 
for consideration: 

“The Cleveland Chamber of Commerce has steadfastly taken the 
position that the matter of transportation charges should not be regu- 
lated by direct legislative action, and that at no time should there be 
anything savoring of executive interference with the orderly pro- 
cedure of the Interstate Commerce Commission. There is a constant 
tendency on the part of legislative bodies to undertake the adjustment 
of transportation charges, this being evidenced by a host of bills in- 
trtoduced during the last session of Congress. Of these, the Hoch- 
Smith Resolution, while it does not directly order the establishment 
of particular rates or charges, nevertheless constitutes what we feel 
to oo an unfortunate step toward direct legislation in a purely economic 
matter. 

“We therefore strongly urge upon the Chamber of Commerce of 
the United States, the propriety of adopting the resolution submitted 
by the Chicago Association of Commerce entitled ‘Resolution adopted 
by the Chicago Association of Commerce, April 10th, and submitted to 
the Chamber of Commerce of the United States for adoption at its 
annual meeting to be held at Washington, May, 1925.’”’ 

The Committee is retaining on its docket the question of later 
recommending an attempt to secure the repeal of the Hoch-Smith 
Resolution in the next session of Congress. 


The second question before the committee, as to what should be 
done in connection with the Interstate Commerce Commission’s re- 
quest for views of interested parties in the Rate Structure Investiga- 
tion, is answered by the discussion above. The Committee feels that 
the investigation is unfortunate and that Congress should not have 
ordered it, and we, therefore, recommend that no statement be filed 
on behalf of the Cleveland Chamber of Commerce. 


ACTION ON WESTERN PETITION 


Action is expected soon from the Commission on the applica- 
tion of the western carriers for an increase in revenues. The 
expectation is that the Commission will institute an investiga- 
tion. That is based on the fact that Chairman Aitchison, May 15, 
held a conference with the committee that filed the application, 
as to the manner of handling the matter. Such a conference, it 
is believed, would not have been held were the sentiment among 
the Commissioners opposed to going into the subject at this time. 


GREAT LAKES BOARD TO MEET 


The Great Lakes Regional Advisory Board will hold its sec- 
ond annual meeting at the Toledo Chamber of Commerce, To- 
ledo, O., June 9. A joint banquet will be held in the evening 
with the Toledo Chamber of Commerce, at which R. H. Aishton, 
president of the A. R. A., and James A. Emery, general counsel 
for the National Manufacturers’ Association, will speak. 
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CROW RATE DECISION 


The Traffic World Ottawa Bureau 


The Board of Railway Commissioners has dismissed the 
complaint of the City of Brantford, Ontario, that the freight 
schedules filed by the Canadian Pacific and Canadian National, 
July 7, 1924 (the Crow’s Nest Pass rates), unjustly discriminate 
and give an undue preference against the city and against indi- 
vidual shippers in Brantford. The contention of the complain- 
ants was that, as the Crow rates had been volnntarily accorded 
to Toronto and Hamilton, on the Canadian Pacific, it was unjust 
discrimination to withhold them from Brantford. ‘Counsel for 
the city admitted that Brantford was not entitled to the Crow 
rates under the recent judgment of the Supreme Court, but con- 
tended that the C. P. R was now extending those rates to To- 
ronto and Hamilton, competing points, although not obliged to 
do so. Consequently, they were voluntary rates so far as those 
cities were concerned, and, being such, it was unjust discrimina- 
tion to withhold them from Brantford. 

The judgment says the whole dispute centers around the 
question of whether Toronto and Hamilton are entitled to the 
rates. If they are, it is not open to Brantford to say such dis- 
crimination is unjust, because, being statutory, it cannot be so 
regarded. The judgment examines what constituted the C. P. R. 
line in 1897 and decides that Toronto was on a line, the Ontario 
and Quebec Railway, acquired in 1884. Hamilton was on a 
branch of the Grand Trunk leased to the Canadian Pacific in 
1896, and the C. P. R. had also acquired running rights over a 
separate line to that city. Both were, therefore, entitled to the 
benefit of the agreement of 1897. On the other hand, Brantford 
had no connection with the C. P. R. in 1897. ‘Undoubtedly, the 
serious discrimination complained of exists,” says the judgment, 
“but it is authorized by the Crow’s Nest Pass statute and agree- 
ment. Consequently no relief can be ordered at the hands of the 
Railway Board.” 


CROW’S NEST PASS RATES 


The Canadian government’s action, disposing of the Crow’s 
Nest rates and dealing with the equalization of freight rates, is 
not expected to be brought down for some little time and may 
be one of the last things tackled at the present session of Parlia- 
ment. At a meeting of the railway committee recently, the 
Minister of Railways made it clear that, if any particular set of 
rates was to be adopted in one section of the country, it would 
follow that something similar would have to apply to the other 
sections, if the disparities that have caused all the present 
trouble were to be avoided. It is understood that the Minister 
of Railways shares the view of the railway company that Parlia- 
ment should not make the rates nor even seriously interfere 
with the Railway Commission. 

A delegation representing the Toronto Board of Trade and 
the Associated Boards of Trade of Ontario has waited on the 
government, urging the repeal of the Crow’s Nest act, in order 
to give the Railway Commission full authority and direction over 
the whole rate structure. The grounds for the request, as cited 
by the delegation, were discriminations and inequalities and gen- 
eral demoralization of business, resulting from the present situa- 
tion. 


BAD MONTH FOR CANADA 


February was a discouraging month for the Canadian rail- 
ways. Every week showed a decline in the volume of traffic, as 
compared with the corresponding period of last year. The de- 
crease was almost wholly accounted for by the shrinkage in 
grain shipments. From the first of the year to the end of Feb- 
ruary the falling off in grain and grain products amounted to 
23,202 carloads, which would figure out roughly at 30,000,000 
bushels. In the early part of 1924 there was an active move- 
ment in grain, owing to the large carry-over from the unprece- 
dented crop of 1923. 

While the railways have suffered from a lower movement 
of grain, coal, lumber, pulpwood, and miscellaneous this year, 
there have been gains in live stock, coke, other forest products, 
ore, and merchandise. The betterment in merchandise has 
amounted to 20,000 carloads in round figures, and has been the 
outstanding feature of traffic this year. 


PEACE RIVER VALLEY PROJECT 


The Trafic World Ottawa Bureau 


The most interesting development in the Peace River Rail- 
way Project is a proposition which Sir Henry Thornton has 
made to Premier Greenfield. Details have not been given out, 
but it is well understood that the scheme involves the control 
or lease of the Edmonton & Dunvegan line by the by the Cana- 
dian National and a new line ultimately through the Pine, Peace 
or Peace Pass to Fort George. 

The estimated cost of building the extension, having regard 
to the difficulties of construction in the district, is about $21,- 
000,000, and a land grant of two million acres is sought to help 
defray this big outlay. Alberta and British Columbia would be 
asked to put up a million each. 
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As matters now stand with the Edmonton & Dunvegan 
or less, the key to the situation, Premier Greenfield js “diene 
ing” with both companies, the Canadian National, whose ~— 
sition is mentioned, and the Canadian Pacific, which is wn 
to stay in the territory and go as far as the Canadian Nee 
Most of the delegation at Ottawa from the district and the — 
bers interested have been pulling hard for development p ‘4 
Canadian National, but the wisdom of this attitude js not “1 
ceded by all of them, Some of them do not care which = 
does the work so long as it is done. road 
Premier Oliver’s proposal for an extension to or 
George has been concurred in by Premier Greenfield. 
pretty well agreed that the joint development scheme 
doned, and that either one system or the other will y 
the work. Sir Henry Thornton has not divulged eve 
ministers the details of his proposition, but it is known t 
the Edmonton & Dunvegan line, 


hear Fort 
It seems 
is aban. 
Ndertake 
N to the 
O involve 


CANADIAN CAR LOADING 


Car loadings for the week ended May 9 showed onl 
increase over the previous week, practically all being in me 
chandise, 569 cars, and miscellaneous freight, 220 cars Grain 
and coal loading continued light, and forest products showed 
little change. Compared with the corresponding week last year 
total loadings fell off 4,403 cars. Merchandise increased 879 
cars, and “other forest products” 560 cars, but grain decreased 
3,160 cars, and coal, 1,889 cars. : 
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CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
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Cc. P. R. TO TAKE OVER G,. N. LINE 
Consummation of negotiations whereby the Canadian Pacific 
will take over that portion of the great Northern between Grand 
Forks and Princeton has been reached, according to a statement 
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of B. Langtry, assistant superintendent of the Great Northern for 
that division. -e 
The deal was reported as pending some weeks ago, when 
y. McLeod, of Winnipeg, assistant chief engineer for the Cana- 
dian Pacific, made an inspection of the line. A considerable 
rtion of the line runs across the international boundary line, 
inking Curley, Republic, Molson and Oroville, Wash., but the 
rail distance between Grand Forks and Princeton is fifty-seven 
niles shorter than the Canadian Pacific and Kettle Valley route. 
The line is said to be particularly attractive to the Canadian 
Pacific with a view to handling concentrated shipments between 
copper Mountain Mine at Princeton and Tail smelter; also for 
shipments from the Consolidated Company’s plant at Trail to the 
vast for transshipment to Begium and the Orient. 


CANADIAN RAIL AMALGAMATION 


The Trafic World Ottawa Burcau 


The nearest approach to an official utterance on the subject 
of the proposed amalgamation of the two great Canadian rail- 
way systems was made in the House of Commons by the Min- 
ister of Railways, G. P. Graham. Said he: 


To me, monopoly is distasteful in any form. I am not sure that 
amalgamation at the present time is the proper thing. It may be 
that in the future, in the maturing of conditions amalgamation may 
he necessary; but I am free to admit that I would like to try out to 
its fullest extent every other method before I submitted to monopoly 
of any kind in this transportation question. It has been said that the 
Board of Railway Commissioners could control. I believe our board 
is an able body of men and could control, so far as any such body 
could control, the operation and cost of our transportation companies, 
or of one company if there were one. But there are so many things 
that cannot be controlled by a Board of Railway Commissioners or 
anybody else outside of competition. . Is not the Canadian Pacific 
Railway Company’s service today immeasurably better than before 
there were other lines in its territory? Competition is the only thing 
that will give a man a car when he wants it; that will give you an 
improvement in the way of attention on the trains when you are trav- 
eling; because, if there is no competing system, it is human nature 
to make as much out of you as possible. Monopolies may become 
absolutely essential, but at the present time I would rather _see our 
people maintain their courage, maintain their belief in the Canadian 
National system, and find out if we cannot work out some way by 
which we can have in Canada not amalgamation at the present time 
put a co-operation that will give the people the desired service and 
protect them from monopoly. ' 

I am free to admit that, if we cannot get around the problem in 
any other way, I would prefer a publicly owned monopoly to a pri- 
yately owned one, for this reason: a publicly owned monopoly can be 
controlled annually by this Parliament in detail to a large extent, and 
the people's views can be represented, while a privately owned mo- 
nopoly, no matter how safeguarded, would not be safeguarded with the 
same close criticism. 


Even co-operation, he said, was not so easy of accomplish- 
ment as it might appear, continuing: 

Co-operation in the elimination of certain passenger trains might 
not be difficult, although the president of the Canadian Pacific Rail- 
way put this question to me a few days ago: ‘‘You say we are run- 
ning a lot of trains between Ottawa and Montreal. So we are, but I 
tell you that these trains pay. Why should I be asked by you or by the 
government or by Parliament to take off a train that is helping to 
pay dividends to my shareholders? Is that fair to the shareholders?’ 
That is a matter that has to be considered, because we must not do 
anything, in either amalgamation or forced co-operation, that is going 
to frighten capital invested in Canada. . . Co-operation in the 
removal of a passenger train here or there will not get us very far in 
the reduction of expenses, although it will help to some extent... . 
Those who live in the cities at the end of a run would be under no 
sacrifice if the service were reduced to a considerable extent, but the 


People in the intermediate sections would be affected by any curtail- 
ment of service. 


_ Speaking of through trains, gentlemen perhaps forget that, 
in the transcontinental business, the Canadian lines are compet- 
ing, not only with each other, but with the American lines as well, 
and it is not so easy a task as it would seem at first sight to take off 
any trains. I was an agent for an American line once, and it was 
surprising how many people crossed the river a few miles from here 
and took the American railway from Ogdensburg to Chicago if they 
could get a little better rate, instead of going on the Grand Trunk or 
the Canadian Pacific. And this competition is kept up all the time. 

He added that the two presidents were discussing the mat- 
ter of co-operation, and he was urging them to consider the 
whole question of making some arrangement to co-operate, which 
would include not only passenger traffic but an exchange of 
freight on an equality basis that would prevent duplication. 
During the war something of this kind was done, but the people 
then were more ready to sacrifice, he said. If the roads could 
hot get together, he would consider the question of asking the 
tailway commission to take a hand. 


CANADIAN NATIONAL CO-ORDINATION 


An examination of the financial structure and property of 
More than one hundred companies, constituting the Canadian 
National Railway System, is being made and will be completed 
this year, Sir Heinry Thornton told the House of Commons 
committee on national railways and shipping this week. “Within 
this year we shall have sufficient data to make a definite rec- 
ommendation,” he said. The matter came up in discussion of 
the co-ordination of the Canadian National companies. The ex- 
‘mination of the whole financial system was the most difficult 
and important problem that the company faced after getting the 
tystem working in harmony. 


A pension system was being determined for Canadian Na- 


tional Railway employes, and legislation to put it into effect 
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would be sought next year, said Sir Henry. There would prob- 
ably be considerable additions to the item of pension charges 
in the years to come, he said. 

Speaking on equipment, he said he believed the company had 
about all the equipment—both for freight and passenger traffic— 
that it would require for some time. It would not be necessary 
to make substantial nurchases of equipment in the near future. 


G. T. W. FIGURES 


A memorandum has been placed before the special railway 
committee of Parliament showing decreases in tonnage on 
Grand Trunk Western lines. In 1924 there was total decrease 
in revenue tons of 437,801, or 3.3 per cent, and a decrease in 
ton-miles of 97,368,832. The principal reductions were in manu- 
factured steel, autos, paper, etc., $1,300,000; coal and mine prod- 
ucts, $745,000; agricultural products, $235,000; lumber and logs, 
$300,000; L. C. D., $500,000; animal products, $100,000. There 


were increases in fruit and vegetables, sugar, cement, oil, sand 
and gravel. 





CANADIAN NATIONAL BUDGET 


The Canadian National Railways have submitted the budget 
for the coming year to the select standing committee on national 
railways. It calls for an expenditure of $50,000,000. The original 
estimates as presented in Parliament called for $60,000,000. Of 
this amount, nearly $37,000,000 is for “interest on funded and 
other debt.” General additions and betterments call for $17,- 
150,000. In 1924 the Canadian National Railways spent $14,000,- 
000 on equipment in Canada and $562,000 in the United States. 
The total value of the equipment on American lines is $20,808,127. 


CANADIAN BOARD ORDER 


The board has approved the Canadian National’s Supplement 
No. 1 to its tariff C. R. C. No. E-608, covering joint movements 
with the Montreal and Southern. 


CANADIAN SURCHARGE 
The rate of exchange on shipments of freight between points 
in Canada and the United States from May 15 to 31, inclusive, 


is nil. There will be no surcharge on international freight or 
passenger business. 





CANADIAN RAILROAD EARNINGS 


Earnings of the Canadian National for the week ended May 
7 were $4,303,754, an increase of $132,610 over the corresponding 
week last year. Earnings of the Canadian Pacific were $2,880,- 
000, a decrease of $401,000. 

Gross earnings of the Canadian National Railways for the 
week ending May 14 were $4,133,287, a decrease of $190,059 from 
the corresponding week of 1924. Earnings of the Canadian Pa- 
cific for the same period were $2,791,000, a decrease of $296,000. 


SALE OF CANADIAN SHIPS 


According to a report brought down in Parliament, the gov- 
ernment has received, in the last three years, sixteen offers to 
purchase ships of the Canadian Government Merchant Marine. 
Some of the inquiries resulted in the sale of several of the 
small ships, which were sold from time to time. There are still 
twenty-one freighters available for sale. The principal offer 
came from Sir William Peterson and was made on February 7 
last. Sir William’s offer was made for the entire fleet of cargo 
steamers. 

Among the fifteen other offers or inquiries were those from 
Lloyd Brazileiro of Rio Janeiro, wanting ships of from four to 
eight thousand tons; from an official Russian source, through 
the British embassy at Moscow, to charter some of the vessels 
for a number of years to experiment in national shipping con- 
trol; from Wilson & Reid of London, who bought one of the 
vessels, “The Canadian Logger,” asking how much the govern- 
ment wanted for all its fleet. Deckers and Company, of Antwerp, 
Tamplins, of London, and an unnamed firm in Norway asked 
for quotations on from one to ten ships. All the inquiries were 
referred to the Canadian Government Merchant Marine. 


PETERSEN CONTRACT HEARINGS 


The Trafic World Ottawa Bureaw 


Interest was lent to the sittings of the Parliamentary com- 
mittee on ocean freight rates and the Peterson contract this 
week by the fact that W. T. R. Preston, whose report was the 
foundation for the attacks on the transportation lines, was the 
chief witness. His evidence was disappointing from the point 
of view of those objecting to existing rates, and the impression 
now is that, unless Sir William Petersen or some other witness 
produces something more substantial, the findings of the com- 
mittee will not be such as to support the charges. 

The examination disclosed the fact that Mr. Preston’s 
charges against the shipping companies were, for the greater 
part, based on hearsay. He had seen only one member of the 
alleged combine in the person of Major Cairns, of the Cairns, 
Noble Shipping Company, about the question of lowering cattle 
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rates, and it was disclosed later that this company was not 
interested in the cattle trade. He had also seen two officials 
of the Royal Mail Steamship Company. He had not approached 
the Canadian Pacific, the Anchor-Donaldson, Canadian Govern- 
ment Merchant Marine, or other lines engaged in the north 
Atlantic trade, feeling that “it would have been hopeless.” He 
refused to give the names of those who had furnished him with 
the information on which he had based his report, but said 
they had approached the steamship companies in vain to get 
them to leave the conference, 

In Mr. Preston’s report, he refers to the 25 per cent in- 
crease in rates as having wiped out the benefit of the British 
tariff preference. In his evidence he remarked that this in- 
crease was a New York affair and affected eastbound, not west- 
bound, rates. Asked how this inconsistency in his statements 
arose, he said he would have to look over his papers and reply 
at the next sitting. At the next sitting he said he had not been 
able to find his evidence. 

In reply to questions he said that his declarations about 
the “world-wide steamship combine” did not mean that there 
was any central organization, operating and controlling the sev- 
eral branches, but that the series of conferences was inter- 
locking. 

In dealing with immigrant rates, he said that, in 1898, there 
had been a three-pound-ten rate to Canada, outside the con- 
ference, until the Canadian Pacific purchased the Elder Dempster 
line to get it out of the field, when the rate was immediately 
raised to five-pound-ten, and all competition ceased until Sir 
William Petersen entered the trade. The Armstrong-Whitworth 
Company then withdrew its ships from Petersen on the threat 
of the conference that, if it did not do so, it would get no con- 
tracts for repairs from conference lines. 

The cross-examination of Mr. Preston by counsel for the 
shipping interests was directed to showing that he had expressed 
his opinions and made his report without any real study. He 
had not read the report on shipping rings before writing his own 
report; he admitted that he did not know the difference between 
the different conferences in the different trades; he did not know 
when the Imperial Shipping Board was organized, though he 
spoke in his report of “the long period” that elapsed before that 
body dealt with flour rates, and counsel for the steamship com- 
panies pointed out that the matter was called to their attention 
in November and settled the following April. Asked to explain 
his references to the British preference, which obviously dis- 
played lack of knowledge of the subject, he said, “the paragraphs 
got mixed,” or “there was sometthing left out by the typewriter.” 
In the latter part of his statement before the committee, he 
admitted that, if he had to do the work over again, he would 


go to the heads of the shipping companies in England to get 
their attitude and views. 


Several private firms, mentioned in the Preston report as 
complaining about rates, gave evidence before the committee, 
The Dominion Oragn and Piano Company, one of the largest 
Canadian concerns, described ocean rates on organs as “not 
only restrictive but prohibitive.’ The witness gave the present 
rate as $12 a ton of 40 cubic feet, as compared with $1.50 in 
1910. Before the war the United States and Canadian organ 
manufacturers had controlled the market in England. At pres- 
ent, American exporters were getting lower rates than were 
available in Canada, but he did not know what lines gave them. 
He said he could stand an increase of 300 per cent over pre-war 
rates, but “700 per cent was outrageous.” 

A representative of the Massey-Harris Company testified 
that the rates on implements, as given in the Preston report, 
were correct. He gave a comparison of rates as between the 
United Kingdom and the Argentine. The voyage to the former 
took from 8 to 10 days and the rate was $10; the voyage to the 
Argentine took from 19 to 21, and the rate was $7 to $7.70. He 
got a lower rate from an American than from a Canadian port, 
and gave the name of the line to the committee in secret. 

Sir William Petersen, whose proposed shipping contract with 
the Canadian government is under discussion in a parliamentary 
committee, entertained some members of Parliament on his ship, 
the Rio Dorado, at Montreal on Saturday. He said that his 
ships, which are of the corrugated side type, having two hori- 
zontal corrugations just below the water line, could carry any 
type of cargo, grain,-package freight or cattle, 470 head being 
the capacity of the Rio Dorado. The only modern appliance 
that the ships have not at present is refrigeration, but if he gets 
the subsidy he will fit his ships with this feature, he says. The 
ehief advantage in his ships, he said, was the economy in fuel, 
it being possible to drive them at an average speed of ten knots 
on 22.5 tons of coal per day. Other advantages included the pos- 
sibility of taking more freight for their size than other vessels, 
with greater stability, due to the corrugations below the water 
line, He said his future plans depended on whether a subsidy 
was granted. If the government ratified the agreement he would 
at once put three similar vessels on the St. Lawrence route, and 
in six weeks’ time it would be possible to add another two, now 
building. He was unwilling to state his plans in the event of the 
subsidy not being awarded, but said he did not think it possible 
to operate on the St. Lawrence route without it. 
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Shipping experts of the parliamentary committee are study. 
ing the ship’s log to compare it with the performances of Other 
carriers on the St. Lawrence route. He was unwilling to gg. 
why he thought it necessary to have a subsidy to operate on 
the St. Lawrence when his ships have so many advantages oye, 
other ships of like tonnage. 

Captain Hocken of the Rio Dorado was before the SDecial 
committee on Monday. He was a strong advocate of the eq. 
rugated side type of ship, which, he declared, had a markeg 
advantage in both speed and fuel consumption over the straight. 
sided vessel. The ship is chartered by the Continental Grain 
Company of New York to carry grain to Hamburg, and the eap- 
tain estimated a net profit on the voyage of forty pounds a day 
for forty days. She came out in ballast. He estimated that ghe 
was capable of making 12% knots an hour with a consumption 
of 27 tons of Welsh coal in 24 hours. 

Mr. Symington, government counsel, told the committee that 
a comparison of fuel costs, as submitted by the other steamship 
lines, showed that those of the Petersen boat were much lower, 


CHILLED MEAT TRADE 


In the course of the examination of the annual report of the 
Canadian Government Merchant Marine by the House of Cop. 
mons committee on railways and shipping, Sir Henry Drayton 
urged the merchant marine management to undertake a policy 
of going after an increased chilled meat trade. New Zealand, 
he said, was carrying to Great Britain at the same rate used by 
the Canadian lines, because they were contracting for maximum 
loadings. The marine should endeavor to obtain full loadings 
with a view to reducing the present $1.50 rate. He was certain 
that profit could be made if the trade was undertaken properly. 

He pointed out that ships were leaving Montreal with u. 
occupied space for chilled meat. To reduce the rate would be 
to create a general rate war, but in view of the present rate 
condition on the north Atlantic it was an adventure on which 
the merchant marine might set out. He suggested that the 
marine might try approaching the producers of chilled meat with 
a favorable rate calculated to stimulate the trade with what 
accommodation was already in existence. Then, if the response 
justified increased refrigeration accommodation, the shipping 
committee might recommend changes in capacity for chilled 
meat. 

The suggestion was generally acceptable to the committee, 
but Sir Henry Drayton would carry the matter further and have 
the government promote co-operation between producers and 
carriers to place the meat in the British market. A Canadian 
shop should be set up in Britain to prove the acceptability of 
Canadian meat, he said. General co-operation was the solution. 


If the rate could be reduced maximum loadings would be forth 
coming. 


OCEAN FREIGHT MARKET DECLINES 
The Trafic World New York Bureau 


The full cargo market for Overseas vessels is weaker this 
week, though shipowners, in many instances, refused to place 
their vessels at current rates and held for higher figures. The 
general opinion of brokers was that the market was more likely 
to decline than advance, and that the shipowners were unwise 
in withholding their tonnage. Statements from the Department 
of Commerce that American foreign trade had reached new 
record figures were not reflected in shipping, where surplus 
vessels and low rates prevented the companies from getting any 
benefit from the heavier movement, 

Demand in the grain market was light, and the only activity 
was recorded at Montreal. Two vessels were fixed from Atlar- 
tic ports to Spain at 17 to 17% cents a hundred pounds. Similar 
— made from Montreal for loads of oats to the Cor 
tinent. 

The coal market failed to demonstrate any activity. Tor 
nage to Italy was reported to have been offered at $2.85 a ton 
without response from shippers. As the demand for space to 
South America was lighter, shippers dropped their offers to 
$3.50 a ton. 

Several changes were made by the West Coast of Italy Cot 
ference, as follows: Babbitt and type metal, $11 and $10 per 
2,240 pounds; zine in bars, $12 and $10.75 per 2,240 pounds, 
canoes in cases, $13.50 and $12, same burlapped, $16.50 and $15 
per ton, weight or measurement; bags in bales up to 70 cubic 
feet per 2,240 pounds, 60 cents and 54 cents per hundred pounds; 
same running 70 to 100 cubic feet per 2,240 pounds, 80 and 7 
cents per hundred pounds, The higher rates apply on passengé 
ships and the lower on freighters. “ 

Changes in the Far East trade were as follows: Rate ‘i 
coal in bulk now open; charcoal carbon, $12 from Atlantic ~ 
$5 from Pacific ports, per ton of 2,000 pounds or 40 cubic ne 
iron safes from Atlantic and Gulf increased from $18 to $ 
per ton of 2,000 pounds or 40 cubic feet. > 

In the South and East African trades there have beet = 
rate changes since May 1, when there was a general adval 


of $2 a ton, Capetown basis, on general cargo rates, and als 
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» most commodity rates except steel, oil, sugar, flour, etc. 
There will be another horizontal increase of $2 a ton effective 
july 1, which, it is expected, will include the articles excepted 
in the last increase. The rate of $11 a ton on steel will prob- 
ably remain the same. 

In order that binder twine manufacturers may arrange the 
seasonal sale of that commodity, the lines to East and South 
Africa have agreed to protect a rate of $12 a ton of 2,240 pounds 
or 40 cubic feet, ship’s option, until December 31, 1925, on the 
Capetown basis. 

Changes in the Argentine and Uruguay trade include the 
wllowing: The rate on malt will be increased to $12.50 and 
$11.25 a ton of 2,240 pounds during January, 1926. Stearic acid 
jg now $10 and $9 a ton weight or measurement. These apply 
on passenger and freight vessels, respectively. 

There have been no changes in the Brazil Conference ex- 
cept stearic acid, which to Rio and Santos is $16 a ton on pas- 
genger ships and $14.50 on freighters. 

Announcement has been made at San Francisco by E. C. 
pvans & Sons, general Pacific coast agents for the Pacific Coast- 
United Kingdom service of the Isthmian Line, that the rate on 
iried fruit from San Francisco to Europe is now 10 cents lower 
per hundred pounds than previously. Dried fruit is quoted at 
7) cents per hundred pounds, in barrels, bags or boxes, strapped, 
and in boxes, unstrapped, 85 cents to United Kingdom, Irish and 
Continental European ports. The rate on this commodity is 10 
cents higher to French and Scandinavian ports. 

The Quebec Steamship Company announces the following 
changes in freight rates: Shingles to St. Thomas, St. Croix 
and Barbados, 20 cents per cubic foot; to all other ports, 30 
cents per cubic foot; empty bottles to St. Thomas and St. Croix, 
% cents per cubic foot; excelsior, in bales, to St. Thomas and 
St, Croix, 20 cents per cubic foot; empty barrels, 50-gallon size, 
to Guadeloupe and Martinique, $1.25 each; staves, all sizes, to 
Guadeloupe and Martinique, 50 cents per hundred pounds; oleo 
and lard to Barbados, packed in tierces, barrels and half barrels, 
50 cents per hundred pounds on the gross weight; packed in 
cases, tubs and pails, 60 cents per hundred pounds on the gross 
weight. 

Intercoastal steamship lines for which Norton, Lilly & Co. 
are agents will provide a minimum of six direct sailings a month 
fom New York to the west coast, effective May 16. This in- 
cludes sailings every Thursday and Saturday. The Isthmian 
Lines, which formerly dispatched part of the fleet direct from 
Baltimore, will hereafter make New York the last westbound 
port of call for all intercoastal vessels. A service every two 
weeks wil be offered by the Argonaut Line. 

The North Atlantic-United Kingdom and Continental Freight 
Conferences, at meetings this week, authorized their members 
to meet competition in sugar traffic. This does not mean that 
the sugar rate has been thrown open, one official said, but that 
steps have been taken to permit members to meet rates offerd 
by non-conference lines, and also to give some flexibility in seek- 
ing business that otherwise might be lost to other countries if 


shippers here were unable to meet prices abroad. Similar action 
was taken last week in flour. 


ANTWERP RULES REPORT 


The Trafic World Washington Bureau 

Arrangements have been made to have American views, 
formulated by American shippers and American steamship in- 
terests, respecting the York-Antwerp rules, 1924, placed before 
the International Law Association, a committee of which formu- 
lated them, together with a recommendation that the rules be 
changed as suggested by the American interests. 

The question of the attitude of American interests in respect 
of the rules was considered at a conference, held under the 
auspices of the Chamber of Commerce of the United States 
March 16. That conference appointed a committee to consider 
the rules. It was composed of Harrington Putnam, Arnold W. 
Knauth, Arthur M. Boal, Ira A. Campbell, E. W. Congdon, D. 
Roger Englar, W. H. LaBoyteaux and Paul M. Ripley. 

That committee has submitted its report to the conference 
and has had its work approved. The conference on the com- 
mittee report held the meeting at which the approval was given 
at the Chamber of Commerce of the United States May 15. The 
committee held three private meetings and one public hearing, 
the latter at New York April 23, as a foundation for its report 
recommending changes in the rules to fit American ideas on 
the subject. B. K. Ogden, of the Shipping Board’s insurance 
department, presided at the conference on May 15. 

The conference adopted the report with a request that the 
American branch of the International Law Association ask that 
organization to call a conference to receive the American sug- 
gestions for changes in the rules. It was also agreed to ask 

® Chamber of Commerce of the United States to use its influ- 
ence with the International Chamber of Commerce to oppose 
the rules ag drawn, and support the action of this conference 
looking toward their amendment. 

The report of the committee related largely to the effort 
of the Stockholm conference of 1924 to create what the com- 
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mittee denominated “a complete and self-contained statement 
of the principles of general average, to be wholly independent 
of the local law and practice in the various maritime countries.” 
On that point the committee said: 


While the American interests, which have been represented on 
and before the committee, are in sympathy with the general plan 
of declaring the principles of general average and thus to brin 
about greater uniformity in all maritime countries, the genera 
feeling in this country is first, that the lettered rules as now 
formulated are not satisfactory for this purpose; and second, that 
it is doubtful whether any formulation which may be devised will 
cover the whole subject of general average so completely as to 
justify the omission of old Rule XVIII or some similar provision. 
The general opinion in this country is that any formal statement 
of principle to be adopted must be supported and supplemented 
by the general body of law and custom, which, in some form, 
underlies the entire subject of general average in every maritime 
nation, and satisfies the need which is bound to arise for a source 
of authority and a method of interpretation, in applying the 
rules to new situations as they arise. 


The committee said it had considered other objections, but 
had limited its report to matters upon which there was substan- 
tially unanimous agreement. 


INTERCOASTAL TRAVEL 


“An increase in 1924 over 1923 of nearly 400 per cent in tne 
number of passengers traveling by water between Atlantic and 
Pacific coast ports,” says the Bureau of Research of the Ship- 
ping Board in its second annual survey of passenger traffic, 
“demonstrates the growing popularity of the intercoastal passen- 
ger service now maintained by a number of fine passenger 
steamers which were formerly employed in trans-Atlantic pas- 
senger routes. The total number of intercoastal passengers 
recorded in 1923 was less than 2,600, while in 1924 more than 


coo persons traveled by that route.” eContinuing, the Bureau 
said: 


The operation of the new immigration law caused a drop of 
60 per cent in the third class arrivals from European countries, 
which numbered 321,000 in 1923 and 117,500 in 1924. A part of 
this decrease, however, was offset by increases in other classes 
of travel, as the total passenger traffic with those countries was 
only 165,000 less than in 1923. The 1924 total of 666,750 passen- 
gers traveling between the United States and European countries 


constituted more than 44 per cent of the total ocean borne passen- 
ger traffic. 


The total of all passengers arriving and departing from our 
coastal ports for foreign and non-contiguous U. S. territory des- 
tinations during 1924 was approximately 1,500,000, a decrease of 
5 per cent from the 1923 total, and, as above noted, about 44 
per cent of these traveled on trans-Atlantic carriers to and from 
European countries. The remainder of the foreign traffic was 
distributed approximately as follows: Canada, 410,000; middle 
America, which includes the Caribbean region, 254,000; the Orient, 
50,000; and other forgein regions, 11,500. In addition to the for- 
eign and intercoastal traffic previously referred to, a total of 93,600 
passengers traveled between continental United States and our 
non-contiguous territories, the traffic being divided: Alaska, 46,- 
000, Hawaii, 28,000, and Porto Rico, 19,600. 


More than one-half of the total number of passengers recorded 
arrived and departed through the port of New York, which is 
credited with about 55 per cent of the arrivals and the same 
percentage of the departures. Seattle, with 18 per cent, ranks 
second in total number of passengers in consequence of the great 


volume of travel between Puget Sound and adjacent Canadian 
ports, and Alaska. 


The total of 1,514,323 passenger movements shown in the 
Bureau of Research survey is compiled from records which include 
foreign, intercoastal and non-contiguous territory passenger traf- 
fic, but no do include coastwise traffic within the limits of either 
coastal district. 


SHIP SALES POLICY 


The Traffic World Washington Bureau 

Commissioner Thompson, of the Shipping Board, has ex- 
pressed opposition to suggestions that a large number of idle 
Shipping Board vessels be sold for scrapping purposes. He said 
the value of the ships as naval auxiliaries could not be measured 
and also indicated the time would come when they would be 
needed for commercial purposes. He said he saw no reason 
why the United States should weaken its naval auxiliary and 
economic position in world trade and stand alone in a program to 
remove surplus ship tonnage. The commissioner issued his 
statement in connection with reports of Chairman O’Connor’s 
negotiations with Henry Ford looking to the sale of vessels for 
scrapping purposes. 

Commissioner Lissner, chairman of the ship sales committee 
of the board, said the board had reached no decision as to selling 
ships for scrapping purposes. He said if it reached such a de- 
cision, there would be a ready market for the ships without 
appealing to Henry Ford to buy them. Chairman O’Connor had 
advocated a scrapping program for some time. 

President Coolidge had no information with reference to the 
visit of Chairman O’Connor, of the Shipping Board, to Henry 
Ford to interest the latter in the purchase of Shipping Board 
vessels, other than what he had read in the newspapers, it was 
said at the White House by a spokesman for the President. The 
President had held no conferences with members of the board 
on the subject, it was said. 

The President’s policy with regard to ship sales, it was 
pointed out, had been outlined in messages to Congress, and 
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that policy was that the government ships should be operated 
until they could be sold to private interests. It was pointed out 
that this was the policy laid down by Congress in the merchant 
marine act and also that the board had full authority to deal 
with the question of selling ships under that act. It was said 
the President would be glad to talk with members of the board 
and give them the benefit of what advice he might have on the 
subject. 

On his return to Washington, Chairman O’Connor issued the 
following statement with respect to his visit to Mr. Ford: 


I went out to Detroit to interest Mr. Ford in buying some of our 
government ships. If my errand is successful Mr. Ford’s offers will 
be considered by me as a member of the board in exactly the same 
way as all other offers are considered, strictly upon their merits. 


It must be remembered that I have been consistently opposed to 
government operation where private operation is possible, but if we 
—* get ~ ships into private hands, they must remain in govern- 
men ands. 


I have repeatedly stated, my conviction that private operation 
is more economical than government operation; (1) that all ships 
which cannot be profitably used in competitive trade, should be sold 
and scrapped; (2) that ships which could be used in competitive 
trade should be put in private hands as soon as possible, to be op- 
erated under the American flag, which means that in case of emer- 
gency they will at all times be available to the government; (3) that 
the experience and the proved ability of the buyer and his ability 
to stick it out would be more important elements in my mind than 
the price offered; (4) that the price of anything is what you can 
get; (5) that all of the views above expressed are in line with my 
own construction of the plain mandate of Congress; (6) that while 
shipping boards have waited for prices to go higher, prices have 
gone steadily lower; (7) that inventions and improvements of today 
and tomorrow are bound to lessen and not increase the value of ships 
built yesterday. 

I reached the further conclusion that the shipping board, owning 
as it does such an enormously large tonnage as managing trustee for 
the United States, is im the position of a manufacturer who can- 
not undertake to dispose of its merchandise by retail methods. In 
considering the scrapping feature of our sales problem it must be 
borne in mind that a sale must be advertised by law. Bids will be 
examined upon their merits. The amounts of the bids will be made 
public. I am for the best bid for the most ships. 

From recent talks with Mr. Henry Ford, in Detroit, and from 
his public statements made after such talks, I am led to believe that 
Mr. Ford will offer to buy ships for scrap and to buy ships for opera- 
tion in numbers not yet determined by him. 

The Shipping Board is the sole judge of what ships it is willing to 
sell for scrap and what ships it is willing to sell for operation. When 
we designate ships for scrap I hope that they will be sold and sold in 
large numbers with no waste of time. To longer keep useless ships 
is an insult to public intelligence. 

When it comes to selling ships for operation 
Ford and other responsible citizens will find some ships which they 
can improve and use in foreign competitive trade. In the selling of 
this class of ships elements enter which need not be considered in 
the selling of ships for scrap. In selling for scrapping, the informa- 
tion we seek is: What will a bidder give per ton? How many tons 
will he take? How will he make his payments? When will he take 
the ships off our hands? 

In selling the ships for operation additional questions are involved, 
such as: What improvements will he make? On what routes will he 
operate the ships? For how long will he guarantee to continue the 
operation under the American flag? 

The difference between cost and sale is one of the costs of war. 
To act upon this fact is economy; to constantly postpone is waste. 
In selling for operation, however, something more than money is 
involved. The chief consideration is to obtain trade benefits to the 
entire nation at all times, and additional security in the event of war. 
That the naval strength of a nation is dependent upon a proportionate 
merchant marine is nothing but common sense. 


What we want is responsible bidders for government ships on a 
large scale who are real Americans like Henry Ford and others. They 
will be welcome to the American public. We have over twelve hun- 
dred ships. Four hundred of those could be kept for operation, four 
hundred kept in reserve, and four hundred can be scrapped, because 
the last named can never be profitably used. Every shipping man 
knows this to be true, and investigafion and events may change 
these figures. . 


Chairman O’Connor, of the Shipping Board, when asked 
about the scrapping of vessels with relation to maintaining a 
sufficient reserve for national defense and for commercial pur- 
poses, made the following statement: 


I hope that Mr. 


In April of last year a committee of experts representing the 
War Department, Navy Department, Department of Commerce, to- 
gether with representatives of the Shipping Board and the Emergency 
Fleet Corporation, after a survey of the government fleet, made 
to me the following report concerning this phase of the question, 
which corroborates my estimate of 400 vessels in operation; 400 in 
reserve, and 400 to be scrapped as useless: Active and spot ships, 
860; first reserve, 187; second reserve, 112; surplus, 521. 

Under the conditions outlined above, the following cargo vessels 
are in excess of the commercial needs and are not required in con- 
nection with the military services: 

Cargo vessels 10,000 DWT and above, 3; cargo vessels 9,000 to 
10,000 DWT, 27; cargo vessels 8,000 to 9,000 DWT, 55; cargo vessels 
7,000 to 8,000 DWT, 5; cargo vessels under 7,000 DWT excepting 
“lakers,” 129; “Lakers,’”’ 302; total, 521. 


Under the assumed conditions this number of vessels represents 
a clear surplus which are not required for either the national or com- 
mercial needs of the country, which are expensive to maintain, 
which are continually deteriorating and which should, therefore, be 
disposed of as early as practicable under whatever general policy 
may be adopted. 

A certain number of these vessels may be converted to Diesel drive 
but in such case the vessels so converted will replace others in the 
active or reserve fleets and therefore will not affect the total avail- 
able for disposal. 
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RATE CONFERENCES APPROVED 


‘ The Traffic World Washi 
Vs ington By 

The establishment of ocean freight rates by pro ae 
ganized and conducted conferences is favored by the Flee! = 
poration,” President Palmer, of the Fleet Corporation peer gh 
formal statement issued as the result of inquiries as to ‘th oh 
tion of the Fleet Corporation in view of agitation in Canada en 
reference to steamship rate conferences and reports that a 
pers in the United States were dissatisfied with that meth pe 
ocean rate making. od of 

Mr. Palmer said he believed the conferences 
ance of stability in rates, regularity of sailings, an 
—. to the smaller shippers. 

. B. Keene, vice-president of the Fl 
, eet Corporati 
charge of traffic, said the steamship rate agreement, ae > 
ject to the approval of the Shipping Board, and that the cones 
tions which led to criticism of conference agreements and to the 
passage of the shipping act no longer existed with reference to 
conferences having to do with steamship lines in the United 
States trades. The Fleet Corporation is not directly a meas 
of Me op ingen but its managing operators, with the = 
proval of the corporation, are members. Continuin 
i &, Mr. Keene 

In considering the conferences of toda Ww y 3i 
entirely different from that which existed ina lngy Sen 
the shipping act of 1916. Today practically all conferences coum a 
trade to and from the United States simply are rate conference me 
other words, associations of steamship lines which agree upon m Ba 
for the carriage of cargo, and it would be highly inappropriat to 
regard these associations of steamship lines as constituting rate : Is 
Many of the important conferences function on a unanimous. vote 
basis, and this arrangement makes it practically impossible for any 
single interest to control the conference. This point should not be 
overlooked in connection with any discussion of the question of con 
trol of conferences by certain interests. The distinct advantages whi h 
shippers derive from conferences are in the stability of rates and 
regularity of service. Due regard also is paid to the smaller shippers 
who, under present conditions, are able to enjoy the same rates as 
the larger shippers. It is our view that these elements are of much 
greater interest to the shipper than would be abnormally low rates 
which had been brought about by cut-throat competition among the 
steamship lines. Such lower levels of rates are of uncertain duration 
but it is certain that sooner or later rates will reach a level offering 
fairer returns to the steamship owners. The shippers repeatedly have 
stated that in order to Go a foreign business they must be able to 
figure the cost of a product delivered to a foreign buyer, and that 
they are in a better position to conduct their business with stable 
rates, fixed by conferences, then they are under open rate condi- 
—. pn gD ney by a rate war. 

goes without saying that rate conferences are not 
for the sole purpose of protecting shippers—the steamship aan 
engaged in a hazardous business, and they must avail themselves of 
every proper method of protecting investments. If the operations of 
a steamship line do not show a profit, the steamers cannot perma- 
seage continue in the business. To give the class of service desired 

y bg shippers, the steamship companies must receive rates suffi- 
cient 4 remunerative, not only to maintain their present steamers in 
operation, but to enable them to build for the future, as the trade 
thy and the demand for steamer space increases. 

“ 2 gaps hot apn in making up rate schedules, take into consider- 
: on F . related conditions, realizing that the common carrier is 
og ent upon cargo for continued existence, and that rates must 

e established on a basis which will permit the free movement of 
—— and the development of trade, 6nd in this connection it is 
ng a ue take cognizance not only of the movement of the cargo 
rae e United States, but the competition offered by foreign coun- 

During recent years very marked 

progress has been made by the 
ee in the establishment of closer relations with b ema and 
peered ~ offered whereby a shipper readily may apply for ad- 
te 2 n rates against which the shipper has a complaint, and 
pportunity is afforded for making appropriate representations. 


i HANDLING OF LUMBER 

‘he ipping Board has directed officials he Fleet Cor: 
poration to provide facilities for the storage ar ihaer at Phils 
delphia. Considerable quantities of lumber are received at the 
port from the West coast and the absence of a place to store 
the lumber has interfered with pier operations. The board has 
jurisdiction of property at the port which is being prepared for 
the storage of the lumber. Transfer of the lumber from ships 


to rail lines will be facilitated by th KF 
base, officials said. y the establishment of the storage 
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HANEY TO BE REAPPOINTED 


President Coolidge will reappoint Bert E. Haney, of Portland, 
Ore., as a member of the Shipping Board when the commission 
er’s term expires June 9, it was stated by a spokesman for the 
President at the White House. It was said that Mr. Haney had 
been considering returning to the private practice of law, but 
had let the President know that he would accept reappointment. 





NEW ENGLAND MAIL RAY 


The Commission has reopened for reargument the New Eng: 
land part of No. 9200, the railway mail rants ah at a time to 
be hereafter fixed. The reopening was made on the petition of 
the Postmaster-General, asking, in effect, that the rates of ser’ 
ices after December 13, 1923, be made the same as the rates 
for services on and after February 25, 1921. The application of 
ow Ra Maggy — was for the entry of an order deter 

g the fair and reasonable 2 1, 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


H taken from Reporters and Digests of National Reporter 
(Digewstem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





CARRIAGE OF LIVE STOCK 


ptition Against Last Connecting Carrier for Damages to Mules 
and Horses Held to State Cause of Action: 

(Court of Appeals of Georgia, Division No. 1.) The original 
tition set out a Cause of action; the amendment to the petition 
yas properly allowed; and the overruling of the demurrer to the 
petition as amended was not error.—Georgia, F. & A, Ry. Co. vs. 
Pippin, 127 S. E. Rep. 300. 


Objection to Submission of More Than One Issue in One Ques- 
tion, Not Made Before Case Was Submitted to Jury, Was 
Waived: 

(Court of Civil Appeals of Texas.) Under Rev. St., Art, 1971, 
gbjection that five grounds of negligence alleged in petition were 
improperly submitted to jury in one question, which objection 
yas not presented before case was submitted to jury, was waived. 
_Guif, C. & S. F. Ry. Co. et al. vs. Harrell et al., 270 S. W. Rep. 
187. 

Objection That Charge Was on Weight of Evidence, not Sub- 
mitted Under Any Proposition, Could Not Be Considered on 
Appeal: 

Objection that chrage was on weight of evidence, not sub- 
nitted under any of appellant’s propositions, could not be con- 
sidered on appeal.—Ibid. 

Question Held Not Objectionable as Submitting to Jury Issues 
of Negligence and of Injuries in One Question, Where Undis- 
puted Evidence Showed Injuries: 

Though, under Rev. St., Art. 1971, not more than one issue 
af fact should be submitted to jury in one question, questions 
yhether sheep in shipment were injured by railroad’s negligence, 
and, if so, how many, were not objectionable as submitting issues 
of negligence and of injuries, where undisputed evidence showed 
injuries. —Ibid. 

Warket Value Held Matter of Opinion and Liberality Shown as to 
Qualifications of Witness: 

Market value is at best only matter of opinion, and con- 
siderable liberality is shown as to qualifications of witness to 
testify thereon.—Ibid. 

Party Misled by Own Witness and Surprised at His Testimony 
May Show Witness Made Statements Different from His 
Testimony: 

Generally party may not impeach his own witness, and this 
is absolute as to witness’ general reputation, but, where party 
tas been misled by witness, and is surprised at his testimony, he 
lay show that he made statements different from his testimony 
a trial—tIbid. 

Previous Written Statement Held Admissible to Impeach Testi- 
mony on Cross-Examination: 

Where plaintiff was surprised at testimony of his witness on 
(toss-examination contradicting his previously written statement, 
sich statement, though inadmissible as hearsay to show truth 
thereof, was admissible to impeach witness.—Ibid. 

Shipper’s Recovery for Sheep Killed or Lost in Transportation 
Held Limited to Value Placed Thereon by Contract: 

Shipper’s recovery for sheep killed or lost in transit while 
tilroad was under federal control was limited to value placed 
thereon by contract of shipment.—Ibid. 

Under Contract, Shipper Held Entitled to Recover Actual Dam- 
ages Found by Jury Not to Exceed Value Fixed by Contract: 
Under contract for shipment of sheep, placing value of $3 

ber head thereon, shipper was entitled to actual damages of $1 

ahead found by jury, and was not limited to such proportion 
of $1 as $3 bore to actual value of sheep, since contract, being 
at least ambiguous, should be construed most strongly against 
railroad. —Ibid. 

LOSS OF OR INJURY TO GOODS 

Carrier Held Liable for Negligent Loss in Transit, Although 
Written Claim Not Filed Within Four Months; “Damaged in 
Transit by Carelessness or Negligence”: 

(Supreme Court of North Carolina.) Carrier held liable for 
legligent loss of shoes in transit, although written claim was 
lot filed within four months; “negligent loss in transit” coming 
Within exception of Cummins Amendment, March 4, 1915 (U. S. 
Comp. St., Sec. 8604a), rendering such written notice within four 
months unnecessary in claim for damages in transit by careless- 
less or negligence —Scott et al. vs. American Ry. Express Co., 
78. E. Rep. 252. 

-~ of Negligence Held to Sustain Jurisdiction of Superior 

Ourt: 

Finding of negligence on part of carrier in a suit involving 
amount within the jurisdiction of a justice of the peace held 
10 sustain original jurisdiction of superior court.—Ibid, 
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Rights and Liabilities of Parties to Interstate Shipment Deter- 
mined by Federal Law: 
In case of loss in interstate shipment, rights and liabilities 
of parties are to be determined by federal law.—Ibid. 


BILLS OP LADING 


Bank Purchasing Draft for Price of Shipment of Goods Occuples 
Relation of Consignor to Consignee Only as to That Ship- 
ment: 

(Supreme Court of Mississippi, Division A.) A bank which 
purchases a draft for the price of a shipment of goods, drawn 
by seller and consignor on buyer and consignee of goods occu- 
pies, as to the consignee, the situation of the consignor only as to 
that shipment; so that though bank be not a bona fide holder 
for value of the draft, the consignee after paying it could recover 
no part of its proceeds, as against the bank, for losses from de- 
fects in goods in shipment prior to that covered by the draft.— 
Colonial Lumber Co. vs. Andelusia Nat. Bank et al, 103 So. 
Rep. 343. 

Mere Indorsement of Non-Negotiable Bill of Lading Does Not 
Give Transferee Additional Right: 

(District Court of Appeals, First District, Division 1, Califor- 
nia). Mére indorsement of non-negotiable bill of lading does not 
give transferee additional right, in view of Civ. Code, sec. 2129b, 
and sections 2127a and 2127b.—Ward-Lewis Lumber Co. vs. Ma- 
hony, 234 Pac. Rep. 417). 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
taken from Reporters and Digests of National R 


(Digests ] eporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIER 
Railroads Must Render Adequate Service, Without Discrimina- 
tion, to Public at Lowest Rates Possible: 

(Court of Appeals of Kentucky.) Railroads, being servants 
of the people, must render adequate service, without discrimina- 
tion, to public as a whole, and at the lowest rates possible, con- 
sistent with a fair return on their property.—Louisville & N. R. 
Co. vs. Johnson’s Adm’x, 270 S. W. Rep. 58. 

Plea Held Bad in so far as Varying Contract to Build Depot: 

In action for damages for failure to construct and main- 
tain depot, plea that station was operated at increasing losses 
held bad, in so far as it sought to vary defendant’s written con- 
tract to build depot near land of plaintiff’s deceased, but held 
good against demurrer as setting up changed conditions since 
establishment of station.—Ibid. 

Abandonment of Depot Held Justified by Public Interests: 

A railroad company, which constructed and maintained a 
depot pursuant to its contract with plaintiff’s deceased, which 
did not, by its terms, require it to maintain same for any parti- 
cular period, held entitled to abandon the station when the public 
interests necessitated abandonment by reason of changed con- 
ditions of traffic.—Ibid. . 
Evidence of Decline in Income Held Admissible to Show Justifica- 

tion for Abandonment of Station: 

In action against railroad company for breach of contract 
to construct and maintain a depot near the land of plaintiff’s 
deceased, evidence of a decline in the income from the station 
held admissible in support of plea that public interest necessi- 
tated abandonment by reason of changed conditions of traffic.— 
Ibid, 

Company Not Responsible During Federal Control: 

Railroad is not responsible for failure to maintain depot dur- 
ing federal control.—Ibid. 

Termination of Federal Control Revived Obligation to Maintain 

Depot: 

Termination of fedreal control of railroads revived railroad’s 
obligation, if any, to construct and maintain depot improperly re- 
moved during federal control.—Ibid. 

Question of Failure to Construct Depot Held for Jury: 

Evidence of failure of defendant to construct depot within 
contract time required submission of question to jury with in- 
structions defining damages.—Ibid. 

Measure of Damages for Failure to Build Station Stated: 

Measure of damages for failure of defendant railroad com- 
pany to build a depot, within the time agreed in its contract 
with an adjoining owner, held to be the legal interest on the 
amount by which the value of the land of such owner ‘would 
have been enhanced by the erection of the building for the time 
its erection was delayed.—Ibid. 

Station Suitable for Traffic Required: 

Railroad agreeing with property owner to build depot held 
required only to build station suitable for requirements of traffic 
conditions at that place.—Ibid. 

Carrier Held Not Entitled to Recover from Owner of Cattle for 

Feed Placed in Cars: 


(Circuit Court of Appeals, Third Circuit.) Under statutes re- 
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quiring unloading of cattle for rest, and feeding while so un- 

loaded at owner’s “reasonable expense,” carrier, in absence of 

agreement, cannot recover from owner for feed placed in cars 
after cattle were reloaded.—Pennsylvania R. Co, vs. Swift & Co., 

4 F. (2d.) 61. 

Motion to Dismiss Plaintiff’s Bill Admits Allegation Thereof: 
(Circuit Court of Appeals, Eighth Circuit.) Motion to dis- 

miss plaintiff’s bill admits allegations thereof—Freeman et al 

vs. United States, 4 F. (2d) 13. 

Hauling Coal Cars from Mine by Railroad for Own Use Held “In- 
terstate Commerce.” 

Hauling coal cars for its own use from mine by railroad, 
which, though intrastate as to its lines and termini, participated 
in interstate commerce through connection with other railroads, 
was “interstate commerce.”—Ibid. 

In Absence of Interstate Commerce Commission’s Suspension of 
Rules Respecting Distribution of Coal Cars Among Mines, 
Statute Creates Absolute Duty, Enforcable in First Instance 
by Federal Equity Court: 

In absence of Interstate Commerce Commission’s suspension 
of provision of Transportation Act, sec. 1, par, 12 (Comp. St. Ann, 
Supp. 1923, sec. 8563), making it railroad’s duty to count every 
car furnished to mine against mine, statute creates absolute 
duty enforceable under Elkins Act, sec. 3 (Comp. St. Sec. 8599), 
in federal equity court in first instance.—Ibid. 

Ordinarily Questions of Discrimination Are Initially Referable to 
Interstate Commerce Commission, and Not to Courts: 
Ordinarily questions of discrimination, including inequitable 

distribution of cars in times of car shortage, are referable ini- 

tially to Interstate Commerce Commission, and not to courts, 
under Transportaation Act, sec. 1, par. 12 (Comp. St. Ann, Sup. 

1923, sec. 8563.)—-Ibid. 

District Court Without Power to Include Proviso Effecting De- 
termination of Facts in Injunction Decree Against Railroad’s 
Discrimination: 

District Court, in restraining discrimination by railroad fur- 
nishing coal cars to mines in violation of Transportation Act, sec. 
1, par. 12 (Comp. St. Ann. Supp. 1928, sec, 8563), had no power 
to include proviso that daily orders for cars should constitute 
daily rating of mine one day on which order was given, since it 
did not involve construction of statute, but determination from 
facts whether distribution was unfair, which is for Interstate 
Commerce Commission in first instance.—Ibid. 

Principal Matter in Controversy Reviewed on Appeal, Where 
Technical Defect in Pleadings Was Probably Inadvertent: 
Principal matter in controversy will be reviewed on appeal, 

where condition of pleadings, which might under technica] rules 


have precluded review on merits, was probably inadvertent.— 
Ibid. 


MOTOR TRUCK TRANSPORTATION 


Transportation of farm products by motor truck has in- 
creased tremendously in the last few years, particularly in 
dairying and live stock regions, This development, moreover, 
has not, with a few local exceptions, invaded the proper and 
profitable field of the railroads, says the Department of Agri- 
culture. Usually, it declares, motor truck and railway service 
are complementary and not competitive. 

In a detailed study of the motor truck situation the depart- 
ment says the motor truck has increased farm efficiency, de- 
veloped old markets and established new ones, speeded the con- 
version of raw material into finished products, facilitated mar- 
keting and distribution and made it possible for farmers to take 
advantage of variations in demand at various markets. It has 
provided a service giving a complete movement from shipper to 


consignee without transfers or reloadings. Continuing, the de- 
partment says: 


A good example is the transportation of hogs into the Indianapolis 
livestock market. In 1923 nearly one-third of the receipts of hogs at 
Indianapolis were delivered by highway, compared with less than 
5 per cent in 1913. No fewer than 934,960 hogs were delivered by 
truck in Indianapolis in 1923. Within a 50-mile radius of Indianapolis, 
95 per cent of the hogs marketed are delivered by motor truck. There 
are scattering shipments from territory 75 to 100 miles away. 

For carload shipments of hogs, rail transportation rates are gen- 
erally cheaper than truck rates. Not many farmers, however, are in 
position to make carlot shipments. For the shipment of smaller lots, 
the cost per head is often higher by rail than by truck, especially 
when the barnyard to stockyard service given by the truck is taken 
into consideration. 

Shipment of hogs by truck has given producers direct access to 
central markets, where their stock is sold at the market price. This 
is an immense advantage over the situation formerly prevailing. It 
was common, before the day of good roads and the motor truck, for 
many hog raisers who marketed 20 or 30 head to sell their stock to 
a local buyer. This buyer assembled hogs in carload lots and traded 
on a wide margin. As he could not know when he would move his 
newly acquired stock, he generally paid 75 cents to $1.25 below the 
market price. He also required the farmer to deliver his hogs at 
a point chosen for assembling a carload. 

This method with its obvious disadvantages to the farmer has 
been entirely changed by the motor truck. The local hog buyer has 
been eliminated within the trucking radius of Indianapolis. Farmers 
are now able by watching market prices to take advantage of favor- 
able price changes. Radio reports enable them to catch market open- 
ings, and ship their stock by truck to the yards before closing time. 

Studies of highway transportation made by the department in 
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Baltimore, Cincinnati, Detroit, Indianapolis, Milwaukee, Philade| 

St. Paul, and Minneapolis, showed that in all of these "markets ~_ 
the exception of Philadelphia and Baltimore, approximately son 
cent or more of the milk received is transported by motor pill 
Baltimore gets 45 per cent of its milk by truck and the properte: 
there is steadily increasing. Philadelphia’s percentage, 29 per ¢ _ 
is low because the city’s large demands necessitate drawing milk free 
an area outside the economical motor truck radius, — 


N 
Philadelphia has been getting more and more milk by truck in vee 
years, snt 


Rates for transporting milk by motor truck usually conform Closel 
to the rates charged by railroads. No case was found where the 
truck rate was less than the railroad rate. 


In some cases it ex- 
ceeded the rail rates. In comparing motor truck rates with railroag 


rates, however, the department points out that the motor truck rates 
include pick up service in many cases and in all cases include deliv, 
service at the city milk plant. Rail shipments of milk have to be 
hauled by farmers to country railway stations, and by dairy or ¢jty 
milk dealers from railroad terminals to milk distributing plants, . 
It is estimated by the dealers in Baltimore that terminal handlin 
costs from half a cent to one cent a gallon, a charge which is elime 
inated when milk is brought directly to the plant by truck. A ques- 
tionnaire to milk producers indicated the saving they are abie to 
make in hauling costs by the use of the motor truck. Forty-eight 
shippers figured that shipping by truck saved them an aggregate daily 
road haul of 117.25 miles. The producers who are most likely to ship 
by truck are those who are most distant from their railroad stations 
Many other farm products are efficiently handled by motor truck 
notably perishable fruit and vegetables. Shipment of such goods by 
motor truck has provided a continuous supply of perishable foods at 
many smaller towns where such supplies couid not formerly be main- 
tained because rail service was infrequent and irregular. It hag 
lessened the operating costs of mercantile establishments by enab. 
ling them to replenish their stocks at more frequent intervals, 


BOSTON & MAINE TO USE TRUCKS 


The plans of the Boston & Maine Railroad for the establish- 
ment of motor bus and motor truck service in place of certain 
unprofitable branch lines in Massachusetts and New Hampshire 
have been made public. 

Hearings on the railroad’s petitions for discontinuance of 
156 miles of such branches, on which an asggregate loss of ap- 
proximately $500,000 was incurred last year, were to be resumed 
at Boston May 15 and at Concord, N. H., May 21. A statement 
authorized by the directors of the Boston & Maine makes clear 
just what motor service is proposed for each of these lines. 


A system of “store door delivery,” under which merchandise 
will be picked up at the door of the shipper and delivered at 
the door of the consignee as a complete transportation process, 
utilizing railroad and motor truck, is proposed by the Boston 
& Maine. It is said that it will be the “first undertaking of its 
kind in the effort by railroads of the United States to find a 
practicable plan for extending their less-than-carload freight 
service from the shipper’s door to the door at destination.” 


At the outset, it is proposed to establish the plan of direct 
collection and direct delivery at Boston, Lowell and Lawrence, 
and to extend it to other cities and principal towns on the Bos 
ton & Maine system as it proves its value. Studies and nego 
tiations in connection with the establishment of the new service 
have been going on for some months. The exact date for start: 
ing the “store door” operations has not been determined, but it 
is stated that it probably will be about June 1. 


The Boston & Maine also is considering the use of motor 
truck transport for less-carload shipments between Boston and 
Lowell, and between Boston and Lawrence, in each direction. 
This service will include the handling by motor truck of mer 
chandise to and from railroad terminals at most of the interme 
diate points on these lines. 


These intermediate truck movements are expected to dis 
place the present local freight trains on the Boston & Maine 
between the stations so served, with improvements in service 
and economies of operation, it is stated. The great bulk of ship- 
ments between Boston and Lowell, and Boston and Lawrence, 
however, will continue to move by rail. 


It is proposed, accordjng to the announcement, “to contract 
with existing trucking companies for the service wherever prac: 
ticable, rather than to engage in wasteful competition,” and it 
is said that “responsible truckmen already established will do 
most, if not all, of the motor operations involved.” In this re 
spect the plan is described as “a further extension of the move: 
ment to determine the most efficient and the most economic CO: 
ordination of the railroad and the motor truck, in which the 
Pennsylvania, the New York Central and the Erie railroads, 
among others, have been engaged.” 


TELEPHONE CONSOLIDATION 
The Meadville Telephone Company, of Crawford County, 
Pennsylvania, has applied to the Commiission for approval of 
acquisition of certain telephone property from the Bell Tele 
phone Company of Pennsylvania, in Crawford County. 


Acquisition by the Bell Telephone Company of Penrsyl 
vania of certain properties of the Enterprise Telephone & Tel 
‘graph Company, and acquisition by the latter company of cer 
tain properties of the Bell Telephone Company of Pennsylvania 
have been approved by the Commission. 
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Transit Services and Privileges 


wventh of a Series of Twelve Articles on This Subject Written for The Traffic World by 
G. Lloyd Wilson, A. B., M. A., Instructor in Commerce and Transportation, 
University of Pennsylvania 


Other Transit Privileges on Transit Grain 


Milling and malting are not the only processes that may be 
yolied to grain in transit. Arrangements are made for the 
dopping-off of grain, including wheat, corn, oats, rye, barley, 
puckwheat, speltz, sorghum grain including feterita, kafir corn, 
yd milo, maize so that these grains and the screenings of such 

3 may be stopped-off enroute, between points of origin and 
jal destinations, and the same grains or their equivalents sub- 
sequently reforwarded. While the commodities are at the transit 
wints they may be merely stored or they may be mixed, blended, 
wsterilized, and, if desired, converted into feed. Mixed carloads 
these grains or of these grains and feed may be reforwarded 
iter the processes have been completed. Many of the rules 
id regulations are precisely the same or little different from 
hose governing the use of the milling and malting in transit 
wivileges that have been described in Articles 5 and 6. For ex- 
ample: 

1, The usual time limit provided for in the tariffs that govern 
the privileges is twelve months from the date of unloading the goods 
nto the transit house. 
~ 9, Only those who agree to keep accurate and complete records, 
omply with the rules of the tariffs and make the statements that 
we required of them are eligible to the use of the privileges. 

3, Inbound freight bills must be issued in duplicate, stamped, re- 
wrded, and cancelled as in the case of billing used in milling and 
malting privileges. 


4, Invisible losses must be determined, cancelled, and balanced 
in the same manner. 


5. Shippers’ certificates must be presented when shipments are 
reforwarded. 


6. Bills of lading and way-bills must be stamped with notations 
tat transit privileges have been accorded. 

7. Transfers of location and ownership of the grain must be 
recorded with the inspection bureaus. 
8. The gross weights of grain and containers is used in com- 
puting weights of shipments reforwarded from the transit points at 
the transit rates. Inbound billing must be surrendered to the in- 
section bureaus to cover the total weight of grain and containers 
ptbound. Estimated weights are applied when such weights are 
wthorized by tariffs that are lawfully on file with the Commission. 

9. No restorations of billing are made to cover weight that is 
added to grain or its products or mixtures when the processes to 
which they are subjected result in increases in weight. 

10. Transit houses must be “‘weighed up” and the contents ac- 
ounted for at least once a year. 


ll, Through rates are assessed that apply from points of origin 
0 final destination at the time grain originated. 


Equivalent Tonnage 


It is not practicable to preserve the identity of grain that is 
tundled through elevators or other transit houses handling solid 
main, to any greater extent than it is possible to preserve the 
ifentity of grain and grain products in the milling or malting 
jocesses; hence, it is not required that transit house proprietors 
slablish the identity of each car. It is not permitted, however, 
ship out under transit arrangements a greater amount than 
vas received in-bound less loss of weight due to the processes to 
"hich the grain is submitted and less also the amounts that are 
isposed of locally. 

Different varieties of the same kinds of grain, including 
Tansit, non-transit, or both, may be mixed, as indicated in the 
individual tariffs of the carriers granting the privilege. Equal 
mounts of these mixtures may be forwarded from the transit 
hints against representative inbound billing covering any one 
tind of grain in the mixture. Thus, an equivalent amount of 
als, screenings, or oats mixed with barley may be forwarded 
¥ainst representative billing covering an equal amount of either 
als or barley. The provisions of a typical grain transit tariff 
ito the grain and mixtures considered equivalent inbound and 
utbound are here shown: (?) 


= When Inbound Freight Bills 


Outbound Shipments May 
Are Surrendered for: 


Consist of: 


1 Wheat Wheat screenings (see Note) 
2 Corn Corn screenings 
3 Sorghum Sorghum grain, viz.: 

Grain, viz.: Feterita 

Feterita Kafir (kKafir corn) 


Kafir (kafir corn) Milo (milo Maize) 


Milo (milo maize) screenings 
4 Oats Oats 
Oats screenings 
5 Oats mixed with barley 
' Rye Rye screenings 
' Barley Barley screenings 
Buckwheat Buckwheat screenings 


The note cited in connection with this rule provides that the 


. See Rule 50, C. F. A. Tariff Bureau, Freight Tariff 288 A, 
* ©, 1259 B. T, Jones, Agent. 


term, “screenings,” as used in the rule, applies to grain that is 
screened from the original grain. Screenings from different 
kinds of grain may be mixed and the mixture forwarded against 
any one kind of grain entering into the mixture. 

When different kinds of grain are separated or “cleaned 
out” from the grain originally received at the transit points, 
grain may be re-forwarded as an equivalent of the grain from 
which it is separated or cleaned out. The shippers must certify 
in the shipping directions covering such shipments that the 
grain re-forwarded was cleaned out or separated from the par- 
ticular kinds of grain received in-bound. 

Outbound shipments consisting of mixtures of transit and 
non-transit grain in the same cars are permitted at combinations 
of the through transit and non-transit rates, if the identity of 
the transit and the non-transit portions of the shipments have 
been preserved. The transit carload rates that are applicable on 
the transit portions, as shown by the inbound freight bills that 
are surrendered at the transit points, are applied to the transit 
tonnage and the local carload rates from the transit points to 
final destinations to the non-transit portions of the shipments. 
Each carload shipment that contains such mixtures is subject to 
the highest carload minimum weight applicable to any kind of 
grain in the car. Actual weights govern if the tonnage exceeds 
the required minimum and deficiencies in weight are made up by 
adding to the non-transit portion. 


Second Transit Privilege 


Way bills that cover outbound shipments from transit points 
must show, in addition to the usual shipping information: 
The kind of grain. 
Full reference to in-bound billing. 
Point of origination. 
Date of original way-bill. 
Rate or proportion of rate that is applicable from the point of 
origin to the transit point. 
The number assigned to the transaction by the inspection 
bureau that has jurisdiction. 

Each out-bound bill of lading must bear the stamped or writ- 
ten notation: 

cb abt US eee een Seeswore grain transit 


Accorded 
(transit point) 
PVIVUGGS BE ik ccccicecces paloma Oeuwe ees eawleweNeueeene 


Bills of lading must bear similar notations and references to 
the inspection bureau number. Shipments of grain and grain prod- 
ucts may thus be stopped-off once to be milled and again, if neces- 
sary, for other transit privileges. Reshipments of grain from the 
first transit points are subject to any milling-in transit, stopover, 
or hold regulations as may be provided for in the transit tariffs of 
the roads over which the shipments travel. 

Special rules govern shipments of several lots of grain sep- 
arated from one another by bulk-heads in the cars. When the 
original paid-in-bound freight bills that cover cars containing 
several kinds of grains and those that are unloaded into more 
than one transit house are recorded with the inspection bureaus, 
the original freight bills are retained by the bureaus. The 
bureaus issue duplicate memorandum bills in lieu of the orig- 
inals, which show all the information that is shown on the 
original bills and, in addition, the amounts of grain unloaded 
into each transit house. 


The separate duplicate bills entitle the grain covered by 
each one to the same rates and transit privileges as would be 
accorded to shipments covered by the original bills if the grain 
were unloaded entirely into a single transit house and not 
divided among several. Movements from one transit house to 
another are charged for in addition to the through rate. Under 
this arrangement, a car of wheat divided into two consignments 
of 30,000 pounds each, from Wheatdale to New York via Milling- 
ton, would move at the through rate of 45 cents a hundred 
weight, plus the switching charge of, say, $8.00 a car, for the 
movement of the car from the transit house at Millington at 
which the first consignment is unloaded to the second transit 
house where the balance is unloaded. 


Transit Privileges for Grain and Other Commodities Entering 
Into the Manufacture of Feed 


A number of commodities in addition to the kinds of grain 
and grain products referred to earlier receive transit privileges 
under substantially similar regulations as are provided for in 
connection with those grains and grain products. It is imprac- 
ticable to enumerate all of the commodities that are included 
within this list. A typical tariff of rules governing joint transit 
privileges on grain, grain products, feed and other commodities 
specifies ninety such articles. Among those not mentioned is 


2 gegen 


(First or Second) 
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grain and grain products in Article 5, are: 1. Palm kernel cake 
or meal, 2. Linseed oil cake or meal, 3. Cottonseed oil cake or 
meal, 4. Cocoanut oil cake or meal, 5. Peanut oil cake or meal, 
6. Rice chaff, 7. Alfalfa and alfalmo feed, 8. Corn oil cake, 
9. Flax feed, 10. Ship stuff, 11. Cob meal, 12. Copra meal, 13. 
Velvet bean meal, 14. Dried beet pulp, 15. Flax screenings, 
16. Soya bean oil cake or meal, 17. Mill feed, 18. Farina, 19. 
Mixed live stock feed, 20. Poultry or pigeon feed,—and a number 
of other straight and mixed grain feeds. 


The prepared animal, poultry, or pigeon feeds that are not 
condimental or medicinal, must contain at least 60 percent of 
the ingredients listed as grain, grain products, or feed-making 
commodities similar to the above list, in order that they may 
be eligible to receive transit privileges. Complete and detailed 
records of such mixtures must be kept by the transit house 
operators so that checks may be made by the carriers or by 
the inspection bureaus. 


When the in-bound articles included in the lists of com- 
modities eligible to receive transit privileges, including transit 
tonnage, non-transit tonnage, or both, that are mixed or blended 
with not more than 40 percent of other commodities, the out- 
bound shipments, equal in weight to the tonnage of the eligible 
articles, may be forwarded against the freight billing of the 
inbound carriers issued to cover any eligible commodity entering 
into the mixture or blend. The through rates from points of 
origin to final destinations, via the transit points, are assessed 
on such shipments. On the excess weight above the inbound 
grain tonnage, the local carload rates applying on prepared 
feeds, including animal, poultry, or pigeon, as described in the 
lists of eligible feed commodities published in the tariffs, are 
assessed from the transit points to final destinations. 


Outbound shipments that contain more than 40 percent of 
commodities, not included in the eligible lists, are rated at the 
full local rates from points of origin to the transit points and 
from the transit points to destinations. Shipments of mixtures 
of transit and non-transit grain, when the identity of each has 
been preserved, may be made, as in the case of milling and 
malting house mixtures, at the through rates from points of 
origin to destinations via the transit points on the transit 
portion, plus the local rates from the transit points to destina- 
tions on the non-transit portions. Each carload shipment is 
subject to the highest carload minimum applying to any com- 
modity in the carload. 

Outbound shipments that consist of mixtures of commodities 
included in the lists of eligible transit commodities are treated 
as unit shipments if the mixtures are not physical mixtures, 
such as feeds, but separated from one another in packages or 
by bulkheads The outbound tonnages of such shipments may 
be matched against equal amounts of any inbound commodities 
represented in the mixed carloads. Through rates are applied 
on such movements. The carload minimum weight is that of 
the commodity, other than grain, taking the highest carload 
minimum, unless the amount of grain subject to a higher mini- 
mum than 40,000 pounds exceeds the combined weights of the 
other commodities. In this case, the highest minimum applicable 
to the kind of grain in the mixture is applied to the entire ship- 
ment. The gross weights of products and containers are taken 
in assessing weights on out-bound shipments from the transit 
points at the through transit rates. Inbound tonnage billing is 
surrendered to cover such total gross weights. 


Through-Billed Track Grain Arrangements 


The privilege of stopping in transit only for direct transfer 
through transfer elevators, “jumbos,” or other direct transfer 
facilities of the carriers, and for weighing, or for both purposes, 
is extended to through-billed track grain—that is, grain, the 
identity of which is always preserved. The arrangements are 
made merely to store temporarily, or to weigh the grain, or both. 
No milling, malting, mixing, blending, or other processes are 
undergone. The inbound carriers are required to furnish to 
the inspection bureau duplicates of transfer freight bills on 
which deliveries of such grain are made to the out-bound car- 
riers in order that through rates may be protected. The charges 
due the inbound carriers are advanced by the outbound carriers. 
The through rates applied to such movements of through-billed 
track grain are the lawfully published rates from the originating 
points to final destinations that are applicable via the transit 
points in effect at the time the shipments were originally made. 
Reconsignment rules of the individual roads that are parties 
to the arrangements are usually applied as are time limit and 
transfer rules. (1) Changes from the status of “track grain” 
to “transit grain,” after the grain has actually passed into the 
possession of the out-bound carriers, may only be made through 
the offices of the inspection bureaus having jurisdiction. 
Changes from “transit grain to “track grain” are likewise made 
only through the offices of the inspection bureaus. (2) 





(1)—See Freight Tariff 267 A, C. F. A. Tariff Bureau, I. C. C. 
No. 1049, W. J. Kelly, Agent, Rules 15 and 20. Acad 
(2)—See Rules Governing Joint Transit Privileges on Transit Grain, 
Cc. F. A. Tariff Bureau, Freight Tariff 288 A, I. C. C. No. 1259, B. T. 
Jones, Agent, Rule 90. 
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Charges for Back-Hauls 


When shipments of grain originate at points so ] 
relation to the transit points as to involve out of rout 
hauls, the charges on the shipments of the grain to 
points are adjusted by the addition of arbitraries varying with 
the length of the out-of route hauls. In such instances, the out 
bound rates applicable to the out-bound products from the transit 
points to destinations are used and the inbound rates on the 
grain to the transit points are reduced to an arbitrary basis, 
Thus, if the rates properly applicable to the products from 
Millington to New York is, let us say, 30 cents a hundred weight 
and the local rate on grain from Grainville, and intermediate 
point 40 miles from Millington, is 10 cents, the through rate 
would be composed of the factor 40 cents from Millington to 
New York plus an arbitrary of 3% cents a hundred weight from 
Grainville to Millington, instead of the local rate of 10 cents 
The aggregate rate would be, therefore, 40 cents plus 3% cents 
or 43% cents a hundred, instead of 40 cents, plus the loca] rate, 
10 cents, a total of 50 cents a hundred. } 

A typical scale of back-haul arbitraries is here shown: 


ocated ip 
€ or back. 
the transit 


Distances 
(As shown in official 
distance tariffs) 
25 miles and less 


Rates, in cents 
per hundredweight 


2) Hes ANG LESS cee eee eee eee e eee eee e eter eens 8 cents 
SO ee ae er rere roe 2% cents 
Se OM ci cavinkesickesvradeoee se celoroeaent 3 cents 
ee I GE PS a. 6:0 6o cans vec eclotpecn et Ssmenine 315 cents 
ee I I EE aid ci wri slerereoneisin we emancorny ances ws 416 cents 
Ee I BE OE BOO oor cacea dew aedin sn mdecea seuaecte 6 cents 
Se SE EO os ee aiciees hes nciedverccceeinerberee 61% cents 
ae SOO OE OEE BES cs Stitcocccecssievececnessielveneby. 7 cents 
SOS MINOR: NN COE BID aciorscccccippegeclniawinenricapeesinees 7% cents 


Transit Charges 


Charges are sometimes assessed, in addition to the through 
rates from points of origin to destinations via the transit points, 
for the privilege of stop-off. These charges vary with the point 
and privilege and are often about a half cent a hundred pounds 
subject to a minimum of several dollars per inbound car. 4 
typical tariff provides for a charge of a half cent a hundred 
pounds subject to a minimum of $3.60 a car. No transit charge 
is usually assessed if back-haul arbitraries are used. Switching 
charges that are lawfully on file with the I.C.C. are usually 
absorbed on both the in-bound and out-bound movements to and 





from the transit houses. (3) ie 

Ge 

(3)—See Pennsylvania R. R. Freight Tariff 173 C, 1. C. C. F. 18898 (entra 

effective January 1, 1925. 

comme 

€. 

N. E. BUS LINE LITIGATION -* 

. In a letter to John E. Benton, general solicitor for the Nai of the 

tional Association of Railroad and Utilities Commissioners, A. P.@ the tir 

Mackinnon, general solicitor for the Boston & Maine, has er plying 
plained litigation begun by that company and the New Haveli of the 

to keep competing bus companies within the laws of the statesiM 41 yea 

in which the bus companies operate. Mr, Mackinnon, in part, Re 

said: of the 

There have been filed on behalf of the railroad, bills in equitygy “ight 

alleging intrastate operation without obtaining the necessary local lce 0} 
licenses, illegal competition with the railroad, and resulting dam-@ sin, 


age. In one instance the bus company involved did run its bus 
up over the New Hampshire line, apparently with the idea of 
coming within the law relating to interstate operation. Pro- 
ceedings were brought in the criminal court. An attempt was 
made to justify the action of the bus company on the ground of 
interstate commerce. The court decided in favor of the railroad T 
and the case is pending on appeal. The evidence showed in that 


instance that although the bus did run over the line, passengers ing at 
were picked up in Lawrence for transportation to Boston and theg™ lon R 
interstate operation seemgd to be only a subterfuge. A bill in 
equity has been filed against the operation of this bus line. Ou ' 
allegations are as stated above. His answer has not vet been filed © 
and it is possible that he will attempt to raise the issue of inter-j May 1 
state commerce. lution 
The courts have not granted temporary injunctions. The first Cit 
case brought in this jurisdiction was on behalf of the New Haven ily © 
railroad covering bus operations between Boston, Mass., and Hoch- 
Brockton, Mass. That is now pending before our Supreme Cout@N Jj, 
and there should be a decision shortly. The interstate commerct# j 
issue is not raised. eats 
There has been one other case in which a bus owner operating the m 
from Manchester, N. Y., to Boston, was prosecuted in the criminal 
court at Lowell for picking up passengers there for transporta 7 
tion to Boston. The court found the defendant guilty and thtg 
case is still pending on appeal. Wate 
= T 
STUDENTS HOLD HEARING May 
The senior class of the resident school of traffic managemet! Exhit 
of the La Salle Extension University held a hearing, May 15, i] Mite} 
the ‘manner of hearings before the Commission, in order to # 
quaint the graduating students with the methods of formal PI 7 
cedure. The case set for hearing bore a docket number, até at th 
involved the complainants, Minhler, Murchland, and Compal, ment 


and Underwood, Hobey Company against the Pennsylvania and 
others. B. P. Knight acted as examiner and conducted the hear 


ing in the manner of a regular I. C. C. proceeding. Wiet 












transit mY is 


through 
points, 
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George M. Smith, the new president of the Traffic Club of 


Baltimore, is a 
native Maryland- 
er, born in Bal- 
timore County 
in 1866, and edu- 
cated in the pu- 
lic schools. He 
entered the serv- 
ice of the Penn- 
sylvania Railroad 
at the age of four- 
teen as a laborer 
and messenger, 
filled various po- 
sitions in main- 
tenance and op- 
erating depart- 
ments, advanced 
through train 
service to a su- 
pervisory position 
as trainmaster, 
and was appointed 
superintendent at 
Baltimore, May 1, 
1920. He has al- 
ways taken active 
interest in public 
affairs, He served 
as a member of 


a the Maryland 
legislature and is 

1undred 5 

charge a Democrat, as 






ee 
usually 
; to and 





well as a trans- 
portation expert. 


, B. 1838, 


J. E. Longworth has been appointed traveling freight agent, 
Alabama and Vicksburg, at Atlanta, Ga. 

George T. Beeland has been appointed commercial agent, 
lentral of Georgia, at Athens, Ga. J. Y. Bruce has been made 
commercial agent at Atlanta, Ga. 

C. E. Pierce has been made dairy and poultry agent, Chicago, 
Rock Island and Pacific, at Chicago. 


Captain A. De Witt Sampson, formerly New England agent 














the Na of the Central of Georgia, died April 15 at the age of 95. Up to 
s, A. P. the time of the Civil war he was captain of a Clyde Line ship, 
has bet plying between Boston and Charleston. He entered the service 
Have of the Central of Georgia in 1876 and remained with the road for 
e Statesm# 41 years. 
in part, Robert C. Porter, formerly attorney in the law department 
of the C. C. C. & St. L., has become a member of the firm of 
n equity Jightower & O’Brien, at Cincinnati, and will engage in the prac- 
ry local Uce of law in state and federal courts and before the Commis- 
a. au, The firm rame is Hightower, O’Brien & Porter. 
idea of ee eee rN 
n. Pro- 
was 
cand a DOINGS OF THE TRAFFIC CLUBS 
— _ The Richmond Traffic Club will hold its second annual out- 
sengers™ “8 at Buckroe Beach, June 20, and an all day cruise on Hamp- 
and the™ tn Roads, June 21. 
A bill in 
ne, Our 
een filed The Transportation Club of Louisville held its spring dinner 
of inter: May 19, at the Brown Hotel. It unanimously approved the reso- 
he first lutions adopted by the Associated Traffic Clubs at the Kansas 
> Haven im City meeting. The action of the club followed an analysis of the 
58, and Hoch-Smith resolution by Vice President E. S. Jouett of the L. & 
i an N, Judge R. W. Baggott, of Louisville, talked of humorous inci- 
dents in court life. A number of railroad executives attended 
verating “Me meeting. 
criminal 
nsporta- 
ind that(™ The Traffic Club of Atlanta held a barbecue at the River 
Waterworks grounds, May 23. 
. The Traffic Club of New York will hold its regular meeting 
' ay 26, at the Waldorf-Astoria. C. S. Jones, manager, Curtiss 
agemel Exhibition Company, and Major W. N. Hensley, Jr., Commandant, 
y pay Mitchell Field, will speak on “Aviation Today.” 
mal pro 
ber, ad The Traffic Club of Minneapolis held an open forum meeting 
ompatym *t the Nicollet hotel, May 21. The club will hold a golf tourna- 
nia ani Ment, May 26, 
he hear 





Wi Members of the Traffic Club of Wichita were guests at the 
ichita Boys’ Country Club Community House, May 21. A pro- 
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gram, including a short play, “All on Account of Polly,” was 
presented. 





The Transportation Club of St. Paul will hold its annual golf 
tournament at the South View Golf Club, June 4. 





The Capital District Traffic Association of New York held 
its second monthly meeting at the Hotel Hampton, Albany, May 
7. E.R. Bargett, G. F. A., the Cuanrd Line, spoke of the object 
and work of the Associated Traffic Clubs of America, and Donald 
B. Conn, of the A. R. A., described the work of and outlined the 
various regional advisory boards throughout the country. 





The Akron Traffic Club will hold its annual picnic at the 
Lakeside Shrine Club, Myers Lake, Canton, June 12. 





The Richmond Traffic Club met, May 11. D. W. Champlin, 
delegate to the Kansas City meeting of the Associated Clubs of 
America, made his report, after which the club voted to approve 
the resolution of the national organization with regard to the 
Hoch-Smith resolution. 





The Traffic Club of St. Louis met at luncheon, May 18, and 
heard the report of S. S. Butler, delegate to the Kansas City 
meeting of the Associated Traffic Club of America. The club 
will hold its installation of officers, June 1. 





The Junior Traffic Club of Chicago held its regular meeting 
in the rooms of the Traffic Club of Chicago. R, C. Fyfe, of the 
Western Classification Committee, spoke on the method of filing 
applications with and procedure before that body. 





The Traffic Club of Milwaukee will hold a Ladies’ Night and 
May Party at the Milwaukee Athletic Club, May 26. A dinner 
will be served, followed by a program of music, dancing and 
cards. 





The Women’s Traffic Club of Los Angeles, newly organized, 
met and held an election of officers, May 13. The officers are 
as follows: President, Ella A. Hausen, traffic manager, Maillard 
and Schmiedell; vice-president, Grace E. Firth, Wheeler, Elder & 
Elder, and Emma A. Kentz, the Union Pacific; recording secre- 
tary, Gertrude B. Sears, Hamilton, Wallace and Bryant; corre- 
sponding secretary, Dessie M. Phipps, Norton, Lilly & Company; 
secretary-treasurer, Mary C. Leffler, Theobald Berger Company, 
and sergeant-at-arms, Doniece Boyles, Barker Brothers. The 
club is the result of the idea of Fred E. Hooper, of the American 
Hawaiian Steamship Company, who presented plans for the 
organization to the women at a luncheon following their tour of 
inspection, in his charge, of harbors, docks, and shipping facili- 
ties of the city. The club has a charter membership of sixty 
women employed in traffic work with railroads and industrial 
concerns. It is the purpose of the members to study technical 
problems of transportation with relation to rail and water, ex- 
port and import traffic practice, and to promote cooperation and a 
better understanding between the shipping public and the carriers. 
The organization will hold regular meetings every other Wednes- 
day evening. At the meeting, May 13, Major Roger Marchetti, 
admiralty lawyer, Los Angeles, spoke with regard to a series of 
lectures on admiralty law that he will deliver to the club in the 
near future. Fred E. Hooper spoke on “Shipping Policies in the 
United States.” 





The Traffic Club of Chicago will meet at luncheon, May 25, 
to dispose of several business matters, among them the question 
of ratification of the resolution submitted by the Associated Traf- 
fic Clubs of America condemning political rate making and de- 
claring for a repeal of the Hoch-Smith resolution. Ralph A. 
Hayne, of the Agricultural extension service, International Har- 
vester Company, will give an illustrated talk on agricultural 
extension and its relation to profitable farming, and will also 
tell of the effect of railroad cooperation with the farmer. 





The Traffic Club of New Orleans has filed application for 
membership in the Associated Traffic Clubs of America. The 
club is planning a dinner dance at the Souhtern Yacht Club on 
Lake Ponchartrain, June 11, and efforts are being made to have 
the event as enjoyable and successful as that on the occasion of 
the joint meeting of the southeast and southwest regional ad- 
visory board in New Orleans last December. 





The Transportation Club of Evansville held its regular 
monthly meeting, May 20, and at that time unanimously ratified 
the resolutions adopted by the Associated Traffic Clubs of Amer- 
ica at the Kansas City meeting. 


EXTENSION OF FLORIDA LINE 


The Tampa Southern Railroad Company has been authorized 
to construct an extension of its line in Sarasota, Manatee and 
De Soto counties, Florida, from the southern terminus near 
Sarasota and extending in a general southeasterly direction to a 
point on the Fort Myers branch of the Atlantic Coast Line at or 
near Fort Ogden, a distance of approximately 39 miles. 












< 


Questions and Answers 


In this department will be answered questions of both legal and 


practical nature that confront persons dealing with traffic. A spec al'st 
on interstate commerce law, whois a member of our legal department, 
w_ll give his opinion in answer to any s mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and w'de knowledge will answer questions relating to practical traffic 

roblems. We do not desire to take the place of the traffic man but to 
coe him in his work. 

The right is reserved to refuse to answer in th’s department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 


Address Quest’ons and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C 


a ee 


Suits—Time Within Which Must Be Filed, as to Shipments 
Moving During Federal Control 

Georgia.—Question: Herewith copy of section No. 3, para- 
graph No. 2, of bill of lading dated May 15, 1917. We will ap- 
preciating your advising us whether or not it is your opinion, and 
your authority for same, that if claim is filed within the four 
months’ period, after date of delivery, it is necessary to file suit 
within two years unless claim is definitely declined. 

In other words, if claim is being handled actively all during 
this period, shipment having moved during May, 1917, and has 
not been declined until recently, is not our claim valid? 

You will note, from another copy of bill of lading, attached, 
which was issued in October, five months later, does not read 
like the one we have quoted on attached sheet and we are just 
wondering which form was in effect at the time this shipment 
moved. 

Answer: Prior to the order of the Interstate Commerce 
Commission in what is known as the Decker case, 55 I. C. C. 453, 
the uniform bill of lading contained the following clause with 
respect to filing suits for loss, damage or delay: 


And suits for loss, damage, or delay shall be instituted 
within two years and one day after delivery of the property, or, 
in case of failure to make delivery, then within two years and 
one day after a reasonable time for delivery has elapsed. 


The Commission, in its opinion in the above referred case, 
decided December 2, 1919, found the above quoted provisions 
of the bill of lading to be unreasonable, unjustly discriminatory 
and unduly prejudicial and that reasonable and non-discrimi- 
natory and non-prejudicial provisions to be applied for the future 
would be as follows: “Suits for loss, damage or delay shall be 
instituted only within two years and one day after delivery of 
the property, or, in case of failure to make delivery, then within 
two years and one day after a reasonable time for delivery has 
elapsed; provided, however, that where claims for loss, damage 
or delay have been duly filed with the carrier and such claims 
have not been definitely declined in writing by the carrier before 
the beginning of the last six months of the two-year-and-one-day 
period, then suit thereon may be filed within six months from 
the date the claims are definitely declined in writing by the 
carrier, but not after. Where claims for loss, damage or delay 
are not filed, or suits are not instituted thereon, in accordance 
with the foregoing provisions, the carrier will not be liable and 
such claims will not be paid.” The carrier’s bills of lading were 
accordingly modified, effective February 29, 1920, in supplement 
No. 2 to Consolidated Freight Classification No. 1. 


Paragraph 11 of section 20 of the interstate commerce act 
was modified by section 438 of the transportation act, 1920, to 
read in part as follows: “And for the institution of suits, within 
two years, such period for institution of suits to be computed 
from the day when notice in writing is given by the carrier to 
the claimant that the carrier has disallowed the claim, or any 
part or parts thereof specified in the notice.” 

The carriers, accordingly, effective October 20, 1920, in sup- 
plement No. 9 to Consolidated Classification No. 1, modified the 
provisions of the bill of lading to read as follows: “Suits for 
loss, damage or delay shall be instituted not later than two years 
and one day after the date on which notice in writing is given 
by the carrier to the claimant that the carrier has disallowed 
the claim, or any part or parts thereof specified in the notice. 
Where claims for loss, damage, or delay are not filed, or suits 
are not instituted thereon, in accordance with the foregoing 
provisions, the carrier will not be liable and such claims will 
nct be paid.” 

In the Ellis case, 274 Fed. 443, the District Federal Court 
and in 276 Fed. 400, the federal Circuit Court of Appeals held 
that as to a shipment which moved prior to the modification of 
the bill of lading in accordance with the Commission’s opinion 
in the Decker case, referred to above, the provisions of the bill 
of lading as it then read, governed the time within which a suit 
for loss, damage or delay might be filed. In other words, that 
the Commission’s opinion in the Decker case did not apply retro- 
actively and that the rights of the parties were to be governed 


by the bill of lading contract which was entered into at the time 
the shipment moved. 
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The Supreme Court, in its decision in 260 U. S. 682 
the decision of the Circuit Court of Appeals. 
In this connection, see page 234 of The Traffic w 


, affirmeg 


0 
February 3, 1923, under the caption “Leigh Ellis Decal 
Affirmed;” page 354 of the February 17, 1923, issue, under the 
caption “Claims Under the Leigh Ellis Case;” 2 


c i page 448 of the 
February 24, 1923, issue, under the caption “Urges Settlement 


of Claims,” and the correction on page 450 of the February 24 

issue, of the February 17, 1923, issue as to the attitude of th 

Railroad Administration with respect to such claims. 4 

Reconsignment—Instructions Conditioned Upon Protection of 
Specified Rate 

Texas.—Question: A car of hay moving from A to B gy 
rate of 20% cents, is reconsigned to C on quotation of rate 
46 cents. The consignee gives a letter of instructions to divert 
the car, protecting 46-cent rate. After the car moved forward 
it is found that the rate has been changed by a character, throy. 
ing destination in El Paso group, the lawful rate being bby, 
cents. 

Are the carriers liable for the damage, inasmuch ag the 
former rate of 46 cents was quoted and instructions to diver 
on such rate were given in writing? 

According to my interpretation of Conference Ruling 474 og 
May 25, 1915, section C, it was the duty of the carriers to have 
declined to accept diversion instructions on the shipment jp 
question and to have notified the consingee that the 46-cent rate 
was not applicable which, however, was not done. 

Answer: The findings of the Commission in Northwester, 
Traffic & Service Bureau vs. C. & N. W. Ry. Co., 80 I. C. C, 81, 
are, in our opinion, applicable to the instant case. The Com. 
mission therein said: ‘The failure of defendant to comply with 
the condition attached to the diversion order does not constitute 
a violation of the act. Reeves Coal Co. vs. C. M. & St. P. Ry, 
Co., 37 I. C. C. 707. Every shipper is bound to take notice of 
the terms and conditions of the tariffs governing his shipments, 
Western Transit Co. vs. Leslie & Co., 242 U .S. 448.” 
Adjustment of Claims for Damages Resulting from Misrouting 

Maryland.—Question: W carrier issued bill of lading for 4 
car of lumber from station A to station E, routed Z carrier, via 
which route there was a through published rate. W carrier 
delivered shipment to X carrier at Junction B, routing same via 
Z carrier. X carrier delivered shipment to Y carrier at Junction 
C, routed Y carrier with rate applying via Z carrier shown on 
transfer, which rate applied via Y carrier to Junction D, and 
Z carrier to destination. Y carrier forwarded the shipment to 
destination direct, via which route rate was .02 cent per 10) 
pounds higher than via carrier Z. 

X carrier claims that it was the duty of Y carrier to forward 
shipment via Z carrier, since transfer carried rate applying via 
this route. Y carrier states that shipment was routed via their 
line only, and they were not required to forward via Z carrier, as 
they had a published through rate to destination, although it 
was .02 cent higher than the rate published via Z carrier. 

It is understood that claims for misrouting cannot be paid 
until the carrier responsible for misrouting acknowledges error 
and authorizes for the amount of claim. Since neither carrier 
will acknowledge error, claim cannot be paid. 

Please advise which carrier is responsible for this over 
charge, quoting Interstate Commerce Commission decisions to 
support. 

Answer: In Conference Ruling No. 137 the Commission held 
that where an initial carrier delivered a shipment to a connec: 
tion, but did not give any routing instructions beyond noting 
on the waybill the through rate via the cheaper of the two avail: 
able routes and the connecting carrier sent it over the route 
yielding it the greater revenue, but carrying the higher through 
rate, the initial carrier was liable for the misrouting. 

This ruling was amended by paragraph (C) of Conference 
Ruling 286, which states that “If a connecting line accepts 4 
shipment at the junction point without routing instructions, it 
will be held responsible for any excessive charges that may di 
rectly accrue from its error in forwarding the shipment to des 
tination via any other than the cheapest available route. (Amend- 
ing rulings 137 and 199. See Duluth & Iron iRange R. R. Co. ¥s. 
Cc. St. P. M. & O. Ry. Co., 18 I. C. C. 485; and American Lumber 
& Export Co. vs. A. T & N. R. R. Co., 42 I. C. C. 260.)” 

Under the latter Conference Ruling, if no routing had beet 
given Y carrier by X carrier, it would have been liable for ms 
route in not forwarding the shipment via the cheaper route, 
namely, via Junction D and Z carrier. Routing instructions 
were, however, given Y carrier by X carrier, the question beilg 
whether or not they were so qualified by the rate shown by X 
carrier on the transfer as to constitute a conflict in the instruc 
tions, thereby imposing upon Y carrier the obligation to ascer 
tain which instructions, the rate or the route, should be followed. 
Under Conference Ruling No. 137, in holding the initial carrie 
liable for misroute, the Commission’s findings must, it seems 
to us, have been based on the premise that a rate noted in® 
waybill is not a routing instruction to a connecting carrier. 

In Conference Ruling 286 (c), the Commission reversed its 
findings in Conference Ruling 137. 

If it be true, as the Commission seems to hold in Conferen¢ 
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g 137, that the noting of a rate in a waybill does not con- 
gitute the giving of routing instructions, the responsibility for 
routing lies wth X carrier, in that it faled to transmit the 
structions of W carrier to route the shipment via Z carrier. 

Sale of Refused or Unclaimed Freight 
arkansas.—Question : October 19, 1923, a consignor at Mur- 
treesboro, Ark., ships to a consignee at Norfolk, Va., vial all-rail 
ute, one keg temperance brew. Upon arrival, consignee re- 
ses to accept the shipment and does not advise shipper of such 

i. 

Hoa elivering carrier allges that it notified shipper. Due to 
ihe fact that shipper had deducted for the value of the shipment 
i) his settlement with his jobber, from whom he had, at a pre- 
yous sale, purchased the goods, he apparently took no notice 
ot advice of refusal received by him from the delivering carrier. 

The delivering carrier then forwarded the shipment to its 
glvage agency at Cincinnati, O., where it was sold for $1. 
freight charges, storage, and other charges, carrier alleges, 
ymounted to $7.87, and they advise that they are, therefore, 
sit of pocket $6.37 net loss. 

It appears that the shipper was not notified by any parties 
that a Sale Of the goods was to be made. The jobber alleges 
that he is the lawful owner of the shipment; that, in view of 
the fact that shipper was not notified of the contemplated sale, 
giving place, date and hour at which it was scheduled to take 
place, that the carrier is liable for conversion. 

It appears that the laws of the state in which sold govern. 
Will you advise me whether our position is correct and are 
you in position to advise what the requirements are under the 
Ohio state statutes? In view of the goods having bene sold at 
(Cincinnati, O., it is presumed that the statutes of that state 
would govern. Please make reference to any outstanding de- 
cisions of the Commission or courts having a direct bearing on 
this case. 

Answer: Under the provisions of both the Uniform Stor- 
age and Demurrage tariffs, as well as under the decisions of 
the courts, it is the duty of a carrier to send or give the con- 
signor, Where known, notice of the refusal or failure of the 
consignee to Claim the goods. This notice, apparently, having 
ben given the shipper, the carrier cannot be held liable for 
the value of the shipment, provided it complied with the provisions 
of paragraph (b) of section 4 of the Uniform Bill of Lading 
terms and conditions, which provisions respecting the sale of 
uclaimed goods are evidently designed to supersede the stat- 
uory provisions of the several states relating to the sale of 
refused or unclaimed goods, so far as interstate shipments are 
concerned. 

Where a carrier waives prepayment and the consignee re- 
fuses. or fails to take the goods and pay the transportation 
charges, and the carrier in strict conformity with the law sells 
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the goods to enforce its lien for freight charges, and there 

still remains a balance due, the consignor is liable to the car- 

rier therefor, and this liability of the consignor, under such 

circumstances, applies as much to a charge for demurrage as 

to a freight or other lawful charge which the carrier is bound 

to collect. See Jelk vs. Philadelphia, etc., R. Co., 95 S. E. 997. 
Sales—Cash Discount 

New York.—Question: ‘(Referring to your answers under 
subject of “Sales—Cash Discount,” on pages 122 and 706. 

Invoice terms f. o. b. point of origin less freight; 2 per 
cent, ten days. Amount of invoice, $1,000, freight charges, $100. 
Net amount $900. 

Whether or not the cash discount should be taken from gross 
amount of invoice or from the net amount after freight has been 
deducted, can be decided only by agreement as to trade prac- 
tices covering this phase, for good arguments can be offered to 
support either contention. 

Cash discounts are given with the object of securing, through 
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quick payment of invoices, the use of money as represented by 
such invoices. 

The price of goods sold f. o. b. point of origin less freight 
represents the value at destination inclusive of freight charges. 

As a general custom freight shipments have “collect” and 
when shipper “prepays” the freight he is actually advancing such 
amount for and on behalf of the consignee; why then should the 
consignee take a discount upon the money or freight charge 
which has been paid by the shipper. 

Shipper offers 2 per cent discount to secure early use of 
money; naturally, he is willing to give this discount only upon 
the money he thereby obtains. Should he prepay the freight he 
is out $100 from the start and when payment of $1,000 is received 
he actually gains a working capital of but $900. 

If freight moves collect it is the same in that customer de- 
ducts the $100 freight charge remitting but $900. 

In either case the shipper obtains but $900 cash working 
— and should grant the 2 per cent discount on such amount 
only. 

As bearing somewhat upon the subject it is well to note that 
discount is never granted by railroads for prompt payment of 
freight charges. 

Answer: Where goods are sold under the purchase terms of 
“F. O. B. delivered” or “F. O. B. point of shiprent, freight al- 
lowed,” 2 per cent discount being allowed if paid in 10 days, and 
the amount of the invoice is $1,000, the 2 per cent discount is to 
be deducted, in our opinion, from the gross amount of the invoice, 
namely $1,000. 

In the case of goods sold F. O. B. point of shipment, freight 
allowed, the total amount involved in the transaction is $1,100, 
this being composed of $1,000, the amount of the invoice, and 
$100, the amount of the freight paid by the consignee at destina- 
tion, which latter amount being deducted from the invoice ren- 
dered by the seller leaves a balance of $900, which amount added 
to the $100 freight charges paid to the carrier by the consignee 
makes the total amount paid out by the consignee $1,000. It 
is from this amount that the two per cent discount is to be 
deducted. 

Where the freight charges are prepaid by the seller and the 
amount of the invoice is $1,000 the 2 per cent discount should 
likewise be deducted from the gross amount of the invoice. 


Damages—Where Goods Are Shipped in Pursuance of Sale for 
Stipulated Price 


California.—Question: It is the practice io start cars rolling 
to Chicago without prior sale, sending out transportation sheets 
to brokers, etc. In a year’s business many are contracted by wire 
for sale before shipment, and the greater proportion of such sales 
are made en route to Chicago, or even beyond, in some cases upon 
definite bids, received as a result of keeping the trade advised as 
to what cars are rolling and where. 


In case of loss or delay, what is the status of the shipper? 
May he recover as damages the difference between this bid he 
receives by wire while the cars are rolling, or before they start, 
and the market value on arrival, without giving tue carriers any 
notice of his bargain? Is the sale price made before, at the time 
of, or while rolling, a special damage? Does the fact that this is 
the general practice, to ship unsold, change the case, or excuse 
the giving of notice? 

Answer: A carrier who unreasonably delays the transporta- 
tion of goods shipped under a contract of sale is not liable for 
any special damage occasioned by the loss of the sale, as for 
instance, any profits the shipper would have made by delivery of 
the goods at destination according to the contract of sale, unless 
at or before the day of the shipment the carrier was notified of 
the existence of the contract and taat the goods were being 
shipped in accordance therewith. See Murrell vs. Pacific Express 
Co. (Ark.), 14 S. W. 1098; St. Louis, etc., R. Co. vs. Mudford (Ark.), 
3 S. W. 814; East Tennessee, etc., R. Co. vs Johnson (Ga.), 11 
S. E. 908; Columbus, etc., R. Co. vs. Flourney, 75 Ga. 745; IIl, 
Cent. R. Co. vs. Cobb, 64 Ill. 128; Philadelphia, etc., R. Co. vs. 
Lehman, 56 Md. 209, Am. R. 415; Steffeen vs. Mississippi River, 
etc., R. Co. (Mo.), 56 S. W. 1125; Rogan vs. Wabash R. Co., 51 
Mo. A. 665; Deming vs. Grand Trunk R. Co., 48 N. H. 455, 2 Am. 
R. 267; Lindley vs. Richmond, etc., R. Co., 89 N. C. 547; Grayson 
County Nat. Bank vs. Nashville, etc., R. Co. (Civ. Ap. Tex.) 79 
S. W. 1094; Gulf, etc., R. Co. vs. Cole (Tex.), 16 S. W. 176; 
Horne vs. Midland R. Co., L. R. 8 C. P. 131, 5 E. R. C. 506 (Eng); 
Great Western R. Co. vs. Redmayne, L. R. 1 C. P. 329 (Eng.); see 
also Stavangeren vs. S. S. Co., 250 Fed. 67. 

The general rule, under the circumstances noted, is that the 
measure of damages is the difference between the market valuaz 
of the goods at the time they ought to have been delivered and 
their value at the time they were actually delivered, with such 
other and incidental damages as proximately flow from the delay. 
To this is to be added interest and the unpaid cost of trans- 
portation deducted. 

Where goods are contracted to be sold at a fixed price and 
to be delivered at a particular place, and the carrier undertakes 
the transportation thereof, with full notice that the goods are 
to be sold if forwarded seasonably, the consignor will be entitled 
to recover the difference between the contract price and the 
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value of the goods when actually delivered, if by reason 
reasonable delay in transportation he loses the sale. See Centra) 
Trust Co. vs, Savannah, etc., R. Co., 69 Fed. 683; St. Louis, et, 
R. Co. vs. Mudford (Ark.), 3 S. W. 814; Ill. Cent. R. Co. yg Cobb, 
64 Ill. 128; Mo. Pac, R. Co. vs. Van Zandt Imp. Co. (Kan.) 85 
Pac. 408; Deming vs. Grand Trunk R. Co., 48 N. H. 455, 2 Am. Rp 
267; Medbury vs. N. Y., etc., R. Co. (N. Y.), 26 Barb. 564; Il 
Cent. R. Co. vs. Southern Seating, etc., Co. (Tenn.), 58 S. w. 303. 
Texas, etc., R. Co. vs. Stewart (Tex.), 86 S. W. 631; Guilt, ete. 
R. Co. vs. Hodge (Tex.), 39 S. W. 843. Under these circum, 
stances, the undertaking is special and the loss and liability are 
special. 

Where goods are shipped in pursuance of a sale thereof a 
a stipulated price which is less than the market at destination 
damages for loss or injury must be estimated on the basis of 
the price to be received under the contract of sale. But if the 
price contracted for is greater than the market value at destina. 
tion, the estimate will have to be based on the market valye 
unless the carrier has been notified at the time of shipment of 
the fact that the goods had been sold for a higher figure. Gibsoy 
vs. Inman Packet Co. (Ark.), 164 S. W. 280; St. Louis, ete, R 
141 S. W. 939; St. Louis Southwestern R. Co. vs. Phoenix Cotton 
Oil Co. (Ark.), 115 S. W. 393; Mo. etc., R. Co. vs. Witherspoon 
(Tex.), 45 S. W. 424; E. Co. vs. Chandler, 106 S. E. 684. 


Routing and Misrouting—Rate Applicable via Route Specified by 
Shipper Governs 

California—Question: Referring to the Traffic World of 
April 25, 1925, page 1094, relative to your answer to “Kansas” 
under the above caption, a question desired answered is “If car 
was actually forwarded via two railroads, the bill of lading shoy. 
ing routing by the shipper via route B (25-cent rate), but the 
car actually moving via route C (20-cent rate), route C being 
via the regular interchange point between the two railroads and 
the car moving accordingly, what rate is applicable? Due to 
the fact that the bill of lading shows route B, the ageni assesaaq 
the 25-cent rate, 

It is our contention that inasmuch as the car moved via route 
C, the 20-cent rate must be protected. 

Answer: The opinion of the Commission which is quoted 
from in the answer to which you refer, is, in our opinion, applic. 
able in your instance. In this case, the Commission, in effect, 
holds that while the routing inserted in a bill of lading by the 
shipper determines the applicable rate, in the event the carrier 
forwards a shipmenet via a cheaper route, the rate applicable 
via that route is the rate to apply on the shipment. 


Switching—Interterminal Movement of Ice for Icing of Re- 
frigerator Cars 


Louisiana.—Question: Please refer to your answer to Louisi: 
ana, page 698 of Traffic World of March 14, 1925. The question 
was propounded by the writer in connection with a specific case, 
and we now have a similar case arising at the same point, and 
would like to have your further opinion. 

An ice company maintains two ice houses, one located on 
Carrier A and the other on Carrier B, both within the switching 
limit of X. Carrier A also maintains an icing station for reicing 
of meat and perishable freight under the supervision of the 
A. R. T. Company and the ice company has a contract with 
Carrier A, and the A. R. T. Company to furnish ice, which ice 
is switched from the ice house located on Carrier A to the icing 
station also on Carrier A without charge. 

It sometimes becomes necessary for the ice company to 
furnish ice from their warehouse on Carrier B which involves 
an interterminal switch movement, but the ice company con- 
tends that inasmuch as this ice is switched to the icing station 
on Carrier A for use in reicing cars, it would be considered as 
being switched in connection with a road movement as Con- 
templated in tariff and he would be entitled to the reciprocal 
switching charge of $3.15 instead of the interterminal switching 
of $6.30. 

Will you kindly advise if in your opinion the reciprocal 
charge of $3.15 should be assessed or if Carrier B would be ét- 
titled to its interminal switching charge of $6.30 plus rental 
charge. 

Answer: In our opinion the interterminal switching charge of 
$6.30 per car is applicable on the movement in question. While 
the ice is used in the refrigeration of cars for the transportation 
of commodities which subsequently receive a road haul so far 
as the transportation of the ice itself as a shipment is concerned, 
the movement is completed upon delivery thereof at the icing 
station on Carrier A. 

Routing and Misrouting—No Duty on Carrier to Turn Shipment 
Over to Intermediate Carrier When Lines in Bill of Lading 
Constitute Through Route 
California.—Question: A carload shipment is delivered to 

the initial carrier with a bill of lading routed “A Railroad care 

of B Railroad,” no junction point being specified. Car moves 
through a junction at which there is a direct interchange, rate 

47 cents, while the cheapest rate, 40 cents, is made over 4 

junction point where they do not interchange direct, but through 

another carrier, which charges $4 per car. This point is show! 
as a regular interchange point in the terminal tariffs of the tw0 
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LF! us show you the Southern Utah | 
wonderland of color. Hundred- 7 
mile vistas across painted terraced i 
plateaus. Canyons with sculptured 

walls of vermilion and alabaster. Am- 
phitheatres where the Great Magician 

has wrought temples like those of 

Egypt, Babylon and Greece, the pa- 

godas of China, and the mosques of 
Bagdad, shimmering with rainbow 
radiance! 


Zion National Park 


Bryce Canyon - Cedar Breaks 
Season May 15 to October 15 





It isn’t far and doesn’t cost 
much. Only a few have been 
there— the trip was too ardu- 
ous. Andit’s still a pioneering 4 
adventure, but with all the4 
comforts of modern travel. The 
Union Pacific has now provid- 
ed sleeping cars, motor tours 
over good roads and the latest 
style of National Park lodges 
and dining rooms. 


Optional side trip to Kaibab Forest 
and North Rim of Grand Canyon. 


Send for Free Book in Natural Colors 


and ask about low summer fares, personally escorted all- 
expense tours and how you can combine this trip with 
a tour of Salt Lake City, Yellowstone, California or the 
Pacific Northwest. 


W. H. Murray, General Passenger Agent, 
Omaha, Neb. 


Union Pacific 
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We have compiled into pleasing form 
the salient details concerning The Port 
of Houston — details which every ship- 
per, No Matter Where You Ship From 
should know. 


It tells you of the vast markets of the 
Southwest, of the distinct advantages of 
PORT HOUSTON as a deliver and dis- 
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the tariffs in existence on the PUBLIC 
WHARVES OF PORT HOUSTON. 


Send for this illustrated magazine 
“PORT HOUSTON,” the official organ 
of the Port Commission, it is free of 
charge and we will include with it 
“HOUSTON FREIGHT RATE BOOK 
NUMBER ONE,” containing the first 
four class rates to Texas Common Points 
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Colorado. Houston is the logical center 
from which to distribute your merchan- 
dise to the Southwest — Thousands of 
square feet of fire proof storage is avail- 
able—a shipside warehouse with large 
eapacity. Low switching charges — 
Seventeen Railroads each with an effi- 
cient package car schedule, ample mod- 
ern dock facilities. Address 


THE DIRECTOR OF THE PORT 


5th Floor Courthouse § Houston, Texas 
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line haul carriers, with a notation as to the third carrier’s charge. 
The Interstate Commerce Commission has always ruled that 
the initial carrier must route shipments via the cheapest junc- 
tion point, but they have also ruled that the initial carrier need 
not turn a shipment over to an intervening carrier if its own 
line eonnects with the delivering carrier, In the cases we have 
been able to locate the first mentioned rulings all seem to cover 
cases where the railroads interchange direct, and the second 
mentioned rulings all cover cases where the third or interven- 
ing carrier would enjoy a line haui and not just a switching 
charge as involved here. 

Will you kindly let us know which rate you think should be 
applied, and give us citations to some cases where the same 
question is involved? 

Answer: We can locate no case in which the third and inter- 
vening line performed merely a switching service, but it is our 
view that the principle of the Commission’s opinion in Stebbins 
va. D. L. & W., 42 I. C. C. 150, is applicable. 

Carload vs. Less-Than-Carload 
iassachusetts.—Question: A shipment weighing 11,500 Ibs. 
not marked in accordance with Rule 6 C, F. C. No. 4 was loaded 
in a car by consignor on public team track allowing the railroad 
agent to apply railroad seals and with the option to load other 
freight within at his discretion. No additional freight was loaded, 
however, and car was sealed through to destination by agent. 

Sec. 1 of Rule 6 provides in part “Freight to be transported 
at L. C. L. ratings must be marked with name of consignee and 
destination else if this requirement is not complied with freight 
will not be accepted for transportation.” One railroad’s interpre- 
tation of this rule is that L. C. L. freight not properly marked 
must travel at carload rate. They admit that this is only an 
inference as definite authority seems to be lacking which would 
establish a carload basis on nonmarked shipments. 

Is it the common practice for carriers to apply carload rates 
in such instances or should they notify the shipper that they can- 
not handle L. C, L. freight unless marked in conformity with 
Rule 6? 

Answer: We can locate no opinion of the Commission spe- 
cifically in point, i. e., one which determines the question as to 
whether, in the event there was, as is seemingly true in the 
instant case, an understanding on the part of the carrier’s agent 
that the shipment is being tendered as an L. C. L. shipment, 
although the individual units which compose the shipment have 
not been marked in accordance with the requirements of the 
classification, 


However, in Sam H. Kyle vs. M. K. & T., 42 I. C, C. 335, the 
Commission said: 


Complainant had the goods shipped as above described because 
he was advised by the agent of the Missouri, Kansas & Texas Rail- 
way at Durant that the charges thereon as a carload would not 
only be less than the charges at the less-than-carload rate, but 
that the goods as a car lot would be less liable to damage. The 
actual value of the goods was greater than $670, the valuation 


upon @#vhich the rate of $1.45 would have applied had they moved 
as a less-than-carload shipment. 


That the goods as shipped could move only under the carload 
rate and minimum, and were so intended to move, is shown by the 
fact that each package was not marked for Bisbee. Passow & Sons 
we. CC, Bw. & &. FP. Ry. Co. VF i’ Cc. 6. Fi. 


This statement seems to lead to the conclusion that the 
marking of the shipment is a condition precedent to the appli- 
cation of the L. C. L. rate thereon. 

However, see our answer to “Delaware” on page 1298 of 
the May 17, 1924, Traffic World, under the above caption, in 
which the Commission’s opinion in Rockwood Sprinklet Co. vs. 
Director-General, 73 I. C. C. 277, is referred to and commented on. 

See also, in this connection, our answer to “Georgia,” on 
page 1298 of the May 17, 1924, Traffic World, under the above 
caption. 

Virginia.—Question: Our firm is operating a chain consist- 
ing of several hundred stores in two states, The supplies for 
all these stores are shipped from our central distributing ware- 
house in Virginia. 

A great many of our stores are located in small country 
towns, and sixty per cent of their sales are made on Saturday. 
Therefore, we make every effort to deliver a shipment of sup- 
plies to them on every Friday, for this Saturday’s business. 

We have had a great many cases recently where, through 
carrier’s errors, such as improper loading, or improper handling 
of the car, and in some cases account of car running in bad 
order, our shipments have not reached destination before Mon- 
day or Tuesday. The consequence of which is that our sales 
in the store in question will drop off two or three hundred 
dollars on that Saturday, all because through negligence of the 
carrier the shipment did not reach destination in reasonable 
time. 

There is a package car service from our distributing point 
to most of the points in question, which affords overnight de- 
livery, but we do not depend on this and endeavor to allow an 
additional day for delivery. In other words, we make shipments 
on Wednesdays for delivery Friday, when the schedule time 
would place this shipment at destination on Thursday. 

Will you kindly advise us what redress we have against the 
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carrier when such a shipment does not reach destination until 
Monday or Tuesday, thereby causing us loss of several hun 
dollars on our Saturday’s business? Our actual loss is our het 
profit on our lost sales, but as this would come under the ead 
of “special damages” we, of course, understand this cannot be 
collected, unless there is a notation on bill of lading, showing 
shipment must be delivered by a certain time. Also kindly 
advise if we can require the carriers to sign a bill of lading 
carrying notation reading as follows: “This shipment mug 
be delivered on or before Friday, ————.” If the carrier woulg 
sign bill of lading carrying above notation they would, of course 
then be liable for our loss, under the head of special damages, 
but it is a question whether we can require the carrier to sign 
a bill of lading carrying such a notation. 

Also advise if we cannot require the carrier to pay specia) 
damages, then are they liable for depreciation in market on 
account of unreasonable delay? There is practically no sale at 
all for these shipments when they reach destination Monday 
or Tuesday, and they cannot be held over until the following 
Saturday, because we make semi-weekly shipments to these 
stores and there is another shipment that leaves point of ori 
on Saturday and is due at destination on Tuesday, therefore, this 
causes an accumulation of stock in the store. 

Will you kindly advise, from facts stated above, on what 
basis we should base our claims and any court decisions you 
may know bearing on the questions? 

Answer: To authorize a recovery for losses in profits in 
business because of unreasonable delay of goods to be used in 
such business, it is essential that the carrier should have had 
notice either from the nature of the contract itself or by ex. 
planation of the circumstances at the time the contract was 
made that such damages would ensue from non-performance. 
(Goodin vs. Sou. R. Co, (Ga.), 54 S. E. 720; Stone vs. Adams 
Exp. Co. (Ill.), 122 S. W. 200; Illinois Cent R. Co. vs. Hopkins. 
ville Canning Co. (Ky.) 116 S. W. 758; Louisville, etc., R. Co. 
vs. Mink (Ky.), 103 S. W. 294; Waite vs. Gilbert (Mass.), 10 
Cush. 177; Higgins vs. U. S. Express Co. (N. J.), 85 A. 450; 
Brown vs. Weir (N. Y.), 88 N. Y. S. 479; Goodfield vs. Platt 
(N, Y.), 180 N. Y. S. 180; Davidson Dev. Co. vs. Southern R. 
Co. (N. C.), 61 S. E. 381; Ft. Smith, etc., R. Co. vs. Williams 
(Okla.), 121 Pac, 275; Matheson vs Southern R. Co. (S. C.), 60 
S. E. 437; Traywick vs. Sou. Ry. Co. (S. C.), 50 S. E. 549; Brad- 
ley vs. Chic., etc., R. Co. (Wis.), 68 N. W. 410; Handley vs. 
Baxendale (Eng.), 9 Exch. 241. 156 Reprint 145; Gee vs. Lan- 
cashire, etc., R. Co. (Eng.), 6 H. & N. 211, Reprint 87). It is 
further essential that the data of estimating such damages should 
be so definite and certain that they can be ascertained reason- 
ably by calculation (Central of Ga. R. Co. vs. Weaver (Ala.), 69 
S. 521; Southern R. Co. vs. Coleman (Ala.), 44 S. 837; Chicago, 
etc., R, Co. vs. Planters’ Gin, etc., Co. (Ark.), 113 S. W. 352; 
Seaboard Air Line R. Co. vs. Harris (Ga.), 49 S E. 703; Vicks- 
burg, ete., R. Co. vs. Ragsdale, 46 Miss. 458; Adams Exp. Co. 
vs. Egbert (Pa.), 78 and 382; McMeekin vs. Southern R. Co. 
(S. C.), 64 S. E. 413), speculative or uncertain profits cannot be 
recovered. Although the damages may be the ordinary, natural 
and even necessary result of the breach, yet, if they are in their 
nature uncertain, they must be rejected. Other special damages 
not recoverable in the absence of notice of special circumstances 
making prompt transportation necessary are losses incurred in 
paying labor during the stoppage of the business, and interest 
on the capital invested in a plant during the time it was neces- 
sarily idle as a result of the delay. On the other hand, where 
the carrier has notice of special circumstances requiring prompt 
delivery of goods to be used in the shipper’s business, and the 
profits that would have accrued during the time the goods were 
unreasonably delayed are so definite and certain that they can 
be ascertained reasonably by calculation, such profits constitute, 
an element of damage for which the shipper may recover; 
(St, Louis, ete, R. Co. vs. Lamb (Ark.), 128 S. E. 1030 Sa 
vannah, etc., R. Co. vs. Pritchard (Ga.), 1 S. E. 261; Priestly 
vs. Northern Indiana, etc., R. Co. (Ill.), 79 AmD 369; Mor: 
row vs, Missouri Pac. R. Co. (Mo.), 123 S. W. 1034; Ft. Smith, 
etc., R. Co. vs. Williams (Okla.), 121 Pac 275; Pacific Ex 
press Co. vs. Darnell (Tex.); 6 S. W. 765; Gulf, etc., R. Co. 
vs. Compton (Tex.), 38 S. W. 220), also the expense incurred in 
paying labor rendered idle because of the unreasonable delay is 
recoverable, where the carrier knew that this would be the 
result of the delay. 


In G. C. & S. F. vs. Barber, 127 S. W. 258, the court said: 


We think it very clearly appears from the undisputed facts 
that the damages sought to be recovered are special in their char- 
acter and do not arise as a natural consequence of a breach of 
the contract, or duty imposed, to transport the lumber within 4 
reasonable time. In the absence of notice at the time the con- 
tract of carriage was entered into of the special circumstances 
under which the contract was actually made, appellant cannot be 
held liable for such special damages. In such case the carriers 
liability for a failure to transport the goods is limited to such 
damages as are the natural result of such failure or such as may 
fairly be supposed to have entered into the contemplation of the 
parties at the time the contract for transportation was made 4s 
a probable result of its violation. The measure of such damagés 
is ordinarily the difference between the value of the property 
shipped at the time it did arrive and the time when it should have 
arrived. The damages resulting to the plaintiff, as alleged, by 
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American __ 
Oriental Mail Line 


President Grant—One of the five sister ships—showing cargo Y -Y! —-* 
especially designed for rapid handling from lighters on both sides 


SEATTLE TO THE ORIENT 


A fast Trans-Pacific freight and passenger service 
between 


Puget Sound and Yokohama, Kobe 
Shanghai, Hong Kong and Manila 


An American Line operated for American shippers over 
the shortest, fastest route to the Orient. 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 


*PRESIDENT McKINLEY........ Sclahtetslewietnere May 27 
*PRESIDENT JEFFERSON......... errr 
*PRESIDENT GRANT........... sancaicee eG June 20 
*PRESIDENT MADISON...... diersretiawsctoniene ..July 2 
*PRESIDENT JACKSON...... ee 


* Refrigeration Service 
Direct Freighter Service 


TO 
Japan, Shanghai, Dairen, Taku Bar, Tientsin 


EDs a8 oe <:0:0,0/4i0:0:0 8 0:e:0S resserewiesresion ..June 5 
og. ee ws ecala hetaka cigars ...June 10 
CITY OF SPOKANE... ee CEO 


Also Regular Sailings Direct to Foochow, Amog, Swatow, Cebu, Iloilo 


FOR RATES, SPACE AND OTHER INFORMATION APPLY: 

Chicago—Merchants Loan & Trust Bldg., 112 West Adams 
Street, Phon Randolph 7739. 

New York—32 Broadway, Phone Broad 0580. 

Boston—177 State Street. 

Philadelphia—101 Bourse peliins- 

Detroit—1714 Dime Bank Buildi 

San Francisco—Robert Dollar Building. 
Angeles—626 South Spring Street. 

Portland—101 Third Street, Corner Stark. 

Seattle—1519 Railroad Avenue, South 


L. L. BATES, General Freight Agent, Seattle, Wash. 


_ American 
Oriental Mail Line 


Operated for 


United States Shipping Board 


by y.Nelestie-tm@sal-sehell Line, IW EVor-t-sbel-am @helsa-teela) 













































































THE TRAFFIC 



































WORLD 




















Joint Service with 


HOULDER, WEIR & BOYD 
Regular Sailings to the 


WEST COAST 





Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 

From From im: 
Baltimore New York Savannah 
ee cigs oreo May 23 May 27 
Sa June 2 June 6 June 10 
HA | eer eer June 16 June 20 June 24 
MONTPELIER ......e.0- June 30 July 4 July 8 
IPSWICH . July 18 July 22 
MYSTIC Aug. 1 Aug. 5 
VINITA ... Aug. 15 Aug. 19 
PETER KERR Kaewiwenewes Aug. 25 Aug. 29 Sept. 2 


Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 


Through bills of lading issued to Hawaiian Islands, transshipment at 
Los Angeles Harbor without transfer charge, also to all ports of 
+ ag sag Oregon, Washington, British Columbia, Alaska and the 
‘ar East. 











Joint Service with 


HAMBURG- AMERICAN LINE 


NEW YORK TO HAMBURG 











xxf{CLEVELAND ....... May 28 xx*RELIANCE ........ 
xx*RESOLUTE ........ June 2 xtTHURINGIA ....... June 18 





xx}WESTPHALIA ..... June 4 
xx*ALBERT BALLIN...June 11 


xx*DEUTSCHLAND ...June 25 . 
xx*RESOLUTE ........ June 30 


+Cabin and Third Class Passengers. *First, Second and Third 
Class. x Calls at Cohn (Queenstown). xxCalls at Cherbourg and 
Southampton. Loading Pier 86, North River, Foot of West 46th St. 















PHILADELPHIA TO BREMEN AND HAMBURG 
LEGIE (via Baltimore and Hampton Roads)............++. May 27 
SUDBURY (via Baltimore and Hampton Roads)........... June 9 
BALTIMORE TO BREMEN AND HAMBURG 


LEGIE (via Hampton Beads)... cccccccccccccccccccccccee June 3 
SUDBURY (via Hampton Roads)..........ceeeeeeeeeesees June 16 
























NORFOLK AND NEWPORT NEWS TO BREMEN 
AND HAMBURG 


COOPER eee HEE EHH HEHEHE EEE HH EHE EEE HEHEHE SESE EE EEEHES 


SUDBURY 


NEW ORLEANS TO BREMEN AND HAMBURG 
WHETERWELD occcvcccscsccecece pal eGeuueeweee Last Half of July 





ALSO DIRECT FREIGHT SERVICE FROM U.S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


ow bills of lading via Hamburg te LONDON, HULL, LEITH, 


UNDEE and all Scandinavian, Baltic, Mediterranean, 
Levant and African Ports. 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 





CHICAGO, 327 South La Salle Street.......... Phone Wabash 4891 
BRANCH OFFICES: 

Rt 6 6 cc cccsccececceseceows .-.4128 Jenkins Arcade Bldg. 
BURBS vecvcccccscccvsss oseewes eve vend +++-201 Mitchell Bldg. 
AGENTS: 
pT ne re Tey ee ee John M. Born 

BALTIMORE.......... baie sietne ond *Dichmann, Wright & Pugh, Inc. 

a voeeaeweerntn ehecspied C. H. Sprague & Son 
LOS Sn oc ceecennenen cececumeel --.--Los Angeles 8.8. Co. 
PE SEs 6006s 000s ccb sss esweneceneuees Richard Meyer Co. 
NORFOLK........ RF aS nen ee Dichmann, Wright & Pugh, Inc. 
4. 8 F 2 | re Dichmann, Wright & Pugh, Inc. 
cvcneceunbeesaiese meow ou Columbia Pacific Shipping Co. 
oe EE cence aoee Sudden & Christensen 
SAN FRANCISCO seedibees «+ee.-Sudden & Christensen 
SAVANNAH........ ccveveveccccecos socccececes- MM. J. Hogan & Co. 
; eee coccescecese Sudden & Christensen 
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f the increased price paid by plaintiff to supply lumber 
of the kind contained in the shipment to his customer whereby 
he lost the retail profit which he would otherwise have made, the 
extra time and expense in so making local purchases, and the loss 
of customers and profits on sales by reason of not being able to 
supply demands for material of the character in the delayed ship- 
ment, were all special, and, in the absence of knowledge on the 
part of the defendant at the time it received and contracted to 
transport plaintiff’s lumber of the peculiar conditions or circum- 
stances under which damages were likely to result from a breach 
of such contract, it was not liable therefor. Haberzettle vs. 
F. & B. V., 103 S. W. 219; Pacific Express Co. vs. Darnell, 62 Tex. 
639: G. C. & S. F. vs. Gilbert, 23 S. W. 320. The fact that the 
plaintiff was engaged in the sale of lumber, and that lumber was 
the character of the merchandise shipped, and that similar ship- 
ments had been made over the defendant’s line of road before, 
was not sufficient to put defendant on notice of the conditions and 
circumstance that would render it liable for the special damages 
alleged. Haberzettle vs. Railway, supra. 


If it is within the knowledge of the carrier at the time the 
contract of shipment is entered into that the goods are to be 
transported for sale at a particular market and the transporta- 
tion is unreasonably delayed, whereby the shipper loses the 
benefit of such market, the carrier will be liable for any special 
damages resulting from such delay. (Delta Tables, etc., Co. vs. 
Yazoo, etc., R. C. (Miss.), 63 S. 272; Hamilton vs. Western North 
Carolina R, Co. (N. C.), 3S. E. 164.) It has been held that under 
these circumstances the shipper may recover the difference be- 
tween the price at which he was obliged to sell the property 
when it did arrive and that which he could have received at the 
time at which it should have arrived, but it is apprehended that 
no notice of special circumstances would have been necessary 
in these cases in order to recover such damages, as these cases 
are clearly within the general rule heretofore stated. 

In Delta Table & Chair Co. vs. Y. & M. V., 63 Sou. 272, it 
was held that a shipper of tables to be exhibited at a market 
established by the manufacturers of the county and patronized 
by dealers in furniture, was entitled to recover the profits lost 
as a result of a delay in delivering the shipment until the closing 
days of the market, and was not limited to a recovery for the 
value of the tables shipped, where the carrier at the time of 
shipment was told the purpose of the shipment, and that, if they 
were not exhibited at the market, the shipper would lose the 
opportunity of selling its output; that the uncertainty which 
defeats a recovery of lost profits as damages for breach of con- 
tract is an uncertainty as to whether the loss resulted from the 
breach, and not an uncertainty as to the amount of the damages. 

With respect to the placing of a notation on the bill of lading, 
see C. & A. R. R. vs. Kirby, 225 U. S. 155. 
In this case the court said: 


The implied agreement of a common carrier is to carry safely 
and deliver at destination within a reasonable time. It is other- 
wise when the action is for a breach of contract to carry within 
a particular time, or to make a particular connection, or to carry 
by a particular train. The railroad company, by its contract, be- 
came liable for the consequence of a failure to transport accord- 
ing to its terms. Evidence of diligence would not excuse. If the 
action had been for the common-law carrier liability, evidence 
that there had been no unreasonable delay would be an answer. 
But the company, by entering into an agreement for expediting 
the shipment, came under a liability different and more burden- 
some than would exist to a shipper who made no such special 
contract. * * * For such a special service and higher respon- 
sibility it might clearly exact a higher rate. But to do so it 
must make and publish a rate open to all. This was not done. 
The shipper, it is also plain, was contracting for an advantage 
which was not extended to all others, both in the undertaking to 
carry so as to give him a particular expedited service, and a rem- 
edy for delay not due to negligence. 

An advantage accorded by special agreement which affects 
the value of the service to the shipper and its cost to the carrier 
should be published in the tariffs, and for a breach of such con- 
tract, relief will be denied, because its allowance without such 
publication is a violation of the act. It is also illegal because it 
is an undue advantage in that it is not one open to all others in 
the same situation. * * #* 

The claim that the defendant in error may recover upon the 
carrier contract, stripped of its illegality, under Merchants’ Cotton 
Press Co. vs. Insurance Co., 151 U. S. 368, is not presented by this 
record. The declaration counted only upon the breach of a special 
contract, which was illegal. There was no count based upon the 
carrier’s liability for negligence in not promptly shipping and 
delivering. The judgment was rested upon the damages resulting 


from the breach of the special contract, and not at all upon the 
liability of the carrier otherwise. 


For the error in not holding the special contract invalid under 
the interstate commerce act, the judgment must be reversed and 


the case remanded for such further proceedings as are not incon- 
sistent with this opinion. 


The effect of this decision is not to prevent a recovery of 
special damages where notice is given to a carrier at the time 
such goods are delivered to the carrier for transportation, that 
such damages will result from its failure to transport the ship- 
ment within a reasonable time (which notice may be given 
orally or in writing, but should be such as to put the carrier on 
notice), it being a question of fact to be determined in each 
instance, whether due diligence was used in the transportation 
of the goods. However, it does bar a recovery where it is sought 
to hold a carrier liable for failure to transport, goods within a 
specified time, regardless of the question of negligence on the 
part of the carrier. 

Freight Charges—Liability of Consignor 
Illinois —Question: When goods are shipped by freight and 
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invoiced f. o. b. point of shipment, freight allowed to destination 
or freight prepaid, does the ownership of the goods remain j, 
the shipper or consignee? 

If the goods are sold and invoiced f. o. b. destination, frejgy; 
allowed, who is the owner of the goods in transit? We refer, 
of course, to shipments on straight bills of lading. On orde; 
bills of lading we understand that the ownership remains in the 
shipper, regardless of whether the freight charges are paid oy 
collect. 

This question comes up in connection with storage charges 
on a shipment as to who is the lawful owner of the goods, anq, 
therefore, who is liable for the storage charges. Does it make 
any difference how the shipper’s invoice is worded, whether j; 
reads f. o. b. point of shipment, freight prepaid, freight allowed 
or whether it reads f, 0. b. destination, freight prepaid, freight 
allowed? 

Answer: When the provision is f. 0. b. at point of ship. 
ment the title will pass, as a general rule, when the property 
is placed on the cars for shipment; on the other hand, where 
the provision is for delivery f. 0. b. the point of destination the 
title is not, as a rule, considered to pass until the subject matter 
has reached such point, as the delivery to the carrier is not a 
delivery to the buyer; still, where the agreement as a whole 
shows clearly that the phrase f. o. b. at point of destination 
was used merely to designate the party by whom the freight 
was to be paid, rather than the place at which delivery and 
the passing of title were to be consummated, it will be so re. 
stricted, and the title held to pass at the point of shipment in 
accordance with the intent of the parties. 

Where goods are sold f. o. b. point of shipment the fact 
that the contract of sale provides that the freight is prepaid or 
that the freight is allowed to destination does not prevent the 
passage of the title to the buyer upon delivery of the goods to 
the carrier at point of origin. 

There is no contractual relation between the carrier and 
the consignee by the mere designation of the latter as consignee, 
which obligates him to receive the goods or to pay the freight 
charges, but the receipt of the goods by the consignee constitutes 
an implied promise to pay the reight charges thereon. 

However, the consignor, as the party entering into the con- 
tract of shipment with the carrier, is primarily liable for the 
freight charges, unless he takes advantage of the provisions of 
section 7 of the Bill of Lading, and may be held liable therefor, 
regardless of the liability of the consignee resulting from the 
latter’s acceptance of the goods from the carrier at destination. 


See L, & N. R. R. Co. vs. Central Iron & Coal Co., 265 U. S. 59, 
in which the court said: 


Ordinarily, the person from whom the goods are received for 
shipment assumes the obligation to pay the freight charges; and 
his obligation is ordinarily a primary one. This is true even 
where the bill of lading contains, as here, a provision imposing 
liability upon the consignee. For the shipper is presumably the 
consignor; the transportation ordered by him is presumably on 
his own behalf; and a promise by him to pay therefor is inferred 
(that is, implied, in fact), as a promise to pay for goods is im- 
plied, when one orders them from a dealer. But this inference 
may be rebutted, as in the case of contracts. It may be shown, 
by the bill of lading or otherwise, that the shipper of the goods 
was not acting on his own behalf; that this fact was known by 
the carrier; that the parties intended not only that the consignee 
should assume an obligation to pay the freight charges, but that 
the shipper should not assume any liability whatsoever therefor; 
or that he should assume only a secondary liability. In this case 
the bills of lading acknowledge receipt of the coke from the 
Central Company. But it did not sign them. Nor was it described 
therein as the consignor. There was no clause by which the ship- 
per agrees expressly either to pay the freight charges or to guar- 
antee their payment. The goods received were not declared to 
be deliverable to the Central Company’s order. On the contrary, 
the form of the bills of lading indicated that it was neither the 
owner nor the person on whose behalf the shipment was being 
made; and that Tutwiler & Brooks were either the owners or the 
persons in whose behalf the’ shipment was being made. On these 
facts, the trial court was justified in finding that the Central Com- 


pany did not assume the primary obligation to pay the freight 
charges. 


The liability of the consignor extends to demurrage and 
storage charges accruing prior to the acceptance of the goods 
by the carrier. See Bewley-Darst Coal Co. vs. W. & A. R. R. 
Co., 87 S. E. 703; Baltimore, etc., R. Co. vs, Luella Coal Co., 81 
S. E. 1044; Western Maryland Ry. Co. vs. Cross, 123 S. E. 572. 

See, in this connection, our answer to “West Virginia,” oD 
page 1346 of the December 13, 1924, Traffic World, under the 
caption, “Freight Charges—Liability of Gonsignee.” 


DIVISION OF RATES 


The Northern Pacific completed its testimony at the con 
tinued hearing of Docket 15234, in the matter of divisions be 
tween Western Trunk Lines and the roads west of the Missouri 
River, before Examiner Disque, at Chicago, this week. J. B. 
Morrison, assistant general freight agent, Northern Pacific, tes- 
tified as to rate adjustments on transcontinental hauls and el 
tered exhibits of earnings and comparisons of rates and com 
modities in order to show that the Northern Pacific was geiting 
only a fair and just proportion of the revenue for its t*ans- 
continental haul. 


Arthur Ridgway, chief engineer, the Denver & Rio Grrnde, 


May 23, 
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OMAHA, U.S.A. 





Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 
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Boston Office: 
92 State Street 





GRAND RAPIDS, MICH. 


Most Up-to-Date Warehouse 
in Michigan 


nerete Construction. 
nki 













The perfect combination of our warehouses 
handling all lines of merchandise, automobiles 
and machinery. Capacity 330,000 square 
feet. For freight rates, storage and distribu- 
tion charges on any commodity write 


THE TERMINAL cae Co. 
MERCANTILE ST ORAGE WAREHOUSE CO. 


OMAHA, NEBRASKA 


Track Cs Capacity, 25 Cars. 
Latest and Best ae oe for Handling. 


General Merchandise Storage 
3 A 


Hi 
Negotiable Warehouse er ag Issued. 
Pool Car Distributio 


Furniture Manufacturers Warehouse Co. 
505-511 Fulton Street, West Grand Rapids, Mich. 





MENRY” COBURK- 


ec. Henry Coburn Storage & Warehouse Co., Indianapolis 


Be ae a 
a Orders Filled and Enroute the Day Received. No Trap Car Delays. 
We Operate Our Own Truck Equipment. 


Merchandise Storage — Quick Shipments — Distribution Cars 
‘“‘Coburn Service for Efficiency’’ 


KENT. STORAGE COMPANY 


GRAND RAPIDS ~ LANSING ~ BATTLE CREEK 
MERCHANDISE AND COLD STORAGE—POOL CARS—DISTRIBUTION 
EIGHT WAREHOUSES—300,000 SQUARE FEET 
Located in Michigan’s Jobbing Centers. Main Offices: GRAND RAPIDS, MICH. 
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No matter where your be you are 
in @ position to male secu livery from 


e St.Louis Gatewa 


TO POINTS IN THE GREAT MARKET 
OF THE WEST AND SOUTHWEST 
IF YOU USE THE ADVANTAGES OF THE 


j mammoth unit operated in cor) ion with the 
teed eped boaklet ogee system of freight ar Rone ities in America~ 


“ln Columbia Terminals ‘Company 


ST.LOUIS 
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entered testimony with regard to operating conditions over the 
road he represented. He entered an exhibit of a profile map of 
the road, tending to show the elevatien at which a good part 
of the line was operated, and he told of the expense and diffi- 
culties met in operating trains through the mountainous district. 
He also described other operating problems that had to be met, 
such as providing helper service On heavy trains, and mainte- 
nance of way in territory where weather conditions were espe- 
cially hard on the line. 

E. W. Mason, vice president, the Western Pacific, entered 
testimony with relation to operating conditions in the territory 
traversed by the road he represented and told of engineering diffi- 
culties on the line. He put in exhibits of costs of operation and 
made comparisons tending to show that it was more expensive 
to operate in the territory of the transcontinental roads than in 
that of the Western Trunk lines. 

C. C. Dana, for the Santa Fe, testified as to the adjustment 
of rates on transcontinental shipments beyond the Missouri 
River and entered exhibits to show that the rates received and 
revenue earned as compared with that of the Western Trunk 
lines was unfavorable to the transcontinental carriers. 

B. P. Turnburke, for the Great Northern, and E. V. Peterson, 
for the Northern Pacific, testified to costs of operation over 
branch lines compared with main lines and also with regard to 
the operation in mountainous country. The point was made that 
a good share of the business of the transcontinental carriers 
originated on branch lines, and then delivered to the main lines 
of the Western Trunk Line carriers. 

The hearing in Docket 15234 was adjourned, May 21, until 
July 7, when testimony will be entered with regard to divisions 
of rates as between roads in the Western Trunk line territory and 
lines in the Southwest. 


LUMBER SHIPMENTS. 


Reports to the National Lumber Manufacturers Association 
for the ween ending May 16 from 377 of the chief softwood saw- 
mills of the country indicated a drop in production and ship- 
ments for last week as compared with the week before, and a 
gain in new business. As compared with the same week of last 
year, the lumber movement shows increases in all three factors, 
particularly in new business, partly due to 13 more mills re- 
porting this year. Cumulative orders for the first 20 weeks of 
1925 exceed those of the corresponding period of 1924 by 124 
million feet. 

The following table compares the national lumber movement 


as reflected by the reporting mills of seven regional associations 
for the three weeks indicated: 


Corresponding Preced. Week 
Past Week Week 1925 1925 (Revised) 

BE Steneeinncune 377 364 383 
Production ....... 247,923,920 237,713,096 256,512,966 
Shipments .. 0+ 241,913,725 228,616,479 255,636,682 
Orders (New Bus.) 249,056,359 209,917,994 244,973,308 


The following revised figures compare the lumber movement 
for the first twenty weeks of 1925 with the same period of 1924: 


Production Shipments Orders 
err 4,805,907,067 4,754,703,743 4,632,093,063 
BOGe aveevesen 4,732,726,543 4,507,706,267 


4,743,096,650 


1925 Increase 73,180,524 11,607,093 


124,386,796 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended May 9 totaled 981,- 
370 cars, a slight dcrease as compared with the preceding week 
when the total was 981,711 cars, according to the car service 
division of the American Railway Association. In the corre- 


sponding periods of 1924 and 1923 the loading totaled 908,203 
and 974,741 cars, respectively. 


Loading the week ended May 9, as compared with the pre- 
ceding week, showed increases as to grain and grain products, 
coal, ore, and merchandise, L. C. L., and decreases as to live 
stock, coke, forest products, and miscellaneous freight. 

Loading by districts the week ended May 9 and for the cor- 
responding period of 1924 was reported as follows: 


Eastern district: Grain and grain products, 9,092 and 10,862; live 
stock, 2,777 and 3,218; coal, 42,794 and 39,194; coke, 1,990 and 1,742; 
forest products, 6,259 and 5,239; ore, 4,829 and 4,056; merchandise, 
L. C. L., 73,598 and 69,546; miscellaneous, 94,744 and 88,270; total, 1925, 
235,083; 1924, 222,127; 1923, 239,374. 

Allegheny district: Grain and grain products, 3,268 and 3,501; live 
stock, 2,159 and 2,591; coal, 41,290 and 40,552; coke, 4,272 and 4,420; 
forest products, 3,252 and 3,328; ore, 13,714 and 9,427; merchandise, 
L. C. L., 53,643 and 52,138; miscellaneous, 80,368 and 76,567; total, 1925, 
201,966; 1924, 192,524; 1923, 213,812. 

Pocahontas district: Grain and grain products, 198 and 173; live 
stock, 66 and 87; coal, 32,641 and 23,752; coke, 438 and 207; forest 
products, 1,730 and 1,557; ore, 84 and 111; merchandise, L. C. L. 7,335 


and 6,984; miscellaneous, 4,676 and 4,895; total, » 47,068; 
and 6,984; miscell and 4,8 otal, 1925, 47,068; 1924, 


Southern district: Grain and grain products, 3,517 and 3,419; live 
stock, 1,430 and 1,766; coal, 19,288 and 15,011; coke, 973 and 917; for- 
og at ond we pos nae ore, 1,555 and 1,572; merchandise, 

3 , 40, an y +; miscellaneous, 51,28 : ; total, 
143,990; 1924, 129,343; 1923, 137,932. ae ee ae 

Northwestern district: Grain and grain products, 7,994 and 9,156; 
live stock, 6,877 and 9,264; coal, 4,145 and 4,502; coke, 1,248 and 1,266; 
forest products, 19,960 and 19,151; ore, 40,934 and 26,609; merchandise, 
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L. C. L., 32,853 and 30,495; miscellaneous, 37,672 and 33,172; total, 19 
151,683; 1924, 133,615; 1923, 151,425. * 


Central Western district: Grain and grain products, 7,977 


9,892; live stock, 11,995 and 12,376; coal, 10,690 and 10,005; coke, ‘4 
and 317; forest products, 12,481 and 11,443; ore, 3,029 and 2,965; me, 
chandise, L. C. L. 


, 37,343 and 36,588; miscellaneous, 52,962 and 49,599. 
total, 1925, 136,763; 1924, 133,115; 1923, 135,215. , 

Southwestern district: Grain and grain products, 3,869 and 4/49. 
live stock, 2,344 and 2,738; coal, 3,366 and 3,165; coke, 181 and 149: 
forest products, 8,738 and 8,755; ore, 519 and 499; merchandise, L, ¢. 1,' 
15,009 and 14,754; migcellaneous, 30,791 and 25,166; total, 1925, 64,317: 
1924, 59,713; 1923, 57,171. , 

Total, all roads: Grain and grain products, 35,915 and 41,499; Jive 
stock, 27,648 and 32,040; coal, 154,214 and 136,181; coke, 9,388 and 9,099. 
forest products, 76,484 and 73,746; ore, 64,664 and 45,239; merchandige 
L. C. L., 260,658 and 249,108; miscellaneous, 352,399 and 321,381; total 
1925, 981,370; 1924, 908,203; 1923, 974,741. , 


Loading of revenue freight this year compared with the two 
previous years follows: 


1925 1924 1923 

Five weeks in January............ 4,450,993 4,294,270 4,239 379 
Four weeks in February.......... 3,619,326 3,631,819 3,414,809 
Four weeks in March............ 3,694,916 3,661,922 3,662,552 
Four weens in April. .......0.sces 3,721,662 3,498,230 3,764,265 
Week ended May 2d.............. 1,711 913,550 961,617 
Week ended May 9th............. 981,370 908,203 974,74) 

EU. Gieicigacie eeweieowamawsenoue 17,449,978 16,907,994 17,017,36 


CONDITION OF EQUIPMENT 


Freight cars in need of repair on May 1 totaled 189,514 or 
8.2 per cent of the number on line, according to reports filed 
by the carriers with the car service division of the American 
Railway Association. This was a decrease of 651 under the 
number, 6,082 or 9.5 per cent were in need of classified repairs, a 
or 8.2 per cent. Freight cars in need of heavy repair on May 1 
totaled 144,047 or 6.2 per cent, a decrease of 827 compared with 
April 15. Freight cars in need of light repair totaled 45,467 or 
2.0 per cent, an increase of 176 compared with April 15. 

Class I railroads on May 1 had 11,101 locomotives in need 
of repair, 17.3 per cent of the number on line. This was a de. 
crease of 965 under the number in need of repair on April 15, at 
which time there were 12,066 or 18.8 per cent. Of the total 
number, 6,082 or 9.5 per cent in need of classified repairs, a 
decrease compared with April 15 of 446 while 5,019 or 78 
per cent were in need of running repairs, a decrease of 519 
within the same period. Serviceable locomotives in storage 
on May 1 totaled 6,697, an increase of 106 compared with 
the number of such locomotives on April 15. Class I rail 
roads during the last half of April repaired and turned out of 
their shops 34,459 locomotives, an increase of 1,640 over the 
number repaired during the first half of the month. 

In its monthly report to the President on condition of rail- 
road equipment, required by the Senate resolution, the Com- 
mission said that, out of 101,037 freight cars inspected in April, 
3,002, or 3 per cent, were defective, as compared with 89,131 
inspected and 4,170, or 4.7 per cent, defective in April, 1924. 
Out of 2,475 passenger cars inspected, 23 were found defective, 
as compared with 2,057 inspected and 15 defective in April, 1924. 

Out of 6,635 locomotives inspected in April, 3,030, or 46 per 
cent, were found defective, and 291 were ordered out of service. 
In April last year out of 6,274 locomotives inspected, 3,044, or 


48 per cent, were found defective, and 374 were ordered out of 
service. 


APPROVES NEW MAINE LINE 


The Quebec Extension Railway Company has been author. 
ized by the Commission to construct a line of railroad in Aroos- 
took county, Me., from a connection with the Aroostook Valley 
at Washburn in a general westerly direction to the western 
boundary line of the state of Maine, a distance of 112 miles. Per- 
mission to retain excess earnings, if any, for ten years, was 
granted. Approval was made conditional on establishment by 
the new company of through routes and joint rates with the 
Bangor & Aroostook to all points of destination available by the 
Bangor’s lines, on the basis of equal rates, divisions and service 
given to any other railroad with which the new line shall con- 
nect, within six months from date of completion of the line, and 
” a the line should be completed on or before December 
31, 1927. 

The Quebec company represented that the proposed line was 
necessary to exploit properly the timber in the region to be 
traversed. The country is covered with an almost unbroken 
forest, and is, for the most part, remote from rail transportation. 

The report said the line would connect on the west with the 
Quebec Central at or near Frontier and that the applicant repre 
sented that it would make possible a much shorter and quicker 
through route between northern New York and points west 
thereof on the one hand and northern Maine points on the other 
hand, and would shorten the distance 150 miles between Mont: 
real and Aroostook county points. The report said the president 
of the applicant controlled both the applicant and the Aroostook 
Valley and that he intended that the new company should be 
leased to the Aroostook and that the lines of the two companies 
should be operated as one line. The application to lease will be 


made later. Cost of construction was estimated by the applicant 
at $3,621,000. 
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WORLD WIDE 
BUYING AND SELLING 
CONTACTS 


The Houston Oil Terminal Company 
maintains world wide contacts for the 
disposal or the accumulating of oil. 





WEST SIDE INDUSTRIAL SITE 


193,500 Square Feet 
25 cents per foot 



















Six hundred and forty feet of track 
frontage on main I. C. R. R. Trunk 
Line, Chicago freight rate in- 
bound and outbound. Paved 
concrete road in front of prop- 
erty connecting with Ogden 
Avenue (Chicago to St. Louis 
short-line). 








Our SHIPSIDE storage facilities are 

practically unlimited, modern in every 
_ respect, and we issue negotiable re- 
ceipts on oil in storage. 





Best factory site bargain in Cook 
County. Owner will accept $0.25 
per sq. ft. (44 its value). One 
mile from Hawthorne plant 
Western Electric Company, 42,- 
000 employees, in good estab- 
lished industrial district. 


MID CONTINENT REFINERS— 
write for details addressing :— 


Houston Oil Terminal 
Chronicle ‘Company Houston, 


Building Texas 






Write Owner 


William J. Katzberg, Box D, Berwyn, Il. 


totels 
MADISON and LENOX 


DETROIT 


These twin, 
hotels, con- 
venient. 
cated wn- 
town, offer uM 
accommo 
tions Tabs reat 
excellence at 
reason- 
able vates eee 


MADISON AVE. NEAR 
GRAND CIRCUS PARK 


~ 












A WAREHOUSE STOCK within the territory served. saves one 
to six days in deliveries to SOUTHWESTERN TERRITORY 


MERCHANDISE STORAGE AND FORWARDING 
SPECIALIZING ON POOL CARS 


ADAMS TRANSFER & STORAGE CO. 


228-36 WEST FOURTH STREET 








EXPORT ZINC ORE RATES 


The Traffic World Washington Bureay 


Rates on zine ore concentrates, as published in supplement 
No. 8, to Union Pacific I. C. C. No. 3512, from the Coeur d’Alene, 
Ida., mining district, to Portland, Ore., became effective May 18, 
notwithstanding strong protests by American smelting interests, 
The Commission refused to suspend the rates which supersede 
the class rates, upon which there has been no substantial move- 
ment because regarded as prohibitive. 

It is the fear of protesting smelter interests that the rates, 
which are released, will result in the exportation of concentrates 
via Portland, through the Panama Canal to Belgian smelters 
and the return of the refined zinc to compete, in American mar- 
kets, with the product of American smelters. The lowest rate 
is $3.75 per ton for ore valued at not more than $40 per ton. 
Rates are graduated upward in accordance with the value placed 
by the shipper upon his traffic. They apply from such points as 
Wallace, Kellogg, Heim and Bradley, Ia., to Portland. 

Smelting interests generally protested. The Anaconda in- 
terest, with a plant at Black Eagle, Mont., just west of Great 
Falls, protested because it had been smelting much of the Idaho 
ore. The smelting interests claimed that cheaper transportation 
of the concentrates for transit through the Pacific coast would 
enable the smelting, rolling and fabricating interests of Belgium 
to produce zinc products from the American ore at prices so 
low that they could be returned to the United States and sold 
in competition with the American smelted and rolied products. 

Idaho mining interests, however, contended that the rates 
to the west coast were needed to widen their market and enable 
them to operate more steadily. They suggestd that they could 
find a profitable outlet in Belgium. They asserted that the 
Black Eagle plant had an abundance of work to keep it busy 
for some time, while the mining interests had little opportunity} 
to dispose of the product of the Idaho mines. 


TOP ICING ARGUMENTS 


The Traffic World Washington Bureau 


The question of what charge, if any, the carriers should be 
permitted to make on ice placed on top of shipments of fresh 
green vegetables, has been formally submitted in arguments on 
I. and S. No. 2262, protective service rules on perishable freight, 
in arguments made by H. C. Lust for shippers generally, Elmer 
Westlake, for western carriers, Henry Thurtell, for southern 
carriers, Chairman Burr, of the Florida commission, for Florida 
shippers, and John E. Benton, for the Arizona commission and 
Salt River Valley shippers. The case was created by the sus- 
pension of tariffs in which the carriers proposed a rule under 
which the amount of top ice would be limited to 5,000 pounds, 
for the carriage of which they were to be permitted to charge 
one-fifth of the standard refrigeration charge, regardless of 
whether the ice, furnished by shippers, was placed in crates, or 
otherwise, with the vegetable rate applicable to any excess there 
might be. The shippers claimed they needed from 9,000 to 
10,000 pounds of ice to perform properly the service of refrig- 
eration for which the carriers were being paid but did not 
perform. 

On account of the conflict of testimony on the subject, the 
Commission is going to conduct an investigation of its own, as 
it has in other phases of the protection of perishables question. 
Mr. Lust suggested that this case be decided without waiting for 
the outcome of that investigation, pointing out that if the in- 
vestigation developed facts necessitating further action, the case 
could be reopened, He contended that most of the refrigerators 
were improperly constructed, that the railroads were averse to 
suggestions for improvement of refrigerators and that some of 
the equipment in use was ancient in pre-historic times. 

The proposal now before the Commission was submitted in 
assumed compliance with its decision in an earlier case involv- 
ing top-icing, limiting the amount of ice so used to 5,000 pounds. 
The tariffs to carry into effect the decision as the railroads 
understood it, were to have become effective last November, but 
they were suspended on the protests of the shippers. 


RATES ON HOLLOW TILE 


Complainants put in further testimony at the continued hear- 
ing of the consolidated dockets, 16116, 16392 and 16563, involving 
rates on hollow building tile from points in Indiana and Illinois 
to destinations in the Chicago district, before Examiner Koebel 
at Chicago, May 15. 

W. G. Van Etten, vice-president in charge of sales, H. D. 
Conkey and Company, complainant in Docket 16392, told of com- 
petitive conditions that had to be met by shippers from Si. Anne 
and Kankakee, Ill, and said the freight rate was a factor that 
hindered producers at those points from selling all they might 
in the Chicago district. He entered exhibits showing the vol- 
ume produced in the plants of companies that H. D. Conkey 


represented as sales agent, and also showing the portion of the 
production that went to Chicago. 


S. M. Hawk, representing complainant interests at Kanka- 
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kee, told the history of the plant there, saying that it ha 
given a favorable rate on hollow building tile to develop why 
was a new traffic about ten years ago. He said that the rate 
however, had developed until they were now about 130 per a 
higher than they had been. What he wanted, he said, : 
see the pre-war relatignship restored, in so far as Indian 
and Chicago Heights was concerned. 

G. C. Sparrer was the first witness for the com 
Docket 16563, involving rates on hollow tile from Hobart Ind 
to points in the Chicago district. He testified as to the com. 
petitive situation involved, entered exhibits and testimony tend. 
ing to show that the rate from Chicago Heights was the factor 
that kept the Hobart plant from doing more business t 
did in the Chicago district, 

W. M. Councill, for the National Fireproofing Company, ep. 
tered a brief history of the rate on building tile from Hobart 
to Chicago and points in the Chicago district. He gave a defini. 
tion of “differential” for the record, and took the stand that 
references to differentials by previous witnesses had meant dif. 
ferences, and that there were only differences existing between 
the competitive points originating the commodity, and no fixd 
differentials. He also entered figures to show the volume of 
production and the portion of it shipped from Hobart to Chicago 

The defendants put in testimony May 16 and 18. , 

H. M. Jouver, of the B. & O. C. T., told of the rate adjust. 
ment, over the line he represented, as it applied from Chicago 
Heights. He said it was not an unreasonable rate, and testified 
as to the absorption charges and the expenses of operation, 

L, W. Heinmiller, for the Pennsylvania, testified with relation 
to the complaint of the Indiana State Chamber of Commerce 
as to rates from the Wabash Valley producing plants. He de. 
scribed the adjustment from that district and said it was on the 
basis of fixed differentials over the Danville, Ill., group. He 
entered exhibits of comparisons of rates between Indiana points, 
tending to show that Terre Haute and other origin points in 
the Wabash Valley were on a parity with other Indiana ship. 
ping points. 

F. E. Webster, for the C. & E. I., and F. H. Law, for the 
Illinois Central, entered similar testimony with respect to rate 
adjustments over the lines they represented, and entered exhibits 
of rate comparisons, tending to show that the rates complained 
of were not unreasonable. 

F. B. McElroy, representing the Chicago Heights Manufac- 
turing Association, testified as an intervener, defending the rates 
from Chicago Heights to the Chicago district, complained of by 
various shippers in Indiana and Illinois. He told something of 
the history of the adjustment, tending to demonstrate that the 
switching rates which were applicable on shipments of hollow 
tile from Chicago Heights were just and reasonable. 
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FRUIT AND VEGETABLE SHIPMENTS 


Combined shipments of 25 fruits and vegetables totaled 
14,751 cars the week ended May 16, as compared with 14,085 cars 
(revised) the preceding week, according to the Bureau of Agri- 
cultural Economics of the Department of Agriculture. Prin- 
cipal gains reported were 1,000 cars for old potatoes, 600 for 
strawberries, and 200 for tomatoes. Decreases of 100 to 200 
cars each occurred in the movement of lettuce, new potatoes, 
celery, Onions, cucumbers, string beans and mixed vegetables, 
the bureau said. In the same period last year the shipments 
totaled 15,047 cars. The total shipments for this season to May 
16 amounted to 540,651 cars as compared with 557,882 cars for 
the same period of last season. 

Shipments for the week ended May 16 were reported as 
follows: Apples, 401 cars; asparagus, 56 cars; cabbabe, 940 cars; 
cantaloupes, 43 cars; cauliflower, 24 cars; celery, 313 cars; 
cherries, 27 cars; cucumbers, 237 cars; eggplant, 31 cars; grape 
fruit, 373 cars; lemons, 354 cars; lettuce, 636 cars; mixed citrus 
fruits, 60 cars; mixed vegetables, 915 cars; onions, 507 cars; 
oranges, 1,239 cars; peppers, 51 cars; peaches, 6 cars; spinach, 51 
cars; strawberries, 2,235 cars; string beans, 244 cars; sweet pota- 
toes, 35 cars; tomatoes, 873 cars; watermelons, 25 cars; potatoes 
(1925 crop), 1,413 cars; potatoes (1924 crop), 3,662 cars. 


RATES ON CANNED GOODS 


Rates on canned goods moving from Wisconsin and Mit- 
nesota to points on the eastern seaboard are attacked in I. and 
S. 2375, heard by Examiner Koebel, at Chicago, May 23. 

W. J. Keller, for the N. Y. C., testified as to the classifica 
tion of milk in cans generally, saying that in Official Classifica 
tion it took the fourth class. He said that, under the exceptions 
to the tariff, it moved on a fifth class basis and less. He er 
tered comparisons to revenue derived from and of rates oO 
canned -milk, tending to show that the classification basis was 
proper and reasonable. 

O. T. Cull, for the C. M. & St. P., told how the rates were 
made from Illinois groups and from southern Wisconsin. He 
said certain percentages of the Chicago to New York rate were 
taken in order to arrive at the group rates, such as that from 
the Rockford group, which was 112% per cent of the Chicago 
to New York rate. He entered a history of the rates in Wis 
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DIRECT FREIGHT SERVICE 


Via Panama Canal 
REGULAR SAILINGS 


between 


NEW ORLEANS — MOBILE 
GALVESTON HOUSTON 


and 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports 


Through bills ef coat tee Oe Peet Reet Sot Tee 
Zealand, Dutch Indies, fer Transshipment at San 


Through bills ef lading frem Pacific Coast Ports te Mexice, Cuba, Porte 
Rice, West Indies, Central America, Seuth America, 
Rates quoted, bookings and other information furnished upon application 


THE STEELE STEAMSHIP LINE, Incorporated 


GENERAL GULF AGENTS 
424 Whitney Central Building, New Orleans, La. 


Steele Bidg. SWAYNE & HOYT, Inc. 
Galveston, F 


15 Moore St. 
Texas 430 Sansome St., San Francisco, Cal New York City 


TRANSMARINE LINES 


Regularly Maintained WEEKLY Service 


Gulf Service 
BEAUMONT, , a 


THE SOUTH “AND * SOUTHWEST 


Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
SATURDAY 


Intercoastal Service 


LOS ANGELES HARBOR, OAKLAND 
AND SAN FRANCISCO 
Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
TUESDAY 
Also sailings to other ports as inducement offers 


Claims 
DIRECT loading CAR to SHIP eliminates ¢{ Delays 
Lighterage 
Through Bills of Lading Issued 
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PACIFIC MAIL 


(ESTABLISHED 1848) 
Fast Freight and Passenger Service 


Fortnightly Sailings via Panama Canal 


New York, Philadelphia, Baltimore and Norfolk to a Angeles 
San Francisce, Portland, Seattle and Tacom 


WESTBOUND SAILINGS 
NEW YORK 


SANTA ROSA ............. ..M 
*ECUADOR . 
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Through bills of lading issued for penetioeent at San Francisco 
to Hawaiian Islands, China, Japan and the r East. 


EASTBOUND SAILINGS 


FRANCISCO LOS ANGELES 


SAN 
"COLGONIEA ............ May 28 May 30 


June 6 
SANTA OLIVIA June 20 


*Passenger steamer calling at Manzanillo, San Jose de Guatemala, 
La Libertad, Corinto, Canal Zone, Havana {Eastbeund). 


Fares to Los Angeles or San Francisco, First Class, $250, $270 and $300 


Round Trip Summer Rates, 82° w2¥ “3f*" $335 up 


One way rail 


PANAMA SERVICE 


Between San Francisco, Los Angeles, Mexico, Central America and Canal Zone 
S.S. CITY OF SAN FRANCISCO aails from San ig ery June 5 
S.S. CORINTO sails from San Francisco June 2 


PACIFIC MAIL 5. 5. COMPANY 


10 Hanover Square, New Y 508 California St., San Francisco 
605 hoe Bldg., Los Angeles, Calif. 
ALSO OFFICES IN 
OT Hoge Bidg. Philadelphis.... 240 ye an 4 
Baltimore......... Equitable Bldg. Norfolk, Southgate Fwd. & 
PICONET 36.5 cave vecceedase Chicago. ...827 South tr Le Salle rs 
633-634 Henry W. Oliver Bldg. Cincinnati. hawieeceeu Gwynne Bidg. 





Ship by Water 


‘‘DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Seattle and Tacoma | 


Philadelphia, New York, 
Baltimore and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 
es ee New York, Telephone Bowling Green 7394 


Pa. Psa. Chicago, i. 
ye to sgl 431 So. Dearborn St. 
ee  . ee 
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consin tending to show that they had been increased in different 
proportions in different parts of the state and increased less 
than were Illinois points. It was the object of the carriers, he 
said, to establish more of a parity by publishing the rates now 
under suspension. 

A. F. Cleveland, for the C. & N. W., said the rates from 
Wisconsin to the east on canned goods were in a chaotic con- 
dition, due to rate changes and the way in which the industry 
had grown. He said the rates proposed contemplated an dd- 
justment properly related as to producing points and would 
give the carriers additional revenue on a commodity that had 
not been paying its share of transportation expense. He said 
the proposed rates were substantially below the fifth class rates 
made or approved by the Commission and were therefore reason- 
able maximum rates, 

E. S. De Pass, for the Carnation Milk Products Company, 
told of efforts of the producers to get an adjustment. He gave 
a brief history of the rate and entered statistics showing com- 
parisons of the present and proposed rates to indicate the in- 
creased earnings under the rates now suspended. He said that 
the rates proposed would mean a forty per cent advance in 
southern Wisconsin and a 33% per cent advance in other parts 
> the state and that they would result in fourth section viola- 
tions. 

W. W. Manker, for the complainant, entered a number of 
comparisons of the rates on canned goods in different territories 
and also comparisons of the classification. He said the rates 
from Wisconsin were on a higher level than they should be, and 
went on to show how the percentages of the class rate, which 
now made the rate, compared with percentages of the rate in 
other territories and” with the percentage under the proposed 
rates, tending to show that the greater percentage was in use 
in making the rate from Wisconsin to the east. 


RATES ON BRICK 


Increased rates from Mason City, Ia., on brick and articles 
in the brick list, moving to Ashland, Wis., are attacked in I. and 
S. 2366, heard by Examiner Koebel, at Chicago, May 19. 

H, A. Mintz, the C. St. P. M. & O., gave a brief history of 
the rate for the last few years. He said that, through an error, 
a 10%-cent rate a hundred pounds was made applicable to a 
number of stations in Wisconsin, when it should only have ap- 
plied to Ashland, Duluth and Superior. The tariff under sus- 
pension, he said, represented an effort on the part of the carrier 
to get the 12-cent rate that had been in effect previously re- 
stored as the proper rate. 

E. F. Rice, for the Soo Line, entered similar testimony with 
relation to the 1044-cent rate having been published through 
error. He entered exhibits of comparisons of rates on brick for 
similar distances and comparisons of earnings to show that the 
12-cent rate was proper. 

R. O. Youngerman, representing protestants at Mason City, 
testified that, in his opinion,, the 101%4-cent rate was the correct 
rate to apply. He supported his contention by exhibits com- 
paring rates from producing groups in Illinois to the Twin Cities 
with those from Mason City, and said that, if a differential of 4 
cents was considered proper in the rate. from Illinois points, 
Mason City ought not to pay more than 10% cents. 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended May 9 is estimated 
at 8,281,000 net tons, an increase of 3.8 per cent over the pre- 
ceding week, according to the weekly report of the Geological 
survey. The trend of production appears to be upward. Anthra- 
cite production the week ended May 9 totaled 2,036,000 tons, 
according to estimates based on car loading reports. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England in the week ended May 2 were reported 
as follows: Bituminous, 2,010; anthracite, 3,550. 

Bituminous coal dumped at Lake Erie ports the week ended 
May 10 totaled 646,851 tons. At Buffalo and Erie a total of 


71,226 tons of anthracite were forwarded. Continuing, the Sur- 
vey said: 


Dumpings of bituminous coal over tidewater piers declined 
sharply in April following the general decline in production. 
From 3,131,000 net tons in March, shipments through the Atlantic 
ports fell to 2,611,000 tons, a decrease of 16.6 per cent. Every 
port except Charleston shared in the decrease. 

Coastwise shipments to New England dropped from 1,272,000 
tons in March to 857,000 tons. Exports on the contrary, increased. 
The cumulative Gumpings since January 1 now stand at 11,513,000 
tons. This is 118,000 tons ahead of the corresponding period of 
1924, but 1,065,000 tons behind 1923. 

Later returns from the port of Hampton Roads indicate a 
recovery in tidewater movement during the early part of May. 
In the week of May 4-9 a total of 420,000 net tons was dumped, as 
against 262,000 tons in the week April 20-25. In fact, for this 
pert. be comulanive shipments for 1925 to date are ahead of both 

an i 


CARRIERS FAILED TO ACT 


The railroads having failed to act on the findings in respect 
of joint rates and transit on grain and grain products at Bangor, 
Pa., the Commission has ordered them to establish, not later 
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than July 1, on not less than five days’ notice, in No. 13919, Flory 


Milling Co., rates in accordange with the report made on October 
14, 1924, as follows: 


It is ordered, That said defendants, according as they participate 
in the transportation, be, and they are hereby, notified and required 
to establish, on or before July 1, 1925, upon notice to this commission 
and to the general public by not less than five days’ filing and post- 
ing in the manner prescribed in section 6 of the interstate commerce 
act, and thereafter to maintain and apply on the traffic described in 
the next $receding paragraph joint rates over the following routes: 
(1) over the Delaware, Lackawanna & Western and connections to 
Bangor, Pa., thence Lehigh & New England to Catasauqua or Bethle- 
hem, Pa., thence Philadelphia & Reading, or Central Railroad of 
New Jersey to destinations and defendants’ lines in southeastern Penn- 
sylvania and southern New Jersey beyond Catasauqua and Bethle- 
hem which shall not exceed the rates contemporaneously maintained 
to the same destinations over the routes composed of the Lackawanna 
to Taylor, Pa., thence Central Railroad of New Jersey or Central 
Railroad of New Jersey and Philadelphia & Reading, and (2) over 
the Baltimore & Ohio to Martinsburg, W. Va., the Cumberland Valley 
and Philadelphia & Reading to Catasauqua, thence Lehigh & New 
England via Bangor to Campbell Hall, N. Y., thence Central New 
England and connections, and (3) over the Chesapeake & Ohio to 
Basic, Va., thence Norfolk & Western, Western Maryland, and Phila- 
delphia & Reading to Catasauqua, thence Lehigh & New England 
through Bangor to Campbell Hall, thence Central New England and 
connections to destinations on defendants’ lines in New England be- 
yond Campbell Hall which shall not exceed the rates contempo- 
raneously maintained over the existing routes in which the Lehigh & 
Hudson River participates from Easton, Pa., to Maybrook, N. Y., to 
the same destinations, Provided, That for operating reasons said de- 
fendants may eliminate Catasauqua as a junction point if other routes 
and equal rates are substituted, 


PARCEL POST REGULATIONS 


Noti¢es with respect to parcel post to Canada, Cuba, Mex- 
ico and Panama, and to Brazil, issued by Paul Henderson, second 
assist Postmaster General, and W. Irving Glover, third assist- 
ant Pogtmaster General, respectively, follow: 


In connection with reports made this office concerning the con- 
tinued ireceipt at United States border exchange offices accompanied 
with customs declarations of packages of merchandise weighing 8 
ounces’ or less, addressed for delivery in Canada, Cuba, Mexico, and 
Panama, postmasters are instructed to caution all concerned at their 
offices that packages of merchandise weighing 8 ounces or less which 
are prepaid at the postage rate of 1% cents for each 2 ounces or frac- 
tion of 2 ounces and addressed for delivery in the four countries men- 
tioned, shall not have customs declarations attached. 

Hitherto the sender of a parcel-post package to Brazil, if desiring 
its return, has purchased a money order in favor of the director- 
general of og at Rio de Janeiro to pay the return postage, the charge 
for which has been at the rate of 12 cents per pound or fraction of 
a pound. 

"aeaiee of the 7 rise in the value of the currency of Brazil, 
however, a number of these money orders for multiples of 12 cents 
are now held at Rio de Janeiro, the amount being insufficient to cover 
the cost of the required Brazilian postage stamps. 

For this reason it has recently been agreed between the depart- 
ment and the Brazilian authorities that undeliverable parcel-post 
packages (unless abandoned by the senders) shall be returned with- 
out prepayment of the charges due thereon, said charges to be listed 
on the accompanying parcel bills and collected for the credit of the 
foreign administration upon the arrival of the parcels in this country. 
This applies to parcels now held in Brazil as well as parcels which 
may hereafter be sent. 

Therefore postmasters will decline to issue money orders in pay- 
ment of return charges on undeliverable packages in Brazil and will 
explain to intending remitters the reason for their refusal. 


CAR SURPLUS AND SHORTAGE —__ 

The average daily surplus of freight cars in the period 
May 1-7, inclusive, was 329,844 as compared with 337,181 cars 
in the preceding period while the average daily shortage was 
made up of 27 box and 6 gondola cars, according to the car 
service division of the American Railway Association. 

The surplus was made up as follows: Box, 121,597; ven- 


tilated box, 82; auto and furniture, 10,528; total box, 132,207; 
flat, 5,005; gondola, 72,457; hopper, 77,535; total coal, 149,992; 
coke, 2,487; S. D. stock, 18,983; D. D. stock, 3,256; refrigerator, 
16,675; tank, 386; miscellaneous, 853; total, 329,844. 

Canadian roads reported a surplus of 25,450 box, 450 auto 
and furniture, 1,325 flat, 1,100 S. D, stock, 1,050 refrigerator and 
215 miscellaneous cars. 





Digest of New Complaints 


No, 15788, Sub. No. 2.. The Parkersburg Rig & Reel Co., Parkers- 
burg, W. Va., vs. Chicago & Northwestern et al. 

Unjust, unreasonable and unduly prejudicial rates on iron and 
steel articles from points in Ohio, Pennsylvania and West Vir- 
ginia to destinations in Colorado, Wyoming and New “Mexico 
(Colorado common points), with fabrication in transit at Par- 
kersburg, W. Va. Asks for reasonable, nonprejudicial and non- 
preferential through rates and charges and reparation. 

No. 1 Sub No. 5. Arkansas Invincible Oil Corp., et al., Shreve- 
port, -, VS. Louisiana and North West R. R. Co. et al. 

Rates in violation of the first four sections of the act, on pipe 
fittings, casing, steel tanks, well boring outfits and other oil well 
outfits and supplies from Haynesville, Shreveport and Homer, La., 
and Eldorado, Ark., to Smackover, Stephens, Louann and Kenova, 
Ark., and Couchwood, La. Asks reparation. 

No. 16918, Sub No. 1. Nichols & Cox Lumber Co., Grand Rapids, Mich. 
vs. Toledo, Saginaw & Muskegon. 

Charges in violation of sections 1 and 6 of the act, on lumber 
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|| MEMPHIS, TENNESSEE 


The Most Centrally Located Distributing Center 





: in the United States 

: Home of the Largest Merchandise Warehouses in the South 
; THE MEMPHIS TERMINAL CORPORATION 

| We Invite Storage of all Kinds of GENERAL MERCHANDISE 
" | POOL CAR DISTRIBUTION 


od Warehouses of concrete construction, automatically sprinkled, lowest insurance 
: rates. We operate our own switch engine and connect with all Railroads initial 
ch to Memphis, Tenn., as well as the Mississippi Warrior Service who switch to 
our Plant without additional switching charges on car load lots. 






Member A.W. A. Address MERCHANDISE DEPT., P. O. Box 1025, Memphis, Tenn. 
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from Memphis, ‘Tenn., to Grand Rapids, Mich., reconsigned to 
Detroit. Asks reparation. 

16963. Automatic Gravel Products Co., Hahn Muscatine Co. 
and Hahn aoe Sand & Gravel Co., Muscatine, Ia., vs. C. R, L 
& P. et al. 

Unreasonable, excessive, unjust, unduly preferential and preju- 
dicial rates on sand and gravel, in that they are higher than 
rates on crushed stone from nearby points to various interstate 
destinations in Illinois. Asks for just and reasonable rates on 
sand and gravel. ® 
No. 16964. Florence (Ala.) Chamber of Commerce vs. 
Georgia et al. 

Unreasonable, unjustly discriminatory and prejudicial rates on 
cotton from points on the Nashville, Florence and Sheffield di- 
vision of the Louisville & Nashville to Alexander City, Birming- 
ham, Cordova, Pell City and Sycaluga, Ala. Asks for reason- 
able and non-discriminatory rates and reparation. 

16965. The Texas Company, Houston, Tex., vs. Kansas City 
Southern et al. 

Alleges unjust and unreasonable rates on nine cars of oil well 
supplies shipped from Oil City, Caddo, Mansfield and Marion, 
La., to Smackover and Louann, Ark. Asks for reparation. 

No. 16966. Apache Powder Co., Bisbee, Ariz., vs. El Paso & South 
Western and Southern Pacific. 

Unjust and unreasonable rates on sawdust from Los Angeles 
and group points to Curtiss, Ariz., applied on shipments since 
April 7, 1923. Asks for just and reasonable rates and reparation. 

No, 16967, Sub. No. 1. Traffic Bureau, Chamber of Commerce, Lynch- 
burg, Va., vs. DL. & . et al. 

Unjust, unreasonable and excesSsive rates on 55 cases of toilet 
paper from Hartford, N. Y., to Lynchburg, Va., in that the ship- 
ment was misrouted and paid a rate in excess of the aggregate 
of intermediates. Asks for reparation. 

16967. Oklahoma Publishing Company, Oklahoma City, Okla., 
vs. Fort Smith & Western et al. ; 

Unreasonable rate on imported newsprint paper from Houston, 
Tex., to Oklahoma City, Okla. Asks reparation. 

No. 16968, Sub. No. 1. Traffic Bureau, Chamber of Commerce, Lynch- 
burg, Va., vs. Néw York Central et al. 

Alleges unjust and unreasonable charges on shipments of wrap- 
ping paper from Watertown, N, Y., to Lynchburg, Va. Asks for 
reparation. 

No. 16969. Jill Bros., Inc., New York, N. Y., vs. Mississippi Central 
et al. 

Alleges loss of profits on shipment of carrots from Sontag, 
Miss., to New York City, by reason of misrouting and causing 
car to be delayed in reaching the market. Asks for reparation 
calculated on the difference in price realized on the carrots when 
they did arrive and the prices that would have been realized had 
there been no delay by reason of misrouting. 4 

No. 16970. Petroleum Oils Corporation, Skelly Oil Co., Kansas City 
and Tulsa, vs. Santa Fe et al. 

Unjust and unreasonable rate of 42 cents on, lubricating oil 
stock from Chaison and Morgans Point, Tex., to Eldorado, 
Kan. Asks for reasonable rate and reparation. 

No. 16970, Sub. No. 1. Petroleum Oils Corp., Independent Lubricating 
Co., Kansas City and Topeka, vs. Santa Fe et al. 

Alleges a rate of 42 cents on lubricating oil stock shipped from 
Chaison, Tex., to Topeka, Kan., is unjust and unreasonable. Asks 
for just and reasonable rates and reparation. 

No. 16971. Milne Lumber Co., St. Louis, Mo., vs. B. & O. 

Unjust, unreasonable and unjustly discriminatory charges on 
shipments of lumber from points in Arkansas, Texas and Mis- 
sissippi to Breese, Ill., held at St. Louis. Asks for reparation. 

No. 16972. Big Sandy & Kentucky River Railway Company, Dawkins, 
Ky., vs. esapeake & Ohio. 

Ghjust, unreasonable and unlawful imposition of per diem rules 
and charges enforced against the complainant by the defendant. 
Asks an order requiring just and reasonable charges, rules and 
regulations for interchange of cars between the complainant and 
defendant and reparation. 


No. 16973. W.S. Story, Montgomery, Ala., vs. Birmingham & South- 
eastern et al. 


No. 


Central of 


No. 


No. 


Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates on staves from Electric, Ala., to New Orleans. Asks 
for reasonable rate and reparation. 

No. 16974. United States Envelope Co., Springfield, Mass., vs. Chicago 
& North Western et al. 

Excessive, unjust and unreasonable rates on envelopes from 
Waukegan, Ill., to Kansas City, Omaha and Sioux City. Asks 
for just and reasonable rates not in excess of those in the re- 
verse direction and reparation. 

No. 1s. pee Company, Lockport, N. Y., vs. Erie and Canadian 
National. 

Unjust and unreasonable rates and charges on woodpulp from 
Campbellford, Ont., to Lockport, N. Y.; also in violation of the 
fourth section in so far as they exceed the rates to Buffalo. Asks 
for reparation. 


No. 16976. Indian Refining Co., Inc., to Lawrenceville, Ill., vs, Louis- 
ville & Nashville and Indian Pipe Line Corporation. 

Alleges imposition of an illegal rate on oil from wells in Ken- 
tucky to Owensboro, Ky., when the traffic was destined to Law- 
renceville, Tll., the transportation from Owensboro being by pipe 
line, in that the rate assessed to Owensboro, 15 cents, was higher 
than the 12% cent proportional rate applicable to Evansville, 
Ind. Complainant contended the first four sections of the inter- 
state commerce law were violated in the transportation of about 
8.500 tank cars of crude petroleum from Rodemer, Scottsville and 
Memphis Junction to Owensboro. Asks for reparation. 


16977. Vincennes Refining Co., Chicago, IIll., vs. Chicago & 
Eastern Illinois and Indiana Harbor Belt. 
Alleges exaction of unlawful rates on sulphpric acid from 
Grasselli, Ind., to Vincennes. Asks for reparation. 
No. 16978. Humble Oil & Refining Co., Houston, Tex., vs. Chicago, 
Rock Island & Gulf et al. 

Alleges unjust and unreasonable rates on wrought iron pipe 
from Bass, Breckenridge, Graham, Mexia and Navarro, Tex., to 
Wilson and Healdton, Okla. Asks for jusf and reasonable rates 
and reparation. 


No. 16978. West Texas Chamber of Commerce, et al., Stamford, 
Tex., vs. Houston & Texas Central et al. 

Unreasonable, preferential and prejudicial rates on granite 
from Granite Mountain, Llano and Teich, Texas, to various 
interstate destinations. Asks cease and desist order, and just 
and reasonable rates and charges. 

No. 16980. Frank T. Miller, Buffalo, N. Y., vs. Pere Marquette et al. 

Unreasonable charges on potatoes from Sidney, Mich., to 
Niagara Falls, N. Y., diverted to Old Forge, Pa., and reconsigned 
to iladelphia, Pa. Asks reparation. 


No. 


THE TRAFFIC WORLD 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No; 


No. 


No. 


No. 


No. 





Vol. XXXV, No. 21 


16981. Board of Railroad Commissioners of South Dakota ys, 
Ahnapee & Western et al. 

Attacks class rates from Chicago, Duluth, St. Paul, Peoria, 
St. Louis, Milwaukee, Kansas City, Omaha, Des Moines, Clinton, 
Council Bluffs and other points in Minnesota, Wisconsin, 
Illinois, Missouri, Kansas, Iowa and Michigan to points in 
South Dakota as in violation of sections 1 and 3 of the act; 
also attacks on same grounds class and commodity rates from 
eastern points of origin to points in South Dakota. Asks just and 
Lt pace wo rates free from prejudice and disadvantage com- 
plained of. 


16982. Minnesota-Dakota Transit Millers, Minneapolis, Minn., ys, 
Ann Arbor et al. 

Charges on grain in violation of the first three sections of the 
act. Asks that defendants be required to establish and apply in 
future to transportation of grain from origin stations on the 
G. N., the N. P., and the “Soo” in Minnesota, North and South 
Dakota, with the privilege of milling, cleaning or otherwise treat- 
ing in transit at complainant’s mills between such points of origin 
and Minneapolis or Duluth, on traffic destined to Chicago, Peoria, 
Milwaukee and St. Louis, and points taking same rates, also when 
destined to points east of the Indiana-Illinois state line, western 
termini points of the Trunk Line territory, and points east thereof, 
on domestic and exports traffic, in lieu of rates and transit charges 
and regulations complained of, such other rates and transit reg- 
ulations as the Commission may deem just, reasonable, nondis- 
criminatory and nonprejudicial. 

16983. American Salt & Coal Co., Kansas City, Mo., vs. C. R. 
I, & P. et al. 

Alleges that Rock Island, Santa Fe, Missouri Pacific and 
Hutchinson & Northern have entered into agreements for ab- 
sorption of switching charges on shipments of salt made by the 
Carey Salt Company of Hutchinson, Kan., whose plant is on the 
Hutchinson & Northern, that constitute an illegal device by 
which under the pretext of a switching charge paid to the Hutch- 
inson & Northern a rebate and drawback was and_is made and 
paid which inures to the benefit of the Carey Salt Co., by reason 
of the fact that the ownership of the capital stock of the Hutch- 
inson & Northern and of the Carey Salt Co., is substantially the 
same; that said agreements give the Carey company an undue 
and unreasonable preference and advantage over complainant 
which is subjected to unreasonable prejudice and disadvantage 
in freight rates on salt. Asks cease and desist order, and estab- 
lishment of just rates on salt from the plant of the Carey com- 
pany at Hutchinson. 

16984. Utah Canning Co. et al., Salt Lake City, Utah, vs. Bam- 
berger Electric et al. 

Unreasonable rates on vinegar from Sumner, Wash., and from 
California points to Salt Lake City and Ogden, Utah. Asks just 
and reasonable rates and reparation. 

16985, Illinois China Co, et al., Lincoln, Tll., vs. Santa Fe et al. 

Unreasonable rates in violation of the aggregate-of-intermedi- 
ate rate provision of section 4 on clay from McKenzie, Tenn., 
and other points, to Lincoln and Morton, Ill. Asks for reason- 
able rates and reparation. 

Dallas, Chicago, Rock 


16986. Lone Star Gas Co., 
Island & Gulf et al. 

Unreasonable rates on wrought iron and steel pipe and fit- 
tings from Comanche, Duncan and Cement, Okla., to Petrolia, 
North Fort Worth and Desdemona, Tex., and from Petrolia and 
Dallas, Tex., to Duncan, Healdton and Ringling, Okla. Asks 
reasonable rates- and reparation. 


16987. Foster Lumber Co., Kansas City, Mo., vs. Santa Fe et al. 
Unreasonable rates on coal and coke originating at mines in 
Colorado and New Mexico and destined to points in Kansas and 


Nebraska. Asks cease and desist order, just and reasonable rates 
and reparation. 


16988. Oklahoma Portland Cement Co., Denver, Colo., vs, Alabama 
& Vicksburg et al. 

Rates in violation of first four sectinos of the act, on portland 
cement from Ada, Okla., to points in Arkansas, Louisiana, Ten- 
nessee and Mississippi. Asks just and reasonable rate and pre- 
seription of a just, reasonable and non-discriminatory relation- 
ship of rates for the transportation of cement as between Ada, 
Okla., on the one hand, and competing points in Missouri, Kansas, 
Oklahoma, Texas, Kentucky, Tennessee, Alabama and Georgia, on 
the other, to points in Arkansas, Louisiana, Tennessee and Mis- 
sissippi. 

16989. Neuhoff Packing Co., Washville, Tenn., vs. L. & N. 

Charges in violation of sections 1 and 6 of the act on five carloads 
of tin cans and pails from Norwood, Ohio, to Nashville, Tenn. 
Asks cease and desist order and reparation. 


Tex., vs. 


. 16990. Mirabal Motor Co., Santa Fe, N. M., vs. Michigan Central 


et al. 


Unreasonable and unlawful charges on.automobiles from North 
Flint, Mich., and Lansing, Mich., to Santa Fe, N. M. Asks ceas¢ 
and desist order and reparation. 


16991. C. W. Zaring & Co., Jacksonville, Fla., vs. N. Y. C. et al. 

Charges in violation of the first three sections of the act, on 
canned goods from Albion, N. Y., to Jacksonville, Fla., and from 
Brocton, N. Y., to Jacksonville, Fla. Asks cease and desist ordet, 
just and reasonable rates and reparation. 
16992. Fairfield Paper Co., Baltimore, Ohio, vs. A. C. L. et al. 

Unreasonable, discriminatory and prejudicial rates on corrugated 
strawboard boxes, k. d. flat in carloads from Baltimore, Ohio, t0 
Durham, Winston-Salem and Reidsville, N. C. Asks cease ani 
desist order, reasonable rates and reparation. 
16993. Fairfield Paper Co., Baltimore, Ohio, vs. B. & O. et al. 

Unreasonable and prejudicial rate on wood pulp from Baltimoré 
Md., to Baltimore, Ohio. Asks reasonable rate and reparation. 
16994. Tennessee Overall Co., Tullahoma, Tenn., vs. Southern et al. 

Unreasonable and prejudicial rates in violation of the aggregaté 
of intermediate rate provision of section 4, on cotton denims, o 
cotton fabrics in the original piece from Greensboro, N. C., 
Tullahoma, Tenn. Asks cease and desist order, just and reason- 
able rates and reparation. 
16995. Nebraska Tire & Rubber Co., et al., vs. B. & O: et al. 

Unreasonable and discriminatory rates on crude and reclaimed 
rubber from points in New York, New Jersey, Ohio, Illinois and 
Missouri to Omaha, Nebr. Asks cease and desist order, reasonable 
rates and reparation. 
— American Tar Products Co., Chicago, Ill., vs. Rock Island 
et al. 

Unreasonable rates on 80 barrels of creosote oil from Fort Worth, 
Tex., to Woodward, Ala. Asks reparation. 

Seren -Stowart Co., Dallas, Tex., vs. Gulf, Colorado & Sante 
e x 


Excessive, unjust and unreasonable rates, ratings and chargé 
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market cold Storage and Ware thie 
e Co. 


GEORGE S. LOVEJOY 
Manager General Storage Department 


quincy 


178 Atlantic Avenue 
Boston, Mass. 


} | SERVICE 
ORES DEPENDABILITY 











SUMMER STREET STORES ALBANY TERMINAL STORES 
Direct connection =i New York, New Haven Direct connection — Boston & Albany 
Capacity, 2, 000, 000 aie feet. Capacity, 1,430,000 cubie feet. 


OUR FACILITIES ARE UNEXCELLED 


Wharfage and Dockage 
Free and Bonded Stores 


A Warehouse on every railroad entering Boston 
Total General Storage Capacity 9,706,000 cubic feet 


TWO USEFUL BOOKS 
FREIGHT ROUTING: * :om7sensve survey of the probiem of 


routing, by J. D. Collier. ‘Twenty-six chapters 
full of practical information. 


DEMURR AGE T ARIFFS . An attempt, by G. Lloyd Wilson, to clarify the 
e subject of demurrage and to explain, in non- 

technical language the rules which govern the 

assessment of demurrage in the United States. 


These practical and useful books, durably bound in boards, 
will be sent to you postpaid, at fifty cents each. Or you 
may have the two for seventy-five cents. 


And don’t forget Professor Huebner’s FUNDAMENTALS OF TRAFFIC, about which 
the traffic manager of the chamber of commerce of a large city wrote us: “The form in 
which it is gotten up seems to me to far exceed anything along the line that I have 
ever seen.”” Three dollars a copy. (20% discount to Traffic World subscribers). 


THE TRAFFIC SERVICE CORPORATION 


Merchandise Department : 
418 So. Market St. Chicago, Illinois 
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on oleomargarine, carloads, from Chicago, Ill., to Dallas, Tex. 
Asks cease and desist order, reasonable rates and reparation. 

No. 16998. Harry J. Lewis, Co. et al., Kalamazoo, Mich., vs. Cin- 
cinnati, New Orleans & Texas Pacific et al. 

Rates in violation of the first four sections of the act, on 
strawberries from points in Tennessee, Georgia and Alabama, to 
Battle Creek, Kalamazoo, Grand Rapids and Detroit, Mich. Asks 
cease and desist order, reasonable rates, and reparation. 

No. ae Commercial Club of Fargo, N. Dak., et al. vs. Santa Fe 
e , 

Unreasonable rates on berries from points in Arkansas and 
Missouri to Fargo, N. Dak. Asks cease and desist order, rates 
no higher than in effect to Duluth, Minn., and reparation. 

No. 17001, Manhattan Oil Co., Omaha, Neb. vs. Santa Fe et al. 

Unreasonable rates on refined petroleum from points in Kan- 
sas, Oklahoma and Missouri, to various destinations in Ne- 
braska, Asks reparation. 

No. 17002. Chero Cola Bottling Co., Montgomery, Ala., vs. Central 
of Georgia. 

Unreasonable charges on chero cola syrup from Columbus, 
Ga., to Montgomery, Ala. Asks reparation. 

No. 17003. Florence (Ala.) Chamber of Commerce vs. Alabama Great 
Southern et al. 

Alleges that rates on canned goods, C. L., from Mobile, Ala., 
to Florence, Sheffield and Tuscumbia, Ala., are in violation of 
the first three sections of the act. Asks cease and desist order, 
just and reasonable rates, and reparation. 

No. 17004. Chemical Lime Co., et al., Bellefonte, Pa., vs. Bellefonte 
Central et al. 

Unreasonable rates and charges on coal from Pulsgrove, W. 
Va., to Chemical and Lime Center, Pa. AsKs cease and desist 
order, reasonable rates, and reparation. 

No. Me Chemical Lime Co., et al., Bellefonte, Pa., vs. A. C. & Y. 
et al. 

Unreasonable rates and charges on fluxing stone and crushed 
stone from Bellefonte, Pa., to C. F. A. and Trunk Line points. 
Asks cease and desist order, just and reasonable rates, and 
reparation. 

No. 17006. The Upson Co., Lockport, N. Y., vs. Ann Arbor et al. 

Alleges that rates on plaster board from plants of competi- 
tors at Grand Rapids, Mich., Fort Dodge, Ia., and Centerville, 
Ia., to points in Wyoming, Colorado, Nebraska, North Dakota 
and South Dakota, are unduly preferential to complainant’s com- 
petitors, in violation of sections 2 and 3 of the act. Asks just 
and reasonable rates from Lockport, N. Y., to points in Wyo- 
ming, Colorado, Kansas, Nebraska and the Dakotas. 

No. 17007. Hulsey-Bessent Co., Jacksonville, Fla., vs. Denver & Rio 
Grande Western et al. 

Charges in violation of the first three sections of the act, on 
lettuce from Granger, Colo., to Jacksonville, Fla. Asks cease 
and desist order, just and reasonable rates, and reparation. 

No. 17008. Greenebaum, Weil & Michels, San Francisco, Cal., vs. 
Chicago & North Western et al. 

Unreasonable rate on cotton warp shirting, from Chicago, IIL, 
to San Francisco, Cal. Asks cease and desist order, just and 
reasonable rates, and reparation. 

No. ala : eed & Holmes Co., Jacksonville, Fla., vs. Illinois Cen- 
al et al. 

Charges in violation of sections 1 and 4 of the act, on asphalt 
shingles and roofing from New Orleans, La., to Palatka, Fila. 
Asks cease and desist order, just and reasonable rates, and 
reparation. 

No. 17010. Lincoln Traction Co., Lincoln, Neb., vs. Missouri Pacific. 

Rates on fuel and crude oil in violation of the first three sec- 
tions of the act, from Smackover, Ark., to Lincoln, Neb. Asks 
reparation. 

No. 17011. American Salt Co. et al., Kansas City, Mo., vs. Abilene 
& Southern et al. 

Alleges that rates on salt from complainants’ plants at Lyons, 
Hutchinson, Salt Plant, Kanapolis, Kans., to points in Arkansas, 
Louisiana, southern Missouri, Oklahoma and Texas, are unjust 
and unreasonable; that rates from points in Louisiana and Texas 
to same destinations are unduly prejudicial to complainants. 
Asks cease and desist order, just and reasonable, non-discrimina- 
tory, non-prejudicial and lawful rates. 

No. a H. B. Wilgas et al., Philadelphia, Pa., vs, Pennsylvania 
et al. 

Unreasonable rates and charges on lumber from Philadelphia, 
Pa., to Patterson, N. J. Asks cease and desist order, reasonable 
rates or switching charges, and reparation. 

No. 17013. The Viscose Co. et al., Marcus Hook, Pa., vs. New York 
Central et al. 

Unreasonable rates on cotton pulp board from Nitre, W. Va., 

to Marcus Hook and Lewistown, Pa., Roanoke, Newport News 


and Norfolk, Va. Asks cease and desist order and just and 
reasonable rates. 


: ssid taeiliatemiasiaitiniaaitiaas 


D 


Note, items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


aa 25—Washington, D. C.—Examiner Sweet: 
Inance No. 3719—Excess income of the Elgin, Joliet & Eastern 
Railway Company. 
May 25—Argument at Washington, D, C.: 
15770—Federal Match Corporation vs. Great Northern Ry. et al. 


Sa ee = \ eppceamaen Navigation Co. vs. Michigan Central 


May 26—Washington, D. C.—Examiner Cassidy: 
1 —Lever Brothers Company vs. D. L. & W. R. R. et al. 


May 26—Washington, D. C.—Examiner Law: 

mance No. 3701—Excess income of the Detroit Terminal] Railroad 
Company. 

May 26-27—Argument at Washington, D. C.: 


11756—Bangor & Aroostook R, R. Co. et al. vs. Aberdee Rock- 
fish R. R. Co. et al. autho 


14165—Erie R. R. Co. et al. vs. Boston & Maine R. R. et al. 









ocket of the Commission 
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No. oy" Seer & Eastern Railroad Co., Leslie, W. Va., vs. 

A . et al. 

Asks order prescribing just, reasonable and equitable divisions 
to be received by complainant for transportation of coal out of 
joint thro rates and reparation. 

No. 17015. J. A. Dillon, Hudson, Mich., vs. C. C. C. & St. L. et al. 

Unreasonable rate on gasoline from Cushing, Okla., to Hud- 
son, Mich. Asks reparation. 

No. 17016. Rossville Company, Lawrenceburg, Ind., vs. Ann Arbor 
et al. 

Unreasonable rates on returned empty iron or steel drums from 
points in Official Classification territory to Lawrenceburg, Ind. 
Asks cease and desist order, just and reasonable rates and 


reparation. 
No. s7ei7, Joslyn Mfg. & Supply Co., Chicago, Ill, vs. C. & E. I. 
et al. 


Rates and charges in violation of the first three sections of 
the act, on wooden insulator pins from Chicago, Ill., to New 
Orleans, La. Asks reparation. 

No. hye Crown Cork & Seal Co., Baltimore, Md., vs. B. & O. 
© 


Unreasonable, discriminatory and prejudicial rates on cork 
waste and cork wood from New York City to Baltimore, as 
compared with rates to Beaver Falls, Pa. Asks cease and de- 
sist order, a rate of 26c, and reparation. 

No. 17019. on Richardson & Conroy, Inc., Jacksonville, Fla., vs, 
Bw. 2. ©. at ab 

Rates in violation of sections 1 and 4 of the act, on canned 
fruit in tins from Red Creek, N. Y., to Jacksonville, Fla. Asks 
reparation. 


No. 17020. American Fruit Growers, Inc., of California, et al., Los 
Angeles, Cal., vs. Southern Pacific et al. 

Rates in violation of the first four sections of the act, on canta- 
loupes from Imperial Valley, Cal., and Salt River Valley, Ariz., 
to aljl interstate points in the United States. Asks cease and 
desist order, charges not exceeding those on refrigeration of green 
vegetables, and reparation in the sum of $2,000,000. 

No. 17022. Galloway Lithographing Co., San Francisco, Calif., vs. 
Southern Pacific et al. ? 

Unreasonable, prejudicial and preferential rates on folding 
boxes, display and show cards, catalogue covers and printed ad- 
vertising matter in less than carloads from San Francisco, Calif., 
to destinations in group A to M, inclusive, as described in R. H. 
Countiss’ I. C. C. 1140. Asks cease and desist order, just and 
reasonable rates, and reparation. 

No. 17023. Boykin Machinery & Supply Co., Beaumont, Tex., vs. 
Kansas City Southern et al. 

Unreasonable rates in violation of section 4 on iron castings 
from Mansfield, La., to Beaumont, Tex. Asks reparation. 

No. 17024. Underwriters Salvage Co. of New York, Atlanta, Ga., vs. 
L. & N. et al. 

Unreasonable, discriminatory and prejudicial rate on 2 carloads 
of sugar from Jacksonville, Fla., to New Orleans, La. Asks 
reparation. 

No. 17025. Smitherman & McDonald, Inc., et al., Shreveport, La., vs. 
Mansfield Hardwood Lumber Co. et al. 

Alleges that Mansfield Hardwood Lumber Company owns and 
operates a line of railroad from Reader, Ark., to an oil field in 
Nevada county, Ark., and is a common carrier of interstate traffic 
in violation of subdivision 20 of section 1 of the act, and is subject 
to the jurisdiction and control of the Commission; that the com- 
pany has declined and refused to establish through routes and 
joint rates from the oil field where the complainants are producers 
and is yt ey | them and all other shippers to pay a rate of 15 
cents a barrel from the oil field to Reader, the junction with the 
Missouri Pacific, which rate is unjust and unduly discriminatory 
against the shippers in the Nevada county oil fields. Asks Com- 
mission take jurisdiction of the Mansfield Hardwood Lumber Co. 
as an interstate common carrier and that it, and the other de- 
fendants, be required to publish joint rates and establish through 
routes from the oil field in Nevada county to various stations on 
lines of defendants, and that the lumber company be required to 
cease and desist from its unjust discrimination against complain- 
ants and all parties similarly situated. 

No. 17026. Manget Brothers Company, New Orleans, La., vs. Boston & 
Maine et al. 

Unjust and unreasonable, unjustly discriminatory, unduly preju- 
dicial or preferential rates on cotton from Opelousas, Shreveport 
and other points in Louisiana to destinations in New York, and 
Massachusetts. Asks for just, reasonable and nonprejudicial rates 
and reparation. 

No. 17027. Briggs & Turivas, Chicago vs. James C. Davis, etc. 

Unjust and unreasonable charges on scrap steel rails bought 
from the Director-General and shipped from Detroit to Kenosha, 
Wis., between May 1 and October 31, 1918. Ask for reparation. 






May 27—Phoenix, Ariz.—Examiner Harraman: 


1, and S, No. 2400—Hogs from Missouri River points to Cactus and 
Phoenix, Ariz. 


May 28—Washington, D. C.—Examiner Van Meter: 

* Finance No. 3758. Excess income of the Hannibal Connecting Rail- 
road Company. 

May 28—Phoenix, Ariz.—Examiner Harraman: 

Il. and §S. No. 2399—Canned goods from Colorado, New Mexico, 
Texas and Wyoming to Arizona, California, New Mexico, Nevada 
and Utah. 

May 28—Cincinnati, Ohio—Examiner Worthington: 
* 1. and S. No. 2408—Iron and steel articles from Southern points to 
points in Mississippi and Tennessee. 
May 28—Argument at Washington, D. C.: 
15701—Minnesota Western R. R. Co. vs. A. T. & S. F. Ry. Co. et al. 


Finance No. 4187—Construction of extension b Rock 
Island & Pacific Railway. —— 


Finance No. 4271—Construction of line b hi & 
Pacific Railway. y Chicago, Rock Island 


May 28—Harrisburg, Pa.—Public Service Commission of Pennsylvania: 
* Finance No. 4687—In the matter of the joint application’ of the 
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DENVER, COLORADO aan 
Kennicott-Patterson Transfer Co. 


STORAGE AND DISTRIBUTION:-OF 
Merchandise and Household Goods 
Serving many large National Distributors. Write us for information and rates 
1700 Sixteenth Street, DENVER, COLORADO 









AS A TRAFFIC PUBLICATION THE 


AFFIC WORT. 





-—— TRAFFIC BULLETIN 


is as nearly complete as it is possible to make it. 


e MERCANTILE WAREHOUSING AND DISTRIBUTING 
Every day it comes to you, by first class mail 


— GREAT LAKES WAREHOUSE CORPORATION 


HAMMOND, INDIANA 
General Merchandise, Furniture and Cold Storage 


IN THE CHICAGO SWITCHING DISTRICT 


Lists of abstracts of tariffs filed with the 
Interstate Commerce Commission. 


Complete lists of embargoes as issued Merchandise on Transit Billing Our Specialty 
by the American Railway Association Direct Connections with All Chicago Lines 
at Chicago and Washington. 

Dockets of proposals for rate changes 66 99 
to be considered by the various car- Thru SERVICE We Grow 
riers’ rate committees. GENERAL MERCHANDISE STORAGE and DISTRIBUTION 

Abstracts of fourth and sixth section Warehouses in Al Parts of the City with R. R. Siding 
applications and orders. HORN’S COMMERCIAL WAREHOUSES, Inc. 

Suspension orders, released rate orders, DETROIT 


steamship sailings, and 


Kedney Warehouse Co. 


THE MOST COMPLETE, PROMPT AND AC- 
CURATE NEWS ACCOUNTS AVAILABLE 


OF DEVELOPMENTS IN TRAFFIC AND 
TRANSPORTATION MATTERS. Minneapolis—-St. Paul Grand Forks, N. D. 


\ Members A, W. A.—C. W. C.—Minn. W. A. 





Subscribers for THE DAILY TRAFFIC 
WORLD AND TRAFFIC BULLETIN also re- 
ceive, without extra charge, copies of the 
weekly Traffic World and the weekly Traffic 
Bulletin. Thus, nothing is left undone that 
will make for completeness of information and 
convenience for the subscriber, COMPANY | 

_, 







Trucking — Distributing 
Forwarding 


LARGEST HANDLERS OF 
CARLOADS IN MICHIGAN 





—— 524 Eighth St. DETROIT 
Then, there ts the personal service from Washington 
recently augmented, performed without charge for 


rue ieeenieh seme Merchandise Storage and Pool Car 
: hat i } . 
‘aly | Qtegigettewor Distribution «ssa 


CAPACITY 


CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 






A series of sample copies and full 
details will be sent without obligation 


sae a a ol ALBANY, WN. Y. 
Natural distributing point for New York and 
THE TRAFFIC SERVICE CORPORATION vice eal conmuncians "Gla. Pact’ oF Waiey: 
418 S. Market St. Chicago, II. 


Albany Terminal & Security Warehouse Co. 


James G. Perkins, Custom Broker. Mgr. 
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New York Central R. Co., lessee, and the Beech Creek R. R, 
Co., lessor, for a edie ‘of public convenience and necessity 
authorizing the abandonment of a line of road in Clearfield County, 
Pennsylvania. 
May 29—Washington, D. C.—Examiner Cassidy: 
hes wr en Roberson Cotton Company et al. vs. A. C. L. R. 
et a 
Portions of fourth section app. No. 703, filed by A. C. L. R. 
R., In re cotton from points in North Carolina to Danville, Va. 
June 1—Indianapolis, Ind.—Examiner Fuller: 
* 16138—Indiana State Chamber of Commerce et al. vs. Ann Arbor 
R. R. et al. (adjourned hearing.) 


June 1—Buffalo, N. Y.—Examiner McChord: 
i. and S. No, 2372—Lumber from Virginia, West Virginia and re- 
lated ‘9p to eastern destinations. 
* 1. and S. No. 2409—Cancellation lake and rail rates, western points 
to Maine “Cental E be. eee 
June 1—Portiand, tind.—Examiner Worthington: 
15293—-The Bimel ey & Auto Wheel Company vs. L. E. & W. 
R .R. et al. (further hearing). 


June 1—Louisville, Ky.—Examiner Knowlton: 

14684—Louisville Cooperage Company vs. L. & N. R. R. et al. 
Fourth section app. No. 4219, filed by Mo. Pac. R. R. et al, In 
re rough staves and heading, from Monroe, La., to Louisville, 
Ky. 

June 1—Zanesville, Ohio—Examiner Ames 
16776—The American Clay Products Co. vs. P. R. R. et al. 
June 1—Chicago, Ill—Examiner Smith: 

Fourth Section i % 1747 and 4966, filed by C. & O. Ry., and App. 
1561 filed by N. & W. Ry., In re coal from points on their respec- 
tive lines in Virginia to Upper Mississippi River points, Daven- 
port and Rock Island and south thereof to Hannibal, Mo., and 
adjacent points. (In connection with hearing in I. 8: No. 
2402.) 


June 1—Phoenix, Ariz.— Examiner Harraman: 
' 16412—Rates on powder and high explosives, in carloads, within 
the state of Arizona. 
‘14687—Apache Powder Comparmy vs. Arizona Eastern R. R. et al. 
June 1—Washington, D. C.—Examiner Cassidy: 
* 15610—Farrel Foundry & Machine Company vs. A., B. & A. Ry. et al. 


June 1—Washington, D. C.—Examiner Law 
Finance No. 3702—Excess income of the Detroit & Toledo Shore Line 
Railroad Company. 


June 1—Washington, D. C.—Examiner Marchand: 
* Val. Dkt. No. 330—In re tentative valuations of the properties of 
Georgia & Florida Railway and Georgia & Florida Terminal Co. 


June ae ee D. C.—Examiner Hillyer: 
1. & S. No. 2392—Newspapers in baggage cars in C. F. A. and Trunk 
Line territories. 
June 2—Columbus, Ohio—Examiner Ames: 
16772 (and Sub. No. 1 and 2)—The Ohio Farm Bureau Federation 
et al. vs. N. Y. C. R. R. 
June 2—Nashville, Tenn.—Examiner Knowlton: 
16926—Allen Manufacturing Company et al. vs. A. G. S. R. R. etal. 
16811—Allen Manufacturing Company vs. L. & N. R. R. et al. 


June 2—Fort Wayne, Ind.—Examiner Worthington: 
16860—Liberty Coopearge & Lumber Co. vs. Erie R. R. et .al. 
Portions of fourth section apps. Nos. 2060 and 2072, filed ‘by 
Agent J. F. Tucker, In re rough lumber, from Cincinnati! and 
Woodlawn, Ohio, to Chicago, IIl. 


June 2—Buffalo. N. Y.—Examiner McChord: 
16601—Samuel Rinelli vs. N. Y. C. R. R. 
16660—Samuel Rinelli vs. N. Y. N. H. & H. R. R. 


June 2—Washington. D. C.—Examiner Carter: 
12366—John W. Eshelman & Sons et al. vs. Director-General, M. & 


oO. et al. 
12996—John W. Eshelman & Sons et al. vs. Arkansas Central R. R. 
et al. (further hearing). 


June 2—St. Louis, Mo.—Examiner Johnson: 
Fourth Section Apps. No. 465 et al., filed by Agent F. A. Leland et 
. - m. re various commodity and class rates tn Southwestern 
erritory. 


June 2—Chicago.—Examiner Koebel: 
14534—(and consolidated cases)—Rates, regulations and practices of 
Peoria & Pekin Union Railway Co. and connections at Peoria, I11., 
and nearhy points. (Further hearing). 
1. and S. No. 23395—Switching charges at Peoria, Til. 


June 3—Chattanooga. Tenn.—Examiner Knowlton: 
1. and S. No. 2387—Ferro manganese, spiegeleisen and pig iron, 
South Atlantic and Gulf ports to southern points. 


June 3—Cincinnati, Ohio—Examiner Ames: 
16740—The Eugene Berninghaus Company vs. C. & N. W. Ry. et al. 
16821—Henry W. Brown & Company vs. Erie R. R. 


June 3—Marion, Ind.—Examiner Worthington: 
seen The Bahr ‘Bros. Manufacturing Co. vs. C. C. C. & St. L. Ry. 
eta 


June 3—Washineton. D. C.—Examiner Cassidy: 
16597—-The Wabash, Chester & Western R. R. Co. and J. Fred 
Glister, Rec’v.. vs. Tilinois Central R. R. et al. (also cross com- 


plaint of the Til. Cent. R. R. et al. vs. Wabash, Chester & West- 
ern R. R.). 


June 3—Ruffalo, Y.—Examiner oa 
16664—C. A. Tohasten ve. &. C. 
16752—H. D. Taylor Company, he. . oz vs. P. R. R. et al. 


June 3—Chicago,; -Hl.—Examiner Smith: 
16808—Carson--Pirie Scott & Co. et al. vs. Santa Fe et al. 


dune 3—Argument at Washington, D. C.: 
oe Ontario Paper Company, Ltd. , et al vs. Can. Nat. Rys. 
et 
I. oun 'S. No. 2354—Basing rates on paving brick, Jacksonville, Fla., 
to heads points. 
I. and S. 2363—B bronze and copper ingots and related ar- 
ticles phe Pittsburgh "ond Buffalo groups to eastern destinations. 


June 4—Washington, D. C.—Examiner Cassidy: 
13823—-Virginia Coal Operators’ Association vs. A. & R. R. R. et 
al. (Further hearing with respect to the lease of the C. C. & O. 
Ry. by the L. & N. R. R. and A. C. L. R. R. and Its effect on 
the rates involved.) 
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DULUTH 


Is the Natural Distributing Point 
for the Vast Northwest 


















Look at the map! 


See what a logical distributing point Duluth is— 
the most westerly port on the Great Lakes. That’s 
why it ranks second to New York (in point of 
tonnage) and why over 59,000,000 tons passed over 
its docks during 1923. 


It is also the terminus of 10 Northwestern Rail- 
way Systems. Our great, fireproof, concrete 
Terminal is situated in the midst of railroad yards, 
with excellent dock and transfer connections, in the 
center of the wholesale district, also the western 
terminal of the Minnesota-Atlantic Transit Com- 
pany. 


Free Deliveries to our docks by all Boat Lines 
and on all freight routed “Lake and Rail.” 
10c per $100.00 Insurance Rate 
350,000 square feet General Storage 
1,000,000 cubic feet Cold Storage 


Lower Distribution Costs—Less Cartage—No 
Demurrage 


Ideal Rental Space for Wholesaling, Manufacturing 
and “Branch Office” Use 


Every modern and economic facility for Storage, 
Distributing, Concentrating, and Forwarding all 
kinds of merchandise, plus courteous cooperation. 


Won't you let us send our illustrated literature tariffs 
and full information? 


THE McDOUGALL-TERMINAL 
WAREHOUSE CO. 


G. R. STEVENSON, Manager, Storage Dept. 


DULUTH MINNESOTA 
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Steamers 


QUEEN 
JACK 


steamers | A “Royal Flush” 
ACE beats 


KING | “Four of a Kind” 


Especially—where Personal-Service represents the “Ten Spot.” v 





Call us the “poker fleet” if you will, but remember this one fact—that the “Ten 
Spot”—,Service is our Flag Ship. 


Modern refrigerated steamers are of course very necessary, but carefulness in 
handling your freight, time in transit, low rates and a continuous, sincere effort to 
please are what interest you most. 


Adding more satisfied shippers to our list will please us more than adding boats 
to our fleet. We’re after friends and not just customers and if the spirit of human 
cooperation means anything, we'll get them. 


The map shows our route between Duluth and Port Huron, Michigan—con- 
necting at Duluth with Western Trunk Lines and at Port Huron with Eastern 
Trunk Lines (via Grand Trunk and Pere Marquette Systems). We are parties to 
published joint through rates between Eastern and Atlantic States points and the 
Northwest. 


Let us send you our Rate folder and tell you more how well we can serve you. 


Minnesota-Atlantic Transit Co. (‘Tema ) Duluth 


F. R. Levins, Vice Pres. in Charge of Traffic P A. R. Sheff, General Freight Agent 
agen L. Losie, West. Traf. Mgr.: E. E. Swan, Comc’l Agt., 205 Metropolitan Life Bldg. 
St. Paul—R. McDonald, Gen’! Agt., 709 Merchants Bank Bldg.: oe A. Young, ond Agt., 1500 Real Estate Bldg. 
New tage hon Paterson, East. Mgr. : George P. Russell, Gen’! ‘Agent: . Jones, Trav. Frt. Agt., Woolworth Bldg. 
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June 4—Buffalo, N. Y.—Examiner McChord: 
16846—Lerch Cold Storage, Inc., vs. Erie R. R. 


June 4—Chicago, Ill.—Examiner Smith: 
16691—J. D. Hollingshead Company vs. J. L. C. & E. R. R. et al. 
16832—The J. D. Hollingshead Company vs. Ann Arbor R. R. et al. 


June 4—Argument at Washington, D. C.: 
15236—The Cattle & Horse Raisers Association of Oregon et al vs. 
Nor. Pac. Ry. et al. . 
1. and S. No. 2186—Cattle and sheep between points in Idaho, Mon- 
tana, Oregon and Washington. 
l. and S. No. 2365—(and first supplemental order)—Glue stock be- 
tween points in Officiai Classification territory. 


June 4—Cincinnati, Ohio—Examiner Ames: 
16853—The Federal Products Company vs. Ill. Cent. R. R. et al. 


June 4—Washington, D. C.—Examiner Turner: 
Finance No. 3778—Excess income of the Jonesboro, Lake City & 
Eastern Railroad Company. 


June 4—Indianapolis, Ind.—Examiner Worthington: 
16825—United Paperboard Company et al. vs. A. & R. R. R. et al. 


June 5—Cincinnati, Ohio—Examiner Ames: 
16745—The Fox Paper Company et al. vs. Santa Fe et al. 


June 5—Buffalo, N. Y.—Examiner McChord: 
16759—John P. Graham vs. N. Y. C. R. R. 


June 5—Decatur, Ala.—Examiner Knowlton: 
ee — Cornice & Roofing Co., Inc., et al. vs. L. & N. 
. RR. et al. 
Portions of fourth section apps. Nos. 1952 and 1548, filed by 
L. & N. R. R. and Southern Ry., respectively, In re composition 
nog ae asphalt shingles from St. Louis, Mo., to Birming- 
am, Ala. 


June 5—Chicago, Ill—Examiner Smith: 
15300—Thornton-Claney Lumber Company vs. M. & O. R. R. et al. 


June 5—Argument at Washington, D. C.: 
15052—American National Live Stock Association et al vs. O.-W. 
R.R. & Nav. Co. et al. 
“i or & Horse Raisers Association of Oregon et al vs. Santa 
e et al. 
June 5—Cleveland, Ohio—Examiner Fuller: 
14264—The National Refining Company vs. L. & N. R.R. et al. (fur- 
ther hearing.) 
June 6—Washington, D. C.—Examiner Sweet: 
* Valuation No. 172—In re tentative valuation of the property of Rock 
Island Frisco Terminal Railway Company. (Further hearing.) 


June 6—Buffalo, N. Y.—Examiner McChord: 
3 oS _ 2406—Classification exceptions on plasterboard, etc., 
to Canada. 


June 6—Cincinnati, Ohio—Examiner Ames: 
a Procter & Gamble Mfg. Company vs. B. & O. R. R. 
et al. 


June 8—St. Louis, Mo.—Examiner Worthington: 
, =. 2 a ene Rock Island & Pacific Ry. Co. et al. vs. B. & 
| me BR CO Ol 


June 18—St. Louis, Mo.—Examiner Worthington: 
15408—Milne Lumber Co. vs. C. C. C. & St. L. Ry. et al. 
16629—Milne Lumber Co. vs. C. C. C. & St. L. Ry. 
16460—(and Sub Nos. 1 and 2)—Milne Lumber Co. vs. C. Il. & L. Ry. 
16577—Milne Lumber Co. vs. D. G. H. & M. Ry. et al. 
16912—Milne Lumber Co. vs. D. & T. S. L. R. R. et al. 
= Sub. No. 1)—Milne Lumber Co. vs. N. Y. C. & St. L. 


16575—Milne Lumber Co. vs. N. Y. C. & St. L. R. R. et al. 
16618—Milne Lumber Co. vs. Mo. Pac. R. R. et al. 
16593—-Milne Lumber Co. vs. Mo. Pac. R. R. et al. 
16591—-Milne Lumber Co. vs. Mo. Pac. R. R. et al. 
16582—Milne Lumber Co. vs. B. & O. R. R. et al. 
16592—-Milne Lumber Co. vs. D. G. H. & M. Ry. et al. 
16594—-Milne Lumber Co. vs. Ill. Cent. R. R. et al. 
16595—-Milne Lumber Co. vs. L. & N. R. R. et al. 


16596—Milne Lumber Co. vs. St. L.-S. F. Ry. et al. 

16630—Milne Lumber Co. vs. C. & N. W. Ry. 

16910—Milne Lumber Co. vs. N. Y. C. R. R. et al 

16880—Milne Lumber Co. vs. N. Y. C. R. R. 

16888 (sub. Nos. 1 to 7, incl.)—Milne Lumber Co. vs. N. Y. C. R. R. 


et al. 
16891—Milne Lumber Co. vs. N. O. G. N. R. R. et al. 
* 16971—Milne Lumber Company vs. B. & O. R. R. 


June 18—Atlanta, Ga.—Examiner Knowlton: 
16949—J. W. Goldsmith, Jr.—Grant Company et al. vs. A. & W. 
Pp; R. KR. e al. 
June 18—Kansas City, Mo.—Examiner Witters: 
—— & Platt Spring Bed & Mfg. Co. et al. vs. Santa Fe 
e 4 


June 18—New York, N. Y.—Examiner Griffin: 
16844 and Bub. No. 1—Swift & Company et al. vs. Santa Fe et al. 
16746—Independent Slaughterers’ Traffic Assn. et al. vs. N. Y. C. 
R, R. et al. 
June 18—Washington, D. C.—Examiner Seal: 
15255—Chestnut & Smith Corporation et al. vs. A. & R. R. R. et al. 
further hearing with reference to issues raised by the supple- 
mental complaint). 
June 19—Atlanta, Ga.—Examiner Knowlton: 
16719—Southern Agricultural Chemical Corp. vs. A. & V. Ry. et al. 
June 19—Duluth, Minn.—Examiner McChord: 
14438 (and Sub. No. 1)—Duluth Boiler Works, Inc., vs. Santa Fe 
et al. (further hearings). 
June 19—Kansas City, Mo.—Examiner Witters: 
16729—The Southwestern Milling Company, Inc., vs. Santa Fe et al. 
June 20—Minneapolis, Minn.—Examiner McChord: 
16579 (and Sub. No. 1)—Gross and Jacobs vs. G. B. & W. R. R. 
i. Sozumpaamtame Gaslight Company et al. vs. M. St. P. & S. S. M. 


June 22—Washington, D. C.—Director Mahaffie: 

* Finance No. 4741—Application of New York, Pittsburgh & Chicago 
Railroad for authority to construct a line of railroad from Alle- 
gheny to Easton, Pa., with certain branch lines. 

June 22——Washington, D. C.—Examiner Cassidy: 

16842—Vermont Marble Company vs. A. & V. Ry. et al. 

June 22—Washington, D. C.—Examiner Quimby: 

Val. Dkt. No. 405—In re the tentative valuation of the property 
of the Glasgow Railway Company. 
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June 22—Washington, D. C.—Examiner Faris: 
Val. Dkt. No. 83—In re tentative valuation of the property of To. 
ledo, St. Louis & Western R. R. (further hearing). 


June 22—Raleigh, N. C.—Examiner Knowlton: 
ee Commission of North Carolina vs. A. & R. R. R, 
e a 
Portions of fourth section apps. Nos. 1478 et al., filed by C. C. & 0, 
Ry. et_al., in re coal from Pocahontas district in Virginia ang 
West Virginia, etc., to points in North Carolina. 
June 22—Minneapolis, Minn.—Examiner McChord: 
16576—Delmar Company vs. Great Northern Ry. 
16578—South Side Wood & Coal Co. vs. St. L.-S. F. Ry. et al. 
June 22—Chicago, Ill.—Examiner Smith: 
14301—Armour & Company vs. Great Northern Ry. 
June 22—Argument at Washington, D. C.: 
15286—Traffic Bureau of Nashville vs. L. & N. R.R. et al. 
15292—Traffic Bureau of Nashville vs. L. & N. R.R. et al. 
15287—Traffic Bureau of Nashville vs. L. & N. R. R. et al. 
* Finance No, 2210—Application of the Kansas City Northwester, 
Railway Company for a loan. j 
June 22—Kansas City, Mo.—Examiner Witters: | 
16723—United Iron Works vs. Santa Fe et al. 
June 23—Minneapolis, Minn.—Examiner McChord: \' 
16687—-Hansen-Peterson Company vs. Santa Fe et al. 
June 23—Argument at Washington, D. C.: : 
oe Paper Makers Chemical Company vs. Ann Arbor 
R.R. et al. 
15698—(and Sub. No. 1.)—Kalamazoo Chamber of Commerce et al 
vs. C. & O. Ry. et al. " 
June 24—Argument at Washington, D. C.: 
15508—French Battery & Carbon Company vs. C. & N. W. Ry. et al, 
13878—Chicago Fire Brick Company et al. vs. A. & W. Ry. et al. } 
15850—Colgate & Company vs. P. R.R. et al. 
June 24—Minneapolis, Minn.—Examiner McChord: 


16864 (and Sub. No. 1)—J. R. Beggs & Company vs. B. & O. R. R 
et al. : 
June 24—Kansas City, Mo.—Examiner Witters: it 
16665 (and Sub. No. 1)—The Southwestern Lumbermen’s Associa- 
tion et al. vs. A. V. I. Ry. et al. 
June 24—Saratoga, Wyo.—Public Service Comm. of Wyoming: 


* Fin. No. 4712—Application of Morse Brothers Machinery & Supply 
Company for authority to abandon the Saratoga & Encampment 


Railway. ; 
June 25—Minneapolis, Minn.—Examiner McChord: A: 





1. & S. No. 2070—Potatoes, Michigan, Minnesota and Wisconsin to ‘hid ' 
Alabama and Tennessee. 


June 25—Argument at Washington, D. C.: 
16012—F. S. Royster Guano Company vs. Mich. Cent. R.R. et al. 
—— oo Traffic Managers of Philadelphia vs. B. & 0, 
-R. et al. 
13737—Midland Linseed Products Co. vs. Director General, D. L. & 
W. R.R. et al. | 


Finance No. 3718—Excess income of the El Dorado & Wesson Ralk 
way Company. 


June 25—Chicago, Ill.—Examiner Smith: 
16340—(and Sub. No. 1.)—Illinois Coal Traffic Bureau vs. Alton & 
Southern R. R. et al. 


June 25—Washington, D. C.—Examiner Law: ! 
June 26—Argument at Washington, D. C.: | 


* 15303—Los Angeles Lumber Products Company vs. Southern Pacific | 


16632 (and Sub. Nos. 1 and 2)—Beatty Coal Company et al. vs. A 


Company. 9) 
June 26—Kansas City, Mo.—Examiner Witters: 
V. I. Ry. et al. > 


June 29—Chicago, Ill.—Examiner Smith: ' 
* 11703—In the matter of intrastate rates within the State of Illinois ’ 
(hearing on petition of Old Ben Coal Company). 


June 29—Washington, D. C.—Examiner Cassidy: 
13583—Burroughs Adding Machine Company et al. vs, Michigan 
Central R. R. et al. 
June 29—Washington, D. C.—Examiner Quimby: 
Val. Dkt. No. 402—In re tentative valuation of the property d 
the Uintah Railway Company. 
une 29—Muscatine, Iowa—Examiner McChord: 
1. and S. No. 2391—Clam shells, Minnesota and Wisconsin to Iows 
points. 
June 29—Lincoln, Neb.—Examiner Witters: 
16612—-The Superior Traffic Association vs. Santa Fe et al. 
June 29—Argument at Washington, D. C.: 
15995—The Corporation Commission of the State of Oklahoma et al 
vs. Santa Fe et al. 
June 29—Washington, D. C.—Examiner Law: : 
Piprnce fie. 3633—Excess income of the Bessemer & Lake Ert 


. Oo. 
Finance No. 3966—Excess income of the Union Railroad Compail 
(of Pensylvania). 
June 30—Chicago, Ill—Examiner Smith: 
16494—The National Fertilizer Association vs. A. C. & Y. Ry. et @ 
June 30—Galesburg, Ill.—Examiner McChord: 
* |, and S. No. 2396—Heating boilers and radiators between W. T. l 
points. 
June 30—St. Louis, Mo.—Examiner Cummings: 

Fourth Section Apps. No. 627 et al., filed by Agent F. A. Lelant 
et al. In re classes and commodities between Southwestern, Wes 
ern Trunk Line, Mississippi Valley territories, etc. 

Fourth Section App. No. 12684, filed by Agent Leland, In re raté@ 
on coal and coke from Arkansas and Oklahoma mines to point 
in Oklahoma and Texas. F 


July 1—Keokuk, Iowa—Examiner McChord: 

* |, and S. No. 2410—Fibre cans from Keokuk, Ia., Joliet and Chi- 
cago, Ill., to Ohio River crossings. 

July 1—Omaha, Neb.—Examiner Witters: 

* 16226—Omaha Chamber of Commerce, Traffic Bureau vs. Aberdeé 
& Rockfish R. R. et al. 

* 16913—The Chamber of Commerce of Kansas City, Mo., et al. % 
Aberdeen & Rockfish R. R. et al. 

July 2—Keokuk, Ilowa—Examiner McChord: ss 

16769_—Keokuk Shippers’ Association et al. vs. Belt Ry. Co. of Chi 
cago ét al. 
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AKRON, OH1O—The Knickerbocker Warehouse & 
S‘orage Co., 36 Cherry St. 


ALBANY, N. Y.—Albany Terminal & Security 
Warehouse Co., 1 Dean a 
ATLANTA. GA.—Merchants Manufacturers 


Warchouse Co., 169 Haynes St. 

AUGUSTA. GA.—The Hollingsworth Warehouses, 
556 Walker St. 

BALTIMORE. MD.—BsiJtimore Fidelity Warehouse 
Co.. 834 North High St. 

BANGOR, ME.—McLaughlin Warehouse Co., 45 
—Front St. 
BIRMINGHAM, ALA, —Warrant Warehouse Co., 
3500 Avenue “A.” 
BOSTON. MASS.—Quincy Market Cold Storage 
& Warehouse Co., 178 Atlantic Ave. 

BUFFALO. N. Y.—Buffalo Storage & Carting 
Co., 350 Seneca St. 

BURLINGTON, I10WA—Mercer Transfer & Stor- 
age Co., Osborn & Center Sts. 

BUTTE, MONT.—Jones Storage & Transfer Co., 
Wyoming & Iron Sts. 

CHARLESTON, S. C.—Charleston Warehouse & 
Forwarding Co., 16 Hasell St. 

CHATTANOOGA, TENN.—Chattanooga Ware- 
nouse & Cold Sterage Co., 1208 King St. 

CHICAGO, ILL.—Griswold & Walker, Inc., 1525 
Newberry Ave. 

CINCINNATI, QOHIO—The Wallace Transfer & 
Forwarding ‘Co., 222 E. Front St. 

CLEVELAND, OHIO—The General Storage Ce., 
Orange Avenue Termingl. 

COLUMBUS. OHIO—The Merchandise Storage 
Co., 29 Vine St. 

DALLAS, TEXAS—The Dallas Transfer & Ter- 
mina! Warehouse Co., Santa Fe Bldg. 

DAVENPORT, IOWA—Ewert & Richter Ex- 
press & Storage Co., 320 E. 4th St. 

DAYTON, OHIO—The Union Storage Co., 101 
Bainbridge St. 

DENVER. COLO.—Weicker Transfer & Storage 
Co., 1700 15th St. 

DES MOINES, 10WA—Merchants Transfer & 
Storage Co.. 9th & Mulberry Sts. 

DETROIT. MICH.—Merchants Warehouse Co., 
5620 Federal Ave. 

EL PASO, TEXAS—Southwestern Warehouse 
Co., 1125 Texas St. 

ELMIRA. N, Y.—A. C. 
607 Railroad Ave. 

FARGO, N. D.—Union Transfer Co., 806 Northern 
Pacific Ave. 

FORT DODGE, IOWA—Brady Transfer & Stor- 
age Co., 16th & Central Ave. 

FORT WAYNE, IND.—Pettit’s Storage Warehouse 
Co., 414 E. Co'umbia. 

FORT , "WORTH, TEX.—Fort Worth Warehouse 
& Storage Co., 201 South Calhoun St. 
FRESNO, CALIF.—State Center Warehouse & 

Cold Storage Co., 747 “R” St. 
GALVESTON, TEXAS—Wiley & Nicholls Co., 
/Inc., 509 35th St. 
GRAND RAPIDS, MICH.—Kent Storage Co., 59 
/ Front Ave. 
GREEN BAY, WIS.—Green Bay Transfer & 
! Sterage Co., 212 South Washington St. 
es “4 a PA.—Montgomery & Co., 25 South 
10t t. 


HARTFORD, CONN.—Hartford Despatch & Ware- 
house Co., 249 Asylum St. 

HOUSTON, TEX.—The Texas Warehouse Co., 
Baker & Cedar Sts. 

a W. VA.—Maier Sales & Storage 

A639 Seventh Ave. 

INDIAWA APOLIS, IND.—Tripp Warehouse Co., 620 
South Capitol Ave. 

JACKSONVILLE, FLA.—Union Terminal Ware- 
house Co., E. Union & Ionia Sts. 

KALAMAZOO, MICH.—National Storage Co., 309 
East Water St. 


Rice Storage Corporation, 
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Vd American Chain of Warehouses, ha, 


ESTABLISHED 1911 


—-MEMBERS — 


KANSAS CITY, MO.—Adams Transfer & Stor- 
age Co., 228 West 4th St. 

KNOXVILLE. ant noxville Firepreof Stor- 
aer Co., 612 E. Depot St. 

LEXINGTON. KY. —Union Transfer & Sterage 
Co., Spring & Vine Sts. 

LITTLE ROCK, ARK.—Terminal Warehouse Ce., 
812 E. 2nd St. 

‘LOS ANGELES, CALIF.—Union Terminal Ware- 
house Co., 731 Terminal St. 


SHIPPERS 


Ninety Warehouses 
offer your Sales and 
Traffic Departments 
Modern Facilities for 
your Storage Stocks 
and Experienced 
Organizations for the 


Handling and Dis- 


tribution of your 
Merchandise. 


American Chain of 
Warehouses serve all 
territories. 
Call upon our nearest 
Representative for further 


information regarding 
facilities in any city. 





LOUISVILLE, KY.—Louisville Public Warehouse 


Co., Brook & Main Sts. 

LYNCHBURG, VA.—Lynchburg Storage Co., 1324 
Commerce St. 

MEMPHIS, TENN.—Patterson Transfer Ce., 24 
North 2nd St. 

MILWAUKEE. WIS.—Hansen Storage Co., 120 
Jefferson St. 

MINNEAPOLIS, MINN.—Security Warehouse 


Co., 334 North Ist St. 
MOBILE, ALA.—Warrant Warehouse Co., Water 
& Lipscombe Sts. 


NASHVILLE, TENN.—E. M. Bond Fireproof 
Storage Co.. 1609 Broadway. 

NEW BEDFORD, MASS.—New Bedford Storage 
Warehovse Co., 152 Front St. 

NEW ORLEANS, LA.—United Warehouse Co., 
Ltd., 815 South Front St. 

NEW YORK CITY—Independent Warehouses, Inc., 
415 Greenwich St. 
F. C. Linde Co., 23 Varick St. 

OKLAHOMA CITY. OKLA.—O. K. Transfer & 
Storage Co., 330 West ist St. 

OMAHA. NEB.—Bekins Omaha Van & Storage, 
806 South 16th St. 

PEORIA, ILL.—Federal Warehouse Co., 800 South 


Adams 8t. 
PETERSBURG, VA.—Scuthern Bonded Ware- 
house Corp., 22 South Market St. 
PHILADELPHIA. PA.—Merchants Warehouse Co., 
10 Chestnut St. 
PORTLAND, MAINE—Galt Block Warehouse Co., 
30 Comme St. 
PORTLAND, ORE.—Holman Transfer Co., 8-12 
Front St. 
PROVIDENCE, R. I.—The Cole Teaming Ware- 
house Co., 233 W. Exchange St. 
RALEIGH, N. C.—Carelina Storage & Distribut- 
ing Co., 108 W. Lane St. 
ROCK ISLAND, ILL.—Rock Island Transfer & 
Storage Co., 101 17th St. 
SAN ANTONIO, TEX.—Scobey Fireproof Stor- 
age Co., 309 North Medina St. 
SAN FRANCISCO. CALIF.—The. Haslett Ware- 
house Co., 60 California St. 
SAVANNAH, GA.—Savannah Bonded Warehouse 
& Transfer Co., Bay St. Extension & Canal. 
SCRANTON. PA.—The Quackenbush Warehouse 
Co.. 21 Bridge St. 
SEATTLE, yg Storage & Distributing 
Co., 301 Ry. e 
SIOUX CITY, IOWA Bekins Van &@ Storage 
Co., 114 /Riverside Ave. 
so. ae. JOSEPH, MO.—Terminal Warehouses of 
Joseph, Inc., Packers Ave. 
SPRINGFIELD, MASS.—Eastern States Ware- 
house & Cold Storage Co., 385 Liberty. 
ST. LOUIS. MO.—McPheeters Warehouse Co., 
1104 North Levee. 
8ST. PAUL. MINN.—Security Warehouse Co. 
SYRACUSE, N. Y.—Flagg Storage Warehouse Co., 
100 Townsend St. 
TERRE HAUTE, IND.—Bauermeister Terminal 
Corp.. 102 Wabash Ave. 
TEXARKANA. ARK.—Hunter Transfer Co., 319 
E. Front St. 
TOLEDO. OHIO—Depenthal Paes & Storage 
Ceo., 108 Summit St. 
TULSA, OKLA.—Tulsa Sum & Transfer Co., 
8 No. Cheyenne St. 
VANCOUVER’ B. C.—Vancouver Warehouses, 
Ltd., 550 Beatty St. 
VICTORIA. TEXAS.—Victoria Compress & Ware- 
house Co., North St. 
WACO TEXAS—Weatherred Transfer & Storage 
Co.. 13th & Mary Sts. 
WASHINGTON, D. C.—Merchants Transfer & 
Storage Co., 920 E St. N. W. 
WHEELING W. VA.—Union Warehouse & Stor- 
age Co., Main, South & 16th. 
WICHITA, KAN.—Brokers Office & Warehouse 
o.; 143 No. Rock Island Ave. 
WICHITA FALLS, TEX.—Tarry-Martin Trans- 
Fed Storage & Forwarding Co., 1507 Lamar 
treet. 
WILMINGTON, N. C.—W. B. Thorpe & Co., Inc., 
. Water & Ann Sts. 
WINNIPEG, CANADA—Boulton’s Storage, 230 
Princess St. 
YOUNGSTOWN, OHIO—The Fisher-Gilder Cart- 
age & Storage Co., 574 Mahoning Ave. 


STORAGE - MERCHANDISE - DISTRIBUTION 


1925 Directory, with Fall Information Regarding Facilities 


Phone Walker 4600 
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0. V. HUKILL, Eastern Representative 
415 Greenwich Street 


New York City 


—— ma _ 


of Each Member, Available Upon Request 
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P. F. CASSIDY, Western Representative 
203 S. Dearborn St., Room 905 


Chicago, III. 
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July 7—Indianapolis, Ind.—Examiner Mattingly: 

* 16915—Milk and cream in Indiana (joint hearing with the Indiana 
Public Service Commission). 

July 8—Chicago—Examiner Smith: 

I. and S. No. 2402—Coal, Virginia, West Virginia and eastern 
Kentucky to Western Trunk Line points. 

Fourth Section App. 1952, filed by L. & N. R. R., In re coal from 
points on L. & N. R. R. in eastern Kentucky and Tennessee to 
points in Iowa, Kansas, Missouri and Nebraska, . 

September 1, 1925—Washington, D. C.—Examiner Law: 

Finance No. 3927—Excess income of the Shreveport, Houston & 
Gulf Railroad Company. 

September 8&—Washington, D. C.—Examiner Law: 

Finance No. 3756—Excess income of the Guif & Sabine River Rail- 
road Company. 

September 8—Washington, D. C.—Examiner Van Meter: 

Finance No. 3926—Excess income of the Louisiana & Pacific Rail- 
way Company. 

September 8—Washington, D. C.—Examiner Marchand: 


Val. Dkt. No. 199—In re tentative valuation of the property of the 
Greenwich & Johnsonville Ry. Co. 


Val, Dkt. No. 296—In re tentative valuation of the properties of the 


Cooperstown & Charlotte Valley R. R. Co. and the Cooperstown & 
Susquehanna Valley R. R 


Val, Dkt. No. 328—In re tentative valuations of the properties of the 
Delaware & Hudson Company et al. 


Val. Dkt. No. 331—In re tentative valuation of the property of 
Wilkes-Barre Connecting Railroad Co. 
Sept. 11—Washington, D. C.—Examiner Law: 
inance No. 3811—Excess income of the Louisiana & Northwest 
Railroad Company. 
Sept. 15—Washington, D. C.—Examiner Law: 
Finance No. 3829—Excess income of the Midland Valley Railroad 
Company. 
September 21—Washington, D. C.—Examiner Kelley: 
Val. Dkt. No. 390—In re tentative valuation of the property of the 
Nesquehoning Valley Railroad Company. 
Val. Dkt. No. 391—In re tentative valuation of the property of the 
Bay Shore Connecting Railroad Company. 


Val. Dkt. No. 392—In re tentative valuation of the Allentown Ter- 
minal Railroad Company. 


Val. Dkt. No. 401—In re tentative valuation of the properties of the 
Central Railroad Company of New Jersey et al. 
* Val. Dkt. No. 417—In re tentative valuation of the property of the 
New York & Long Branch R. R. Co. as of June 30, 1918. 
October 5—Washington, D. C.—Examiner Haley: 
Finance No. 3845—Excess income of the Montour Railroad Company. 
June 8—Washington, D. C.—Examiner Quimby: 
Val. Dkt. No. 224—In re tentative valuation of the property of 
Lake Champlain & Moriah R. R. Co. (Further hearing.) 
June 8.—Washington, D. C.—Examiner Hillyer: 
14250—Diamond Crystal Salt Company et al. vs. Aberdeen & Rock- 
fish R. R. et al. (further hearing). 
16695—International Salt Company, Inc., et al. vs. Adirondack & 
St. Lawrence R. R. et al. 
Portions of fourth section apps. Nos. 1774 and 1775, filed by 
Agent C. C. McCain, In re salt from producing points to New 


oo to destinations in trunk line and New England territories, 
etc. 


June 8—Little Rock, Ark.—Examiner Ames: 
16461—Arkansas Jobbers & Mfgrs. Assn. vs. C. R. I. & P. Ry. et al. 


June 8—Birmingham, Ala.—Examiner Knowlton: 
16669—American Lumber and Export Company vs. Gulf & Ship Is- 
land R. R. et al. 
= a a No. 1)—Standard Lumber Company vs. A. Cc. L. 
. R. et al. 
16722—American Lumber and Export Company vs. Cincinnati North- 
ern R. R. et al. 
June 8&—Chicago, Ill—Examiner Smith: 
16581—V. S. Barnes vs. C. & N. W. Ry. et al. 
16715 (and Sub. No. 1)—The National Silica Company et al. vs. 
Wabash Ry. et al. 
June &—Detroit, Mich.—Examiner McChord: 
15553—E. Crosby, M. D., vs. St. L.-S. F. Ry. et al. 
June 8&—Washington, D. C.—Examiner Sweet: 
Finance No. 1—Excess income of the Duluth Missabe & Northern 
Railroad Co. (further hearing). 
June 8—Washington, D. C.—Examiner Marchand: 
Val. Dkt. No. 394—In re the tentative valuation of the property of 
the Franklin & Abbeville Ry. Co. 
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June 9—Chicago, Ill.—Examiner Smith: 
16856—Lumberton Broom & Mop Handle Factory vs. N. O. & N. 
E. R. R. et al. 
June 10—Meridian, Miss.—Examiner Knowlton: 
oe Traffic Bureau vs. Southern Ry., Director Genera] 
et al. 
1. & S. No. 1372—Meridian Rate Case. (Further hearing with respect 
to rates on brick and clay products, and common brick.) 
June 10—Chicago, Ill.—Examiner Smith: 
16747 (and Sub. Nos. 1 and 2)—George W. Pyott Sand & Gravel 
Co. et al. vs. Santa Fe et al. 
June 10—Kansas City, Mo.—Examiner Witters: 


I. and S. No. 2368—Intermediate points rule on cement between W., 
T. L. points. 


June 10—Washington, D. C.—Examiner Carter: 
1. and S, No. 2386—Increased rates on tobacco stored at Newport 
News or Morrison, Va. 
16955—Jones & Co., Inc. et al. vs. A. C. L. R. R. et al. 
June 10—Shreveport, La.—Examiner Ames: 
16714—(and Sub. Nos. 1 to 7, incl.)—S, Bender Iron & Supply Com- 
‘ ad ote ae, 5. Ry. et al. 
6822 (an ub. Nos. 1 to 4, incl.)—Smitherman & McDonald, ’ 
vs. La. & N. W. R. R. et al. 
June 10—Washington, D, C.—Examiner Cassidy: 
16619—Security Cement & Lime Company vs. B. & O. R. R. et al. 
June 10—Washington, D. C.—Examiner Kelley: 
Val. Dkt. No. 355—In re tentative valuation of the property of the 
International & Great Northern Railway Company. 
June 10-11—Argument at Washington, D. ©.: 
14617—Acme Brick Company et al vs. A. & M. Ry. et al. 
And related cases (Known as Southwestern Brick Cases). 
June 11—St. Louis, Mo.—Examiner Worthington: 
16417—Helvetia Milk Condensing Company vs. Santa Fe et al. 
Fourth Section App. No. 12651, filed by C. M. & St. P. Ry., in re 
rates on grain and grain products from LaCrosse, Wis., Minne- 
apolis, Minn., Transfer, Red Wing, St. Paul, Stillwater and Winona, 
Minn., to E. St. Louis, Ill., and St. Louis, Mo. 
June 11—Washington, D. C.—Examiner Law: 
Cinanee. No, 3805—Excess income of the Litchfield & Madison Rail- 
way Co. 
June 11—Washington, D. C.—Examiner Turner: 
Finance No. 3735—Excess income of the Franklin & Abbeville Rail- 


way Co. 
June 11—Washington, D. C.—Examiner Boles: 

Finance No. 4812—Application of Terminal Railroad Association of 
St. Louis for authority to acquire control by lease of the rail- 
roads of the St. Louis Merchants Bridge Terminal Ry. Co., The 
East St. Louis Connecting Ry. Co., and The St. Louis Transfer 
Ry. Co. 


DEFENDS COASTWISE LAWS 


The Shipping Board, May 20, adopted a resolution asking 
American delegates to the meeting of the International Chamber 
of Commerce to oppose discussion of relinquishment of the coast 
wise laws of the United States. The resolution, which follows, 
was sent to the Chamber of Commerce of the United States: 


Whereas, the agenda for the meeting of the International 
Chamber of Commerce to be held in Brussels, Belgium, in June, has 
on it the consideration of two resolutions dealing with flag dis- 
crimination; and, as it has been suggested that the subject of flag 
discrimination should be extended to include the consideration of 
the coastwise laws of nations; ion 

Resolved: In the judgment of the United States Shipping 
Board, the continuance and effective enforcement of the coastwise 
laws of the United States is essential to the existence of an Amer- 
ican merchant marine and for our national defense; and that the 
policy underlying such laws is a domestic question the discussion 
of which is not within the jurisdiction of the proposed Brussels 
conference; and therefore, 

Resolver Further: This board respectfully requests delegates 
from the United States to object to the discussion by the Brussels 
Conference of any question having in view the relinquishment of 
the coastwise laws of the United States, whether by reciprocal 
arrangements or otherwise, should any such discussion be pro- 
posed. 


Officials of the American section of the International Cham- 
ber said they saw no chance or possibility of changing the coast 
wise laws. 


DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 


AMERICAN FREIGHT BUREAU 


160 Nassau Street New York, N. Y. 
Established 16 Years 


Audited Overcharge, Demurrage, 
Less and Damage Claims 


Reuting and Tracing 


General Freight Service Association 
_ Trafic and Transportation Specialists ter Shippers 
Laclede Gas Light Bidg., St. Louis, Mo. 


Interstate Commerce cases, Engineering and Legal 
Services furnished. Complete traffic department 
service, Freight and demurrage audited. 


CHARLES E. BELL 


TRAFFIC ANALYST 
TRAFFIC ANALYSES 
RATE SURVEYS 
RATE COMPARISONS 
RAILWAY STATISTICS 
EXHIBITS PREPARED 


630-632 Transportation Bldg.. Washington, D. C. 


HAVE YOU A STEAMSHIP TARIFF? 


We are in position to supply you with Steamer 
tariff naming rates by Water via the Canal from 
Atlantic Seaboard to the Pacific Coast, also sup- 
plement service in connection with same at a 
low cost. PRICE; Tariff, per copy $5.00 

Supplement Service, yearly $10.00 
TRAFFIC CORPORATION, Agents 
Reom 612 Chamber of Commerce Building 
1151 Senth Breadway, Les Angeles, Califoraia 


BISHOP & BAHLER 


TRAFFIC MANAGERS 


All Traffic and T tion Matters 
Interstate Commerce and te Commission Cases 


E, W. HOLLINGSWORTH 
Commerce Attorney 


San Francisco 
127 Montgomery Street 


YOUR ANNOUNCEMENT 
in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single communi- 
cation to each one of our readers. 


Oakland 
Bank of Italy Bldg. 
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THE TRAFFIC SERVICE CORPORATION 


WASHINGTON CHICAGO 
MILLS BUILDING 418-430 $8. MARKET STREET 
Phone, Main 3848 Telephone, State 8635 


THE TRAFFIC WORLD 


LOCATIONS 


BORIS 


HE locating of manufacturers to 

their advantage and profit is the 
principal function of Hodge, Nicolson 
& Porter, Inc. 


N connection with our campaign, 

our 1925 policy includes the dis- 
tribution of usable data about the in- 
dustrial development of Chicago. 


2 oe & 


Bo eo fe afe fe afe afe afe 
HIS, however, does not indicate a 
belief on our part that the recipient 
of the data will immediately pack up 


and move to Chicago. 


UR sole desire is to give a truth- 

ful impression of industrial Chi- 
cago to all industrial executives who 
might ultimately find such information 
useful. 


ONSEQUENTLY, we shall be 

glad to add to our mailing list the 
name of any executive who feels that 
he might find information of this type 
acceptable and helpful. 


bh SS +S 


Hodge, Nicolson 
& Porter, Inc. 


Industrial Real Estate 


1782 Illinois Merchants Bank Bldg. 
Chicago, Illinois 
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By LIMS 


to your 
customer’s door 
in Britain 


LONDON, MIDLAND & 
SCOTTISH RAILWAY 
OF GREAT BRITAIN 


“THE BEST WAY” 


Advance arrangements made 

for handling and storing any 

kind of freight either at the 
port or in the interior. 
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Shippers 


to Britain 


can now obtain from the newly- 
established L. M. S. Freight 
Offices in America the cost of 
delivering, storing or distribut- 
ing their merchandise in Great 
Britain. 


The New York Office will 
be pleased to quote rates from 
most of the principal British 
Ports to any part in the interior. 


Traffic Managers and Freight 
Forwarders are invited to 


address: 


THOMAS A. MOFFET 


Freight Traffic Manager in America 


LONDON, MIDLAND & SCOTTISH 
RWY. OF G. B. 


One Broadway | New York 


GREAT BRITAIN 
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EDMONTON 


SASKATOON 


VANC UVER 


9 WINNIPEG 


S THIEF RIVER FALLS 


"PORTLAND ann? 
DULUTH o> BESSEMER 


Vol. XXXV, 





No. 22 


MACKINAW 
city 


“MENOMINEE 


FREIGHT SERY 


Between 


_ All Points in the East and South 
and 


Northwest, Western Canada 
North Pacific Coast 


the FLOUR INDUSTRY 


7." 


~~ 


To avoid delay, shipments for Canadian destinations must be accompanied by SHIPPERS’ EXPORT DECLARATION MADE IN TRIPLI- 
ATE. This document must be delivered railroad oy at initial point with the shipment and 
accompany same to Canadian port of entry.) 


INDUSTRY 


oMANITOWOC 








AGENCIES 


Kansas City, Mo., 738 Railway Ex. Bldg. 
Los Angeles, Cal., *605 So. S ring St. 
Memphis, Tenn., "Porter Bl g. 
Milwaukee, Wis., Barer og St. 
ajestic Bldg. 

Minneapolis, nat... ,o- ee Bidg., Sth St. 

and Marquette Ave. 
Neenah, we, 


New York, vigrenorsh Bidg. 
Omaha, Neb. * 03s W O. W. Bidg. 
Philadelphia, 'Pa., AS Bidg., Loomet St. at 15th. 


Boston, Mog... 40 Central St. 
Buffalo, N 409-410 ard rs Bldg. 
Chicago, Ill., ~ 1 Standard crust Bidg. 


— ery B) 
Chippewa Fate, 
Cincinnati, O. 709 Traction Bidg 
Cleveland, d, O., 915 Union aoe aie. 
Detroit, M ich., 311 Free Press Bid % 
Duluth, Minn., aie West Superior St. 
Grand Rapids, Mich., 414 Linquist Bldg. 
indnageli tad. 522 Merch. Bank Bldg. 


4 \K( = _ als 


eC 


Pittsburgh, Pa., 2041 Oliver Bldg. 
Portland, Ore., 55 Third St. 

8t. Louis, Mo., 2050 Railway Exch. Bldg. 
St. Paul, Minn., 1112 Merchants Nat’! Bank Bldg. 
San Francisco, Cal., 675 Market St. 

Sault Ste. Marie. Mich. 

Seattle, Wash., 608 2nd A 

Spokane, Wash., 1006 Old ‘Nat'l Bank Bidg. 
Superior, Wis. 

Tacoma, wee 1113 Pacific Ave. 
Waukesha, W: 

Winnipeg, Men.. 603-604 Lombard Bldg. 


Our Freight House Terminals at DULUTH are Joint With Duluth, Missabe and Northern Ry. 


ROUTE YOUR FREIGHT---CARE SOO LINE 
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'UnitedS States Government Freight Services 
From Atlantic Coast and Gulf Ports 
AMERICAN ANTILLES LINE} AMERICAN DELTA LINE| AMERICAN DIAMOND LINES | AMERICAN DISPATCH LINE 






























































Orl d oth Philadelphia Rotterd. 
New York to Trinidad, — cul Bans “= New York to Amsterdam| CulfPorts (except New Orleans) 
the Guianas and ( - ’ a. a ) Pied every 10 days - 
exce obile t pute : 
Verena 7 to wand ») anes 12 woe eel East Coast of South America 
Fortnightly Sailings Brazil and River Plate Ports Hampton Roads te = A Sailing Every 3 Weeks 
Fortnightly Sailings on 







2 Sailings a month 

BLACK DIAMOND S. S. CORP. 
67 Exchange Place New York City 
Managing Operators 


AMERICA FRANCE LINE 


COLOMBIAN STEAMSHIP CO., (inc.) 
17 Battery Place New York City 


Managing Operators 


MUNSON STEAMSHIP LINE 
67 Wall Street, New York City 


Managing Operators 


AMERICAN INDIA LINE 


MISSISSIPPI SHIPPING CO., (inc.) 
New Orleans, La. 












Managing Operators 


AMERICAN DIXIE LINE|AMERICAN EXPORT LINES 








































New Orleans to Irish, United Kingdom | joss), Atlantic Portsto all Mediterran- | Baltimore Hare 
bay iin “ fo mtg —- eanPortsincluding Adriatic,BlackSea oer > © pes 20 4. Dunkirk New York to India 
New Orleansto Liverpool and Manchester and Levant Ports, French Mediterran- 


Fortnightly Sailings New York to ave 


New Orleans an — Ports to London 


Monthi. Sailings 
Houston pom | Galveston to 





ean, WestCoastof Italy. 4 eel 
North African Ports with Mediterran- 
ean or Adriatic Ports as cargo offers 
Monthly Sailings apres BlackSea Ports, 
Constantinopole Monthly Sailings Malta, 


Monthly Sailings 


















Philadelphia to Bordeaux 


New York St. Nazaire 


ROOSEVELT STEAMSHIP 















Liverpool—Manchester pone gy = peg ate and Alex- A: Sailing Every 20 Days COMPANY, (Inc.) 
UNITED GULF S 5. CO. (Inc.) | THE EXPORT STEAMSHIP CORP. | COSMOPOLITAN SHIPPING CO., (lnc.) | 44 Beaver St. New York 


25 Broadway New York City 42 Broadway New York City 
Managing Operators Managing Operators Managing Operators 


AMERICAN MERCHANT LINES | AMERICAN PALMETTO LINE | AMERICAN PIONEER LINE | AMERICAN PREMIER LINE 





Whitney Ces Blt. < Oxteane, La. 


erators 





















New York to London South Atlantic Ports to North Atlantic Ports to Gulf and S. Atlantic Ports to 
. Sailings [London civeepees bon opal China and Japan —_— rege oe 
t on ly earings thly Ss. ilin t t t 
Hampton Roads “° Rpm Bremen and Hamburg Philippines & Dutch | East Indies ; ‘Saltando. a Month f 
2 Sailings a Month Monthly Sailings Monthly Sailings Adriatic Greek Levant, 
Philadelphia London London, Rotterdam and Gulf Ports | to fe “East Constantinople, Malta, 
Bost P to Hull Antwerp (China, Japan and Philippines) | North Africa, (East of Bizerta) 
os ue . Leith Monthly Sailings NTC GUE AND Monthly Sailings 
ailings a Month ATLANTI U 
THE CAROLINA COMPANY UNITED GULF S. S.CO., (Inc.) 
J. H. WINCHESTER & CO., (Inc. ORIENTAL S. S. CO., (I i . 
17 Battery Place New York ee.) Charleston, S. C. 17 Battery Place, New we = ~*~ —— 
Managing Operators Managing Operators Managing Operators Managing Operators 


AMERICAN REPUBLICS LINE [AMERICAN SCANTIC LINE AMERICAN AMERICAN 


New York Brazil and 


Boston - New York, Boston, SOUTH AFRICAN LINE | WEST AFRICAN LINE 














Monthly Sailings Baltimore New York 
a Brazil and to New York (Gulf via New York as offers) 
Jacksonville % River Plate Scandinavian and _ ~ 
Savannah ° a South and East African Ports | Azores, Canary Islands, Madeira 

Monthly Sailings Baltic Ports “3 and West Africa 
eS _ en Plate 2 Sailings a Month Monthly Sailings 


Monthly Sailings 
Monthly Sailings A. H, BULL-& COMPANY, (Inc.) 
MOORE & McCORMACK CO.,(Inc.) a A. H. BULL & COMPANY (Inc.) 
TARA ag coe, | MESEEAIMONMASE Peale | a Wensrens New Yori | abit Set, "New Yo i 






















Managing Operators Managing Operators Managing Operators Managing Operators 
ATLANTIC GULF-WEST —_ [MISSISSIPPI VALLEY|MOBILE OCEANIC LINEJORITOLE LINES 
AUSTRALIAN LINE MEDITERRANEAN LINE] EUROPEAN LINE Siulitin, Peay Geteee Wont Sete 
Tampa, Jocksenvilie,, Sa ane Sie Gulfport x we eevee, me oo > 
New York to Australian] London, Rotterdam, Antwerp va _ ~ Baltimore, Hampton Roa ads, New Yo 
and New Zealand Ports —. Saminge erpool, Manchester, re Avonmou i. Canalis 
Mo psd Gulf P Havre— Antwerp London, Havre, Antwerp, tlie «abd —— 

nthly Sailings Portuguese and Spanish Atlantic Port: Rotterdam, Hamb: Boston, Baltimore, Ham ds., Phil. 
Monthly Sailings 2 Sailings a Month J urg, to Glasgow. For emehtly Sailings 
UNITED STATES & Spanish Mediterranean and North Bremen Baltimore, oe ane ew York to 
.$. CO. | “A'Saiting every 20 daye CO., (Inc.) WATERMAN S.S. CORP. | 5 ,iimor Mew eat bl Dublin, 
6-10 Bridge St., New York City] TAMPA INTEROCEAN . 8. CO. Sow Ovisann ba Mobile, Ala. > eaameniagges Oe op 

Managing Operators ee * Managing Operators Managing Operators ae ggg NAVICA ATION co. 


Managing Op erators 


PAN AMERICA LINE) SOUTHERN STATES LINE|TEY AS STAR LINE|UNITED STATES LINES YANKEE LINE 









sterdam. 2 Saili Mont 
New York to New Orleans fo, Bremen and Steenten and Galeton er as ae to ne en Roads, 
. amburg. ailings a Mon iling eve eeks hila i 
Rio de Janeiro,;Santos, Galveston - Bremen on 1H m to New Ye rk elphie, Boston 
* uw: a ft 
Montevideo and Houston and Galveston to Senn ahs HD to Hamburg and Bremen 
B e Bremen and Rotterdam Weekly Sailin 
uenos Aires ly 8 B 
ny stems 2 Sailings a Month 
Fortnightly Sailings _\burg. 2 Sailings a Month ae > 1 gad Weekly Sailings | 
MUNSON STEAMSHIP LINE] > CO, dnc) ; i“ : ag UNITED STATES LINES + sare 
67 Wall Street New York City) 925 Whitney Central Bldg., Houston, Texas 5 Broadway New York City|110 State Street Boston, Mass. 
Managing Operators Managing + roel Managing Operators Managing Operators Managing Operators 








| UNITED STATES SHIPPING 1} BOARD | FLEET ( CORP. | 





THE TRAFFIC WORLD Vol. XXXV, No. 22 May 3 


‘“‘Greater Prosperity Through Greater Foreign Trade’’ 


Twelfth National Foreign Trade 
Convention 
SEATTLE—June 24, 25, 26—1925 
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“ DELAWARE & HUDSON 


Offers a Highly Developed Service 
for the Dependable Movement of Freight Between 
The New England States and the South and West—Eastern Canada and 


all points South. Close affiliation with the lines listed below makes this an 
ideal route for the rapid movement of shipments throughout this section. 










Canadian Pacific Railway............ Pennsylvania ......... 
Canadian National Railways SRR eS. } via Rouses Point, N. Y. Lehigh Valley......... } via Wilkes-Barre, Pa. 
a & Southern........ - ae ae _— R.R. of N. J... . 
ston Sth A baedna Wanda Génie via Mechanicville, N. Y. ee ao ia Binghamton, N. Y# 
Boston & Albany .................. via Albany, N. Y. Lackawanna..........  ielataaatee knees 
Lehigh Valley......... via Owego, N. Y. 






And Their Connections 










DELAWARE & HUDSON SUPER-POWER ENGINES 


These powerful locomotives are equipped with the Bethlehem Auxillary Locomotive 
which adds approximately 25 per cent to the hauling power. 


Our nearest representative will, if given opportunity, render you 


HELPFUL SERVICE 


All our Traffic Agencies are furnished information daily relative to junction passings. The Agency nearest 
you will keep you advised of the progress of your urgent carload shipments if requested to do so. 


DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 


ALBANY, N. Y.—Telephone Main 3380 ONEONTA, N. Y.—Telephone 1500 
J. E. Colket, Milk Agent, A. W. Ackley, Division Freight Agent, 
D & H Building 191 Main Street 
C. F. Beck, General Eastern Freight Agent, PHILADELPHIA, PA.—Telephone Rittenhouse 1271 
D & H Building W. H. Chase, General Southern Freight Agent, 
ATLANTA, GA.—Telephone Walnut 5464 1109-10 Finance Building, 
Monte Pickens, Jr., Commercial Agent, 1420-26 South Penn Square 
913 Healey Building 




















PITTSBURGH, —T 
BOSTON, MASS.—Telephone Main 1323 “gy hey + ie 
F. H. Wheeler, New England Freight Agent, 513-514 Bessemer Building 
429-430 Chamber of Commerce Building H. A. DIETZ, General Traveling Coal Agent 
BUFFALO, N. Y.—Telephone Seneca 853 513-514 Bessemer Building 
i. W. Heme, Goes Some, PLATTSBURG, N. Y.—Telephone 698 
722 Ellicott Square Building E. H. Dow. Division F ry fre 
CHICAGO, ILL.—Telephone Wabash 8994 101 Bridge Strect > ent, 
J. Flanders, Jr., General Agent, : _ 
838-839 Transportation Building, SCRANTON, PA.—Telephone Bell 4751, Con. 557 
608 South Dearborn Street J. J. Coyle, Division Freight Agent, 
MONTREAL, QUE.—Telephone Main 0638 D & H Passenger Station 
James Fitzsimons, General Canadian Freight Agent, ST. LOUIS, MO.—Telephone Olive 1651 
238 St. James Street J. B. Stewart, General Agent, 
NEW YORK, N. Y.—Telephone Whitehall 5648 and 5649 1021-1022 Pierce Building 
Max V. Beckstedt, General Agent, TROY, N. Y.—Telephone 765 
1446-48 Woolworth Building, F. J. Forster, Division Freight Agent, 
233 Broadway Union Station 


W. G. Story, General Freight Agent, oe N. Y¥. 


C. E. Rolfe, Assistant General Traffic Manager, Albany, N. Y. 
rT) F. W. Nyland, Coal Freight Agent, Albany, N. Y. 6 
L. F. Perry, Assistant to General Traffic Manager, Albany, N. Y. 
W. J. MULLIN, J. T. LOREE, 
99 General Traffic Manager Vice-President and General Mgr. 99 
ALBANY, N. Y. 
ROUTE OF 







SHORTEST—QUICKEST—BEST PASSENGER ROUTE 
ROUTE OF BETWEEN NEW YORK AND MONTREAL 


THE MONTREAL LIMITED THE MONTREAL LIMITED 








THE TRAFFIC WORLD Vol. XXXV, No. 22 


SOUTH ERN PACIFIC LINES 


ij ee @ OFF LINE AGENGIES 
r © GATEWAYS |”, 


Where they reach Where to reach them 


California’s Festival Year 


A” YEAR AND EVERY YEAR is a good year to visit Cali- 
fornia, but this year is an especially good one. The State is 
celebrating the Seventy-Fifth Anniversary of her Admission into the 
Union. 
Frestas—C arnivals—Pageants 
Rodeos—Round-Ups—Regattas 
Tournaments—Conventions 


Phantasmagorias and Pilgrimage Plays 


crowd the red-letter calendar from now until the close of the year! 
California was admitted to the Union on September 9, 1850. From 


September 5 to 12, 1925, SAN FRANCISCO will hold high revel 
with a glorious 


Diamond “fubilee Celebration 


Summer Excursion Tickets at Greatly Reduced, Fares, with return 
limit October 31 and permitting stop-overs en route within return 
limit, are now and will be on sale until September 30. 


For calendar of events, other helpful infor- 
mation and literature, and reservations, 


® Address ‘‘General Agent, Southern Pacific Lines’’ ® 


—The Postman Knows Him. 





